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TRANSPORTATION EDUCATION 

The situation with respect to transportation is 
obscured, in the minds of many, for the reason that the 
air is surcharged with accusations and insinuations, 
backed by no proof and no effort to obtain proof by those 
who make the accusations 4nd utter the insinuations. 
Sometimes this is due to ignorance and misunderstand- 
ing and sometimes it is due to maliciousness. The malice 
cannot be prevented, but its effect, through processes of 
education, can be lessened and it can be diminished by 
these same processes of education, as those guilty of it 
come to see the lessening of its effect. The demagogue 
is careless of morals in selecting an issue, but he is 
sensitive to the feeling of his public and he wants an 
issue, of course, that will be popular and the discussion 
of which will make him popular. If we educate his 
audience to the folly of his propaganda we rob him of 
his popularity and hence drive him to find some other 
wail or at least to abandon the one that has failed. 

First among the false statements that have confused 
the mind of the public is the one that the transportation 
act guarantees a certain percentage of earnings to the 
carriers. That lie has been pretty well exposed, though 
one still hears it now and then. The only way to meet 
it is to keep stating the plain provisions of the act so 
that the public may detect the lie when it hears it. 

Next, there is the insinuation, and often the bald 
statement, that the valuation of the railroads by the 
Commission on which the percentage of return to which 
they are entitled and which the Commission must en- 
deavor to see that they get (under honest and economi- 
cal management) is too high, not being computed on the 
right basis. It is the LaFollette gang that is chiefly 
responsible for this cry. The members of his crowd. and 
he himself are, of course, not sincere, though there may 
be some members of the cult who are innocently misled 


_be that they have not clean hands. 


and who believe all their leaders say without investigat- 
ing for themselves. The cure here is to tell the people 
how the valuation is arrived at, justifying it by the best 
means available. 

There is the general insinuation, involved in the 
two matters above discussed, that the level of railroad 
earnings is too high, regardless of the causes for it. Let 
those interested in the truth explain that the carriers, 
since the transportation act became law, have never yet 
reached the level set by that act and by the Commission 
under the act, and let them call on the critics to say 
why five and three-quarters percent—even if that level 
had been reached—is too high a percentage of earnings 
to be expected from a government regulated industry. 

There is the insinuation that, even if the valuation 
is correct and the level of net return aimed at is not too 
high, that level of earnings is intended only on the theory 
that the roads shall be honestly and economically man- 
aged and that they are not so managed.’ We find not 
only insinuations of that kind but statements made on 
the theory that such suspicions are actual facts, and 
sometimes these statements are made in high places that 
should be above such gossip. For instance, in the dis- 
senting opinion of Commissioner Campbell in the so- 
called Kansas grain case, he says that if the so-called 
depressed rates that do not bear their fair share of the 
transportation burden were increased to a reasonable 
level and the “uneconomic, inefficient and wasteful trans- 
portation under such rates” were stopped the resulting 
additional revenue to the carriers would equal many 
times the reduction contemplated in his dissent. The 
answer to this is to call on those who say or hint that 
the carriers are not administering their property honest- 
ly or economically to show in what specific respect they 
are failing. Mr. Campbell and those who think as he 
does are emphatic enough in their opinion that the car- 
riers should prove their case when asking for increased 
revenue. That is right. But it is also right that those 
who question whether the carriers are so conducting 
their business as to entitle them to consideration in the 
matter of the level of rates found to afford just com- 
pensation, should come to the bar and prove their case 
or stop their insinuations. It may be that there are 
practices of the carriers that should be stopped; it may 
Or it may be that 
these insinuations of wasteful practices arise from 
knowledge of facts, but that the practices complained of 
are of small moment. Or it may be that there is no 
ground whatever for suspicion. Whatever the facts 
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MINNEAPOLIS 


ROCK ISLAND 


KANSAS CIT? 


RACTION REPRESENTATION is 
not confined to the territory im- 
me/liately served by the Illinois Traction 
System. 


R the convenience of the shipper in 

the national field the Traction main- 

tains traffic representatives at the 
principal shipping centers. 


HESE men are at your service. 
They can tell you all about the joint 
rates this modern carrier has with 
800 railways, give specifications on 
equipment, quote rates on shipments 
of any commodities to and from any 
point, furnish data on industrial con- 
ditions and shipping possibilities in this 
busy mid-west territory. 
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Traction traffic man is 

always at your com- 
mand. Find his location in 
your territory. A letter or 
wire to our general office will 
bring him to you. 


W. H. Wylie, Traffic Manager 
Illinois Merchants Bank Building 


Chicago, Illinois 
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are, they should be made known. The carriers should 
be frank with the public and they should call on their 
traducers to tell what they know or cease their accusa- 
tions. 

There is the doctrine that seems to appeal to many, 
including influential members of the government service 
in Washington, that freight rates ought to be made 
with a view, if not to encouraging certain industries, at 
least to helping them when they are in difficulties. 
There is room for education here, first, as to the fallacy 
of the doctrine, and, second, to the idea that, if the rail- 
roads are compelled to reduce rates on a certain group 
of commodities for the sake of helping this or that in- 
dustry, then they must at once have increases on other 
commodities to keep their revenue balanced. There is 
room also, in this connection, for education as to the 
comparatively small effect on prices (of grain, for in- 
stance) that would be brought about by reductions in 
freight rates that might be serious to the carriers, and 
as to the small likelihood (again in the case of grain, for 
instance) that the farmer would get any appreciable 
share of the saving accomplished through freight rate 
reductions. 

There are many other specific matters that might 
be mentioned in the category with those we have men- 
tioned, but we have said enough to indicate the lines 
along which we think there ought to be more effective 
efforts for education of the public. The carriers do strive 
to educate. Sometimes their efforts are well planned 
and sometimes they are not. But, in either case, they 
are discounted by on the score of “carrier propaganda.” 
That is why we are urging joint action by railroads and 
shippers, as such, in some kind of pronouncement that 
will serve as the foundation for the gospel to be preached 
by all who believe that the interests of carrier and 
shipper are identical and who stand for sound trans- 
portation policies. There are many of these, but their 
known number would be even greater if they could 
state their beliefs and work for their theories without 
being accused of being “pro railroad.” 





ON THE OTHER FOOT 


The impasse brought about by the refusal of the 
heads of the engine service brotherhoods to appear last 
week at the hearings in the wage cases, over which the 
Railroad Labor Board had assumed jurisdiction, in de- 
fiance of lawful subpoenas issued by the board, seems to 
be the result of a complete reversal of position on the 
part of the labor leaders. In the 1920 and 1922 wage 
cases it was the carriers who pointed out the injustice 
of considering the question on a nation-wide basis and 
of fixing scales of pay for all men doing the same kind 
of work, “whether it be in the snows of Maine or in the 
hot sands of Texas.” In Mr. Richberg’s statement, sub- 


mitted as an attempt to justify the refusal of the labor 
leaders to take part in the present case, they express a 
preference for “conferences on individual roads” and 
“again make a request to each carrier for a conference.” 

From which it will be seen that, in the view of 
organized labor, what was right in the spring of 1922 
It depends 


may be all wrong in the summer of 1924. 
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on which side of the bread carries the butter, which 
foot the shoe is on, whose ox is gored. 

However, the question of individual or joint negotia- 
tion is not the only one on which the enginemen have 
executed an about face. One of the major points brought 
up by the shopcrafts in their litigation against the 
Pennsylvania, decided in their favor, was the right of 
the workers to be represented by any men they cared to 
choose, regardless of whether or not those men were 
employed on the road or roads represented in the con- 
ference. In spite of this definite position on a question 
of right, Mr. Richberg, in his statement, objected to 
dealing with the carrier representatives, because he was 
not convinced of the validity of their credentials. This 
doubt was created in his mind because he was not so 
sure that the men were in the employ of the roads they 
purported to represent, and persisted even after the dis- 
play of properly executed powers of attorney. 

Comment on these arguments, so opposed to each 
other, is useless. The course which the board ought to 
follow, for consistency’s sake, if for no other, is plainly 
pointed out in paragraph (b) of section 10 of the trans- 
portation act, which reads: 


In case of failure to comply with any subpoena or in the case 
of the contumacy of any witness appearing before the Labor Board, 
the board may invoke the aid of any United States district court. 
Such court may thereupon order the witness to comply with the 
requirements of such subpcena, or to give evidence touching the 
matter in question, as the case may be. Any failure to obey such 
order may be punished by such court as a contempt thereof. 


Perhaps Mr. Richberg’s personal attack on the chair- 
man of the board ought to be ignored. Our opinion, 
however, is that Mr. Hooper is an able man and that to 
him, in large measure, is due the measure of public con- 
fidence the board has been able to win in the last two 
years. At the time he joined the board, the cry to 
abolish it was well nigh universal. In many quarters, as 
is the case with The Traffic World, this opinion has not 
changed, but has simply been submerged in the belief of 
a greater need for refraining from tampering with the 
transportation act. But it may well be confessed that, 
where the opinion has changed, the change has been due 
largely to the chairman’s firm hand and sane policies in 
administering the affairs of the board. 


HOOPER GOES TO WASHINGTON 


The Railroad Labor Board took its first step in the 
legal proceedings against the summoned general chairmen of 
the engineers’ and firemen’s organizations, involved in the dis- 
pute with the western railroads, who failed to heed the board’s 
request to appear at a hearing, July 24, when Chairman Hooper 
departed for Washington, July 31, to confer with members of 
the Department of Justice in regard to getting an order from 
the federal district court to have the board’s summons obeyed. 

A statement issued by Chairman Hooper July 31 follows; in 
part: 

“The Labor Board owes it to the public to defend the rights and 
powers conferred upon it by Congress against attacks either by car- 
riers or employees. : 

“In the litigation we have so far had with carriers, the courts 
have sustained the Transportation Act. , 

“The Board is not going to permit the contempt proceedings to 
delay indefinitely a disposition of the main controversy. If there is 
anything in the way of increased rates coming to the men, and if 
any modification of rules is reasonably necessary in behalf of the 
carriers, action should be as prompt as possible. 

“It is our belief that an adjustment will be effectuated that will 


be readily accepted by both parties as substantially fair and just and 
that will receive public approval.”’ 


That the board would go to the U. S. Circuit Court an 
order to have the representatives of the engine service organiza- 
tions obey summons issued by the board was indicated by 
Chairman Hooper, when he was asked as to how soon court 
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action would be begun following the bolt by the men from the 
hearing, July 25, after the board. had ruled against their state- 
ment of position and contention of rights. The chairman 
pointed out that the last paragraph of the decision made by the 
board and read just previous to the withdrawal of the men, 
indicated what the character and promptness of the board’s 
action would be. That paragraph reads: . 


The board would be remiss in its duty under the law to the 
parties and the public if it failed to further pursue this matter with 


promptness and certitude in accordance with the provisions of the 
transportation act. 


After withdrawing from.the hearing, Donald Richberg, 
counsel for the men, issued a statement indicating that the 
employes would not return. The statement reiterated in strong 
language the outline of the position of the men introduced at 
the opening of the informal hearing, July 24. It called the 
board partial, and accused it of acting unlawfully. It repeated 
the attack made on Chairman Hooper and quoted an excerpt 
from one of his speeches. 

After seeing the second statement of the employes’ repre- 
sentative, Chairman Hooper issued one in reply, as follows: 


Mr. Richberg’s apparent desire to try his case in the newspapers 
cannot, with propriety, be followed by any member of the labor board. 
Suffice it to say that the conduct of the board of which he so 
vociferously complains received the approving vote of all three of the 
labor members of the board, each of whom is a loyal representative 


of organized labor, attempting to observe his oath of office and 
maintain respect for the law of the land. 


The board has commenced a painstaking investigation of these 


disputes, in order that the shippers and producers of the west may 
have full knowledge of the issues involved. 


Nothing will be left undone to protect the interests of the un- 
represented employes as well as all others concerned, 


It is the hope of the union officials that the case will go 
into the courts, for it is their desire to attack the constitu- 
tionality of not only Title 3, of the transportation act, but the 
whole act. It is their contention that the act is unconstitu- 
tional if it provides that the board can summon witnesses to 
testify, selecting, as it were, the witnesses that parties before 
the tribunal should have. 

After the disappearance of the men from the hearing, the 
carriers began their testimony in the formal hearing of the 
case before the board. They entered exhibits and testimony 
tending to show that the western roads were not in a position 
to pay any more money to the engine service employes. They 
indicated that what they desired from the men in the way of 
concessions in working rules were those that would allow the 
men to travel the longer runs through the western territory, 
necessitating fewer shifts, thereby effecting not only a saving, 
but gaining in efficiency and time of handling trains. They 
said the train service brotherhoods had been in virtually the 
same position as the enginemen, but that the former had 
settled some time ago and that their problems were not differ- 
ent from those of the engineers and fireman, except as to 
the specific rules relating to engine service. 


The board then continued the hearing until September 8, 
in order to give the carriers’ representatives time to prepare a 
history of the origin and development, as well as an interpreta- 
tion of each of the rules involved. The continuation was made 
also to enable a full board to hear the testimony, since a num- 
ber of the members had planned shortly to begin their vacations. 


SUSPENDED TARIFFS 


In I. and S. No. 2192, the Commission has suspended from 
July 26 until November 23, schedules in supplements Nos. 17 to 
joint tariff, Jones’ I. C. C. No. 1461 and Leland’s I. C. C. No. 
1645. The suspended schedules propose to establish a propor- 
tional commodity rate on cottonseed meal, hulls and cake, car- 
loads, from certain points in northeast Arkansas on the St. Louis- 
San Francisco Ry. to Memphis, Tenn., applicable only when 
destined to points beyond to which no through rates are pub- 
lished. The following is illustrative: 


—To Memphis, Tenn.— 


Cottonseed cake Cottonseed 
and meal hulls 
Present Proposed Present Proposed 
From— Local Proportional Local Proportional 
Blytheville, Ark. ........ 13% 8 10% 8 
Cmcedia, Ar. ..cccccseces 12% 8 10 8 


In I. and S. No. 2193, the Commission has suspended from 
July 27 until November 24, schedules in supplements Nos. 43, 49, 
50 and 51 to Leland’s I. C. C. No. 1590. The suspended sched- 
ules propose to increase the commodity rates on brick and arti- 
cles taking same rates, carloads, between Oklahoma and Texas 
points when more than three carriers participate in the traffic. 
The following is illustrative: 


Brick, carloads: Routed via—M. V., St. L.-S.F., St. L-S. F. of 
ve 


Texas, H. & T. C. and T. & B. 
——From Pawhuska, Okla.—— 


To— Present Proposed 
Cooledge, Texas 20 35 
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In I. and S. No. 2194, the Commission has suspended from 
July 27 and later dates until November 24, schedules in supple- 
ments Nos. 25, 26 and 28 to Leland’s I. C. C. No. 1581. The sus. 
pended schedules propose to increase the rates on cottonseed 
hulls and other cottonseed products, carloads, from Ft. Worth 
and other points in Texas to destinations in Kansas and Mis. 
souri. The following is illustrative: 


Cottonseed hulls 


From— Present Proposed 
Et. Wert, 2ex., 06 Bantas Cry, Me, «0... ccivccecsives 3816 42 
Beaumont, Tex., to Hanéae City, -MGi.....cccccvevceves 38% 42 
Beaumont, Tex., to AtcMisOn, TEAM. o.oo ccccccscccsee 35 39% 


In I. and S. No. 2195, the Commission has suspended from 
July 28 until November 25 schedules in supplement No. 13 to 
Leland’s I. C. C. No. 1642. The suspended schedules propose 
to increase the rates on coal, carloads, from certain stations 


in Oklahoma to various southwestern states. The following is 
illustrative: 


From Tulsa, Okla., to Fort Worth, Tex., present, A, 316; B, 195, 
Proposed, A, 346; B, 225. A is applicable on coal other than slack. 


B is applicable on slack coal. 

In I. and S. No. 2191, the Commission has suspended from 

July 25 to November 22 schedules in supplements Nos. 10 and 
11 to Glenn’s I. C. C. No. A-425. The suspended schedules 
propose to increase the commodity rate on glass bottles, car- 
loads, from Chattanooga, Tenn., to Memphis, Tenn., from 35 
cents ta 40% cents per 100 pounds. 
. In I. and S. No. 2196, the Commission has suspended from 
August 1 and later dates until November 29, certain schedules 
in Cincinnati, New Orleans & Texas Pacific L C. C. 4546 and 
Supplement 1 thereto, and in Louisville & Nashville Railroad 
I. C. C. A15350. The suspended schedules propose to restrict 
the rules governing transit privileges on lumber at Cincinnati, 
O., Louisville, Ky., New Albany, Ind., and other points in Ken- 
tucky and Tennessee, so that shipments originating at points 
on the Cumberland Transportation Company, the Cumberland 
Northern Railroad, the Tennessee Central Railway and the Ten- 
nessee, Kentucky & Northern Railroad would not be allowed 
such transit privileges. The following is illustrative of the re- 
sulting increases: 


To New York, N. Y. To Rochester, N. Y. 
From Present Proposed Present Proposed 
pO ER er re 50% 58 a ai 

oie 4514 48 


Monterey, Tenn. 

In I. and S. No. 2197, the Commission has suspended from 
August 1 and, later dates until November 29, schedules published 
in the following tariffs: Michigan Central, Supplement No. 6 to 
I. C. C. No. 5591; New York Central Supplement No. 1 to 
I. C. C. L. S. No. 1152; New York, Chicago & St. Louis Supple- 
ment No. 8 to I. C. C. No. 4552; and Jones’ Supplements Nos. 22 
and 23 to I. C. C. No. 1448. 

The suspended schedules proposed to restrict reference to 
the rules for constructing combination rates on live stock in 
the above tariffs, which publish rates. between various points 
in. Central Freight Association territory, by a statement that 
such combination rule could only be used where all the tariffs 
publishing factors used in arriving at the through rate from 
original point of shipment to ultimate destination provide for 
the use of the combination rule. 

In I. and S. No. 2198, the Commission has suspended from 
August 1 until November 29, schedules in supplement No. 61 to 
Boyd’s Territorial Directory of the Western Trunk Lines, I, C. C. 
No. A797. The suspended schedules propose to cancel present 
joint through rates from and to points in Iowa and South Dakota 
and to apply in lieu thereof combination rates which will result 
in increased rates on grain, grain products and other com- 
modities. The following table illustrates the result of the pro- 
posed change to destinations in Colorado and Utah. Grain and 
grain products, carloads, moving via Sioux City, Ia. 


To— 
From 


Denver, Colo. 


Ogden, Utah 
Present Proposed 
33 42 


Present Proposed 
BIOTEC, Te. biceccwwivewcees 53 57 
ee eS rere 33 40% 53 57 
ee AS Te eas manip es.ese cs 33 401% 53 57 
In I. and S. No. 2199, the Commission has suspended from 
August 1 until November 29, schedules in supplement No. 31 to 
Dearborn’s I. C. C. No. 1. The suspended schedules propose to 
make changes in the rules governing cars of perishable freight 
held at intermediate stop, hold, or reconsignment points and at 
final destination when such cars are moving under carrier’s pro- 
tective service against cold, which would result in increased 
charges in s6me instances. 


SHORT LINE COMPENSATION 
In a report, on compensation docket No. 126, the Texas 
Southeastern Railroad Company vs. Director-General, a board of 
referees composed of D. W. Knowlton, G. M. Curtis and E. H. 
DeGroot has reported to the President that if settlement of the 
unadjusted compensation claim of the short line is made by the 
parties involved, the short line is entitled to $308.20 for the six 


months’ period its property was under the control of the gov- 
ernment. 
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| Current Topics | 
in Washington | 


Need of a Seer.—There is a wide opening in Washington for 
a good seer. What constitutes a good seer is exactly what con- 
stitutes a good salesman. The man who can sell himself to the 
managing politicians, who can make them believe he can tell 
them where they stand, he is a geod seer. Such a one would 
also be deemed a good salesman. There has never been a political 
campaign like this one promises to be. At first it was suspected 
it would be a repetition of 1912, not so robust from the dissenter 
corner, but something like 1912 after all. But there is a later 
thought and that is that Robert Marion LaFollette falls far from 
measuring up, aS a campaigner, to Theodore Roosevelt. The 
latter had been President. He stepped aside, in 1908, while 
strongly of the view that the people would not tolerate a third 
term. He had a following which believed that that was a mis- 
take. Taft, rightly or wrongly, has disappointed practically 
everybody. He demonstrated that that he had an accurate mind, 
when, in 1906 and 1907, he told his friends they were foolish 
for urging him for office, because, if elected, which he deemed 
impossible, or almost so, because of the hostility of labor organ- 
izations growing out of his record on the federal bench, he would 
make a poor President. He was a poor President, many believe, 
because he was too much of the upright judge and not enough of 
the partisan fighter. Roosevelt had powerful friends, Frank Mun- 
sey and George W. Perkins, for instance, who could command 
unlimited funds, which is helpful even with a candidate such as 
Roosevelt. Besides, Woodrow Wilson had been wonderfully 
pressagented, in addition to being able to make a fetching speech. 
Mr. Coolidge has not been a disappointing President to any 
large section of his party. LaFollette has no powerful friends, 
such as Perkins and Munsey. It takes money to organize a cam- 
paign. Mr. Davis is not as mych of a figure as Woodrow Wilson 
was. These things have been talked out here in Washington. 
The words that have been used carry the frank ones to no definite 
conclusion either as to the nature of the campaign nor the out- 
come thereof. One of the things that has been talked about is 
the quietness of members of the LaFollette bloc in the Senate 
and the declaration of Senator Howell of Nebraska for Coolidge. 
That was a cruel blow to LaFollette, also to those who expected 
him to arrange a spectacular bolt as an offset to that of Wheeler 
of Montana, now LaFollette’s running mate. But the most con- 
versation making thing is the failure of a wave of self-pity to 
overwhelm the country and put LaFollette in a way to being 
swept into office on its crest. The fact seems to be that the 
country, while business is not as good as it was a year ago, as 
measured by car-loading, refuses to shed tears for itself. Every- 
thing that comes to Washington on that point says the country 
seems to be inclined to give the cold shoulder to the professional 
Jeremiahs who suggest that, because there have been allegations 
of crookedness in oil and other things, the country is on its 
way, in a hand basket, to the place where the anthracite baron 
is not needed and the price of fuel oil is of no interest whatever. 
Self-pity, apparently, is at a low ebb, even if soviet Russia sug- 
gests that American bankers, because they ask to be given some 
assurance that the money they are asked to lend will come back 
to the American savings bank depositors who would be expected 
to furnish it, are trying to enslave the proletariat. Russia asked 
to be enslaved in that way but failed. Without self-pity rampant 
in the country, it is generally admitted, LaFollette will not go 
far. There are even some who profess to believe that, inasmuch 
as there has been a final break between LaFollette’s organization 
in Wisconsin and the Republican national organization, the latter 
has a chance, not to be despised. to build up an. organization in 
that state that will make the fight, even for that state, interest- 
ing. But even when all the thigs mentioned have been con- 
sidered, there is no definite answer. Washington certainly needs 
a seer. 





Getting Out the Vote.—In the days when the republic was 
younger, an Ohioan who attained some notoriety, was accus- 
tomed to telling his party friends “we’ve got them licked—if we 
get out the vote—and they don’t buy us.” Simon Michelet, a 
lawyer of this town, has a name that suggests some place far 
from Ohio as the place of his birth. He may never have heard 
of “Ike” Hill, the Ohioan who was so fearful about failure to get 
out the vote and the venality of his fellow partisans, but he has 
the same idea as to the desirability of getting out the vote. He 
has started a movement to organize “Get-out-the-vote clubs” all 
over the country. Just who is paying the cost does not appear. 
Inasmuch as the scheme is to get out the vote, regardless of 
what label it bears, that point is not believed to be of any im- 
portance, although there is a school of publicists that believes 
the stay at home vote, if required to appear at the polls, will 
keep things as they are; that is to say, that the stay-at-homes 
are those who are not fully satisfied with those in power but 
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are not so dissatisfied as to be considerable to come out and 
vote. Michelet’s large, underlying, foundation-fact is that, in 
1920, there were 54,420,000 persons entitled to vote but that only 
26,674,000 did vote. Something more than 21,000,000 of those who 
did not vote were natives of this country and presumably there- 
fore not only qualified, better than foreign born, to vote, but also 
to have a larger interest in the welfare of the country. That 
latter may be questioned, especially in the case of the foreigner 
who had enterprise and money to come to the country because 
things at home were not as good as he believed them to be in 
this country. Michalet aims to make the stay-at-homes get out 
and vote. In the days when votes for women was no longer 
a novelty in Ohio, one party in one county in that state spent on 
an average of $6 per capita for the women it persuaded to vote. 
Of course the voting was only for school boards, but it was 
voting in which women were supposed to have a particular in- 
terest. They may have had it, but they did not exhibit it. Per- 
haps it was not good form then to show interest. 





Sweet Work of the Ann Arbor.—The home staying relatives 
of the Angles, Saxons and Jutes have a habit of naming those 
who are short by some name indicating length and those who are 
little by some appellation suggesting bulk. If a man had black 
hair they called him “whitehead.” In the light of a report 
written by Commissioner Campbell, in No. 14881, Continental 
Sugar Company vs. New York Central et al., it is a wonder how 
those who gave the Ann Arbor its effeminate name selected 
such an appripriate title. Sugar beets, said Mr. Campbell, 
constituted the largest item of traffic handled by the 
Ann Arbor. That connotes sweetness. The traffic is so 
heavy that while it is moving, it absorbs the facilities of 
the road to such an extent that it interferes with through 
traffic and increases operating expenses. Even if the Commis- 
sioner meant only that the sugar beets, while they were moving 
to the factories, constituted the largest item of traffic, the fact 
probably will excite wonder, especially in view of the fact that, 
notwithstanding that sugar beets clog well known road for three 
months in a year, the country produces only about one-third 
of the sugar it consumes. It is far from the ideal Bonaparte 
sought when he tried to make France indepentflent in the 
matter of sugar, not only because sugar was desirable in time of 
war, when France would be cut off by the British navy from 
tropical sugar, but also because beets improved instead of im- 
poverished the soil. The Yazoo & Mississippi Valley, the Texas 
& Pacific and Southern Pacific haul a good deal of sugar cane 
in Louisiana and Texas in the grinding season, but they are 
probably no so put to it, in that season, as is the Ann Arbor 
when the factories in Michigan begin slicing and boiling the 
beets. The cane sugar production in those two states is but 
little larger than the sugar beet production in Chairman Hall’s 
Colorado, the premier beet state. 





Hic Jacet Soon for R. R. A—The Railroad Administration is 
becoming painfully thin. It probably will pass into the beyond 
at exactly the end of the year but by that time to call 
it a skeleton will be to pay it a compliment. Already it has 
invited strangers into its quarters, in the building across the 
street from the home of the Interstate Commerce Commission. 
Two floors are occupied by the department of commerce. That 
branch of the government has lodged its lighthouse organization 
in the offices in which the Railroad Administration mighty 
strutted, just a little, while the plan to give government control 
a five year lease from 1920 was still alive. Light is what some 
folks thought the men who organized the Railroad Administra- 
tion needed more than the swank and side they exhibited whik: 
they were doing what they believed was showing railroad men 
and the Commission what real railroading was, the same being 
what they were doing. Another of the newly arrived bodies 
is the bureau of investigation of the department of justice— 
the sleuths, or Hawkshaws, to speak plainly. Of course their 
coming has a significance, but not the ‘meaning the reader has 
in mind. One of the men in that organization is Matthew 
Horn, not exactly a sweet singer, but a man mighty handy 
when the crowd desires a bit of close harmony as a fitting finale 
of a joyous evening. He will be there when the end comes, to 
play the accompaniment for the swan song, or he might do 
even better than that, because he is not unfamiliar with the 
scores of appropriate requiem music. Among the recent de- 
partures from the service of the Railroad Administration are 
Fred W. Heid, Thomas M. Woodward and E. C. Blanchard, 
three lawyers who have had charge of cases before the Commis- 
sion and have helped in the settlement of cases. The two 
last mentioned went out of office August 1, Mr. Heid several 
weeks ago. Messrs. Finerty, McKenna, Koplin, Bull and 
Quevedo remain, if there are shippers who hanker for arguments 
on the question whether the government can or cannot be made 
to pay interest on reparation. 





Militarism of Other Days:—The discussion provoked by the 
plans for “national defense day,” the day on which the militia 
is to look over its guns, uniforms and other property, tends, it 
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is believed, to create an impression that there is, after all, 
something in a name, even if the poet has said that a rose by 
any other name would smell as sweet. In colonial days, once a 
year, there was a muster of the men capable of bearing arms. 
Muster day was one of the holidays the stern New Englanders 
allowed themselves. They examined their flint locks, their 
bullet molds, and saw to it that their powder flasks had valves 
that would work, or, if the valve was nothing more than a 
wooden peg attached to the horn by a string, that it would fit 
snugly and serve to keep the powder in the horn and, next 
to that, that it would keep the powder dry. One of the early 
statutes of the United States, about 1792, memory says, pro- 
vided for a yearly mustering of the militia. That statute re- 
mained unchanged until the Dick militia bill was passed about 
twenty years ago. The militia law of today, under which the 
muster of September 12 is to be held—for it will be a muster, 
no matter what it is called, mobilization or what not—is a 
revision of the Dick law. Those who fear the consequences of 
what is proposed for “national defense day” probably would feel 
sheepish if they could be carefully advised about the require- 
ments of the old muster day statute and then asked to look at 
every page of United States history and point to where that 
kind of preparedness egged to country into war, without cause. 
Those who believe a more stringent observance of muster day 
would be a good thing are inclined to believe the disgraceful 
record of Americans on land, in the war of 1812, would not 
have been written if there had been more attention to the 
behest of the law of 1792, and the earlier customs of America. 
There are some who believe in preparedness to such an extent 
they can see good in LaFollette’s plank favoring, in case of 
wars to come, universal conscription of men and property, so 


that everybody and everybody’s property will be subjected to 
the same hardships. A. B. EM. 


COMMISSION ORDERS 


The Phelps Dodge Corporation has been permitted to inter- 


vene in No. 15902, Illinois Coal Traffic Bureau vs. Abilene & 
Southern Railway et al. 


The Commission has denied the complainant’s petition for 


rehearing or reargument in No. 12550, the Barrett Company vs. 
P. H.R. et al. 


The complainant’s petition for rehearing or reconsideration 
in No. 13848, Traffic Bureau of Knoxville, Inc., vs. Southern 
Ry. et al., has been denied. 


The Commission has denied the complainant’s request for 
reargument in No. 14607, American Stores Company vs. P. R. R. 
The Commission has also denied the complainant’s petition 


for rehearing in No. 14757, Jackson Traffic Bureau vs. A. & V. 
Ry. et al. . 


The Commission has denied the petition for rehearing and 
reconsideration filed by the applicant in Finance No. 2254, in 
the matter of the application of Martin Walsh, receiver of the 
Memphis, Dallas & Gulf R. R. Co., for a loan from the United 


States to provide equipment and other additions and better- 
ments. 


The Commission has denied the petition filed by the Gal- 
veston, Harrisburg & San Antonio Railway Company asking for 
modification of the Commission’s orders in No. 13413, in the 
matter of automatic train control devices, with respect to the 
installation of train stop or train control devices required. 


The Commission has also denied the petition of the Reading 
Company asking for exemption from the Commission’s order of 


January 14 in No. 13413, in the matter of automatic train con- 
trol devices. 


The Traffic Bureau of Knoxville and American Limestone 
Company, Inc., have been permitted to intervene in No. 15909, 


the Riverton Lime Company et al. vs. Aberdeen & Rockfish R. R. 
et al. 


The city of El Paso, Tex., and El Paso Freight Bureau 
have been authorized to intervene in Finance No. 4164, in the 
matter of the application of the Southern Pacific Company to 
acquire control of the El Paso & Southwestern Railroad Com- 


pany and to issue common stock and 5 per cent 50-year collateral 
trust bonds. 


The Commission has denied the Southern Pine Associa- 
tion’s petition for rehearing, reconsideration and reargument in 


No. 13449. North Carolina Pine Association et al. vs. Aberdeen 
& Rockfish R. R. et al. 


The Commission has denied the New York, Chicago & St. 
Louis Railroad’s request for modification of the order of June 
13, 1922 in No. 13413, in the matter of automatic train control 


devices, relative to the particular installation required on its 
line of road. 


Upon the complainants’ petition, the Commission has re- 
open the proceedings in No. 13758. Ridenour-Baker Mercan- 


tile Company et al. vs. A. T. & S. F. Ry. et al., for further hear- 
ing. 
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FINANCE APPLICATIONS 
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The Great Northern has applied for authority to issue $4. 
500,000 of equipment trust certificates through the First Nga. 
tional Bank of the City of New York as trustee. The certificates 
will bear 4% per cent dividends. No contract has been made 
for the sale of the certificates. The applicant said it was pro. 
posed to sell the certificates at the best price obtainable at the 
time of sale but at not less than 95 per cent of par and accrued 
dividends. The proceeds from the sale of the certificates wi] 
be applied on the purchase of 29 locomotives, 2,725 freight cars 
of various types and other equipment, at a total estimated cost 
of $6,050,000. 

The International-Great Northern has applied for an order 
authorizing the issue, in lieu of notes previously held by the 
Director-General of Railroads, of $2,400,000 of 6 per cent ge. 
cured gold notes, due March 1, 1930, and the pledge, to secure 
said notes, of $2,750,000 first mortgage 6 per cent gold bonds 
heretofore pledged to secure said previous notes. The Director. 
General sold the notes he held to White, Weld & Co. of New 
York and the authority requested is for the purpose of retiring 
the original notes and of substituting the new notes therefor, 

The Pittsburgh, Youngstown & Ashtabula has applied for 
authority to issue and to deliver to the Pennsylvania $2,000,000 
of first general mortgage 5 per cent bonds in partial reimburse- 
ment of expenditures made by the Pennsylvania, as lessee, for 
additions and betterments made on applicant’s property. The 
Pennsylvania asked authority to guarantee the bonds and to sell 
them to Kuhn, Loeb & Co. at 99 per cent of par and accrued 
interest. 

The Northern Central has applied for authority to issue and 
deliver to the Pennsylvania $8,300,000 of general and refunding 
mortgage 5 per cent gold bonds in partial reimbursement for 
expenditures made by the Pennsylvania, as lessee, for additions 
and betterments on applicant’s property. The Pennsylvania 
asked authority to guarantee the bonds and to sell them to 
Kuhn, Loeb & Co. at 99 per cent of par and accrued interest. 

The Connecting Railway Company has asked authority to 
issue and deliver to the Pennsylvania $1,545,000 of first mortgage 
5 per cent bonds in reimbursement for expenditutres made by 
the Pennsylvania as lessee for additions and betterments on 
applicant’s property. The Pennsylvania asked for authority to 
guarantee the bonds and to sell them to Kuhn, Loeb & Co. at 
99 per cent of par and accrued interest. 

The Atlantic City Railroad Company has applied for author- 
ity to create an issue of $3,200,000 purchase money mortgage 
5 per cent bonds to be dated June 2, 1924. The bonds will be 
issued for the purpose of acquiring approximately 40 acres of 
land in Camden, N. J., together with terminal facilities thereon 
and now used by the applicant. The Reading Company, which 
owns 99.7 per cent of the outstanding capital stoek of the At- 
lantic City, asked authority to guarantee the bonds, which will 
be delivered to the Reading Company in reimbursement for the 
property involved. The Reading Company said it proposed to 
hold the bonds in its treasury at this time. 

The Chesapeake & Ohio Railway Company has applied for 
authority to acquire, by stock purchase and lease, the pro- 
perties of the Ashland, Coal & Iron, Long Fork and Miller’s 
Creek railroads. These three roads are short lines connected 
with the Chesapeake & Ohio, serving important industries. 

The Ann Arbor has applied for authority to issue and 
pledge with the United States Railroad Administration $300,000 
of improvement and extension mortgage bonds, dated May 1. 
1911, as additional security for its demand note of $337,000 
held by the government. 





UNCONTESTED FINANCE CASES 


The Commission has authorized the Minneapolis & St. Louis 
to issue $200,000 of 5.5 per cent receiver’s certificates where- 
with to fund a like amount maturing August 1. 

The Osage Railway Company has been authorized to issue 
not exceeding 2,558 shares of capital stock of the par value of 
$100 a share, to be sold at not less than par, to reimburse the 
applicant for capital expenditures heretofore made. 





RAILROAD INFORMATION COMMITTEE 


Robert S. Binkerd, vice-chairman of the Committee on Pub- 
lic Relations of the Eastern Railroads, announced that an infor- 
mation office will be opened for the purpose of answering any 


queries that voters may care to present during the electoral 
campaign. He said: 


The railroads of this countrv are out of politics and intend to stav 
out. But since questions vital to their welfare, and equally vital to the 
welfare of the American people. are bound to be discussed in the 
coming vresidential and congressional campaigns, the Committee on 
Public Relations has opened an information office. 

o the best of its ability the committee will try to answer any 
auestion concerning the railroads, or to supplv any data or informa- 
tion that may be desired by anv voter, organization or candidate for 
office. Inouiries should be addressed to the Committee on Public 
Relations, Eastern Railroads, 143 Liberty Street, New York City. 
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WOOL RATE INVESTIGATION 


In No. 14787, wool rate investigation, 1923, and the cases 
joined with it (Opinion No. 9619, 91 I. C. C., 235-91), the Com- 


mission denied fourth section relief for continuance of lower 


rates on wool and mohair from Pacific coast terminals and 
points adjacent thereto to eastern defined territories and held 
the proposed rates not justified. It found present rates unjust 
and unreasonable and ordered the carriers, not later than Octo- 
ber 23, to make rates to Boston in accordance with a scale 
beginning with 140 cents for distances of 1,500 miles and less, 
190 cents for 2,000 miles, 230 cents for 2,500, 264 for 3,000 and 
270 cents for greater distances, rates to Boston being held as 
maxima to all north Atlantic ports. The rates stated are to 
apply on wool in the grease in sacks, wool in bales not to 
exceed 85 per cent of the scale rates. The scale minimum is to 
be 24,000. 


Westbound rates are also found unreasonable and new ones 
are to be published not exceeding 55 per cent of first class, 
24,000 pounds minimum, subject to rule 34 of Western Classifi- 
cation, and 50 per cent of first, 32,000 pounds minimum, sub- 
ject to the same rule. A charge of $6.50 for stopping car is 
established. Failure to accord transit at Philadelphia is found 
unduly prejudicial. The request for transit at St. Louis is 
denied. The request for joint rates from points on the Santa 
Fe via Canadian Pacific to Boston is denied. 


The Commission’s decision covers, in addition to the lead- 
ing case, an investigation instituted by the Commission to the 
end that it might deal comprehensively with the subject, I. and 
S. No. 1738; No. 13272, Boston Wool Trade Association vs. Ari- 
zona & Eastern et al., and fourth section applications Nos. 
345, 11996, 12012, 12017 and 12018 to the extent set forth in 
the body of the report. 


As declared by the Commission it was a general inquiry into 
the rates, rules, regulations and practices covering the transpor- 
tation of wool and mohair from the Pacific coast and interme- 
diate territory to eastern destinations, and from the interme- 
diate territory to and via the Pacific ports, with which had 
been consolidated other proceedings involving some of the 
same questions. As to the questions involved, the Commission 
said: 


By fourth-section order No. 2814, entered in May, 1913, In Re 
Transportation of Wool, Hides and Pelts, 23 I. C. C. 151, 25 I. C. C. 
185, and 25 I. C. C. 675, hereinafter referred to as the First Wool 
Investigation, the transcontinental rail lines were authorized to 
maintain from Pacific coast terminals to eastern defined territories 
lower rates on wool and mohair, in carloads, than applied from in- 
termediate points. In June and July, 1921, new fourth-section 
applications were filed, in which the transcontinental lines sought 
authority to establish still lower rates from Pacific coast terminals 
and to thus increase the disparities against intermediate points, but 
these were denied, as were also the earlier applications which had 
been reopened and considered therewith. Transcontinental Wool 
Cases, 1922, 74 I. C. C. 99, decided October 30, 1922, and hereinafter 
referred to as the 1922 Applications. Following that decision and in 
purported conformity with the order, the carriers filed new schedules 
to become effective February 10, 1923, proposing a general readjust- 
ment in the rates on ‘wool and mohair, in carloads, from Pacific coast 
and intermediate territory. Substantial increases were proposed 
from all Pacific coast and near-by points and, generally speaking, 
either reductions or no changes from intermediate territory. Upon 
protests of the Department of Public Works of Washington, the 
Oregon Wool Growers’ Association, and on behalf of wool growers 
and shippers in Idaho, eastern Oregon, and Washington the sched- 
ules were suspended, and upon motion of the carriers the 1922 Ap- 
plications were reopened and consolidated for rehearing with the 
suspension proceeding. The effective date of the order therein has 
been indefinitely deferred by the carriers pending disposition of 
these proceedigs, and the respondents are voluntarily holding the 
suspended schedules in abeyance until November 1, 1924. 


Compliance with the order will work a revolution in the 
rate adjustment. As set forth in a dissent by Chairman Hall, in 
which Commissioner Potter concurred, the order requires the 
carriers to substitute joint through rates for the basis of com- 
binations, on the Mississippi or on Chicago, from all wool pro- 
ducing territory west of the Missouri, with equalization author- 
ized to all north Atlantic ports, with Boston as the maximum. 


“They,” said he, speaking of his colleagues, “thus condemn 
what we have heretofore approved, the construction of eastbound 
rates on wool, except from a belt bordering on the Pacific, by 
combinations on the Mississippi or on Chicago, and they do so, 
as I read the report, without any adequate showing that estab- 
lishment of joint rates is necessary or desirable in the public 
interest. Just why this traffic should be singled out for equali- 
zation to ports when it does not move there for export, and 
when other traffic from the same region is in general laft free 
to move on combinations, is left unexplained. The desires and 
convenience of wool dealers and consumers at destination seem 
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to afford the only tangible answer. 
quite as well exemplified by the needs of producers throughout 


Surely the public interest is 


the western half of our continent. The existing structure was 
built up in daily contact with those needs.” Continuing he said: 


It has not been shown on this record that undue prejudice to any 
one could or would result from grant of fourth-section relief on east- 
bound movements of wool from Pacific terminals and the strip of 
territory bordering thereon which is covered by these applications. 
The proposed rates therefrom would be reasonably compensatory 
under the circumstances, and would enable the rail carriers to there 
meet in some degree the compelling competition of ocean carriers. 
It is the declared policy of Congress to foster and preserve both rail 
and water transportation in full vigor, the one as much as the other. 
By this denial of relief rail transportation of wool is left with im- 
paired vigor, and water transportation of wool will have no rival 
in the states bordering on the Pacific. That elimination of com- 
petition is not in the interest of anyone except the shipowners. Least 
of all is it in the interest of the Pacific States, or of shippers farther 
inland whose share of the transportation burden must be increased 
rather than lessened by the rail carriers’ loss of revenue on traffic 
from the Pacific States. But the majority go further. They con- 
demn as unreasonable not only the proposed rates eastbound but 
also the existing rates eastbound and westbound from all the wool- 
producing territory to the extent that these exceed a new scale east- 
bound, and 55 per cent of first class westbound. These two slices off 
of the revenues of indispensable carriers are made, as it seems to me, 
without proof that existing rates are unreasonable, or that the 
graded rates substitued therefor will be more reasonable, or better 
respond to the circumstances and conditions surrounding the trans- 
portation. I find difficulty in accepting the doctrine, if it be a doc- 
trine, that a brand new symmetrical gradation of rates eastbound 
across the mountain and plain expanses of this vast continent, or a 
rigid percentage of whatever may be the first-class rates westbound, 
is better adapted to the movement of wool than the rate structure 
which has been worked out in a process of development extending 
over 50 years. That structure has this, at least, in its favor that it 
represents the experience of those who were dealing at first hand 
with instant and compelling facts. It is also one which has been 
sanctioned and in part shaped and prescribed by our predecessors on 
thic commission. 


Commissioner Aitchison, the report said, did not participate 
in the disposition of the fourth section feature in this case 
because Transcontinental Wool Cases, 1922, 74 I. C. C. 99, was 
reopened and considered in this proceeding. He did not par- 
ticipate in the 1922 case because he had been counsel in an 
earlier proceeding relating to some of the applications therein 
considered. 


The fourth section phase of the subject was made the 
leading feature in the report. The Commission said the rates 
proposed were the same as in the 1922 applications, which 
were denied, on wool in the grease, in sacks and in bales, 
based, however, on higher minima. The rates carried in those 
earlier applications were $1.35 on bales, compressed to not 
less than 15 pounds per cubic foot, from California terminals 
only, same rate on bales, from north coast terminals, com- 
pressed to 19 pounds; wool in sacks, 35 cents higher than in 
bales. On scoured wool, in bales, $1.75 from both California 
and north coast terminals, but a higher minimum from the 
north coast. Wool, pulled, in bales, $1.50 from both regions, 
compressed to 12 pounds. The minima were to be subject to 
rule 34 of Western Classification. The modifications in minima 
were proposed, the Commission said, at the hearings. The 
minimum on wool in the grease, in sacks, was proposed at 
30,000 for cars not more than 40 feet long and, in bales, 40,000 
pounds. 


The Luckenbach and American-Hawaiian steamship lines 
said the purpose of the railroads was either to cripple the water 
lines by compelling them to continue to apply low rates, or to 
prefer shippers at or near the Pacific coast in the matter of 
excessively low rates as compared with their competitors in the 
interior. They urged that no adjustment should be authorized 
which would take from the steamship lines the relatively 
“trifling” tonnage they were handling between the ports, par- 
ticularly in view of the declared intent of Congress to foster 
both kinds of transportation. The intermountain states, a 
majority of the members of the National Wool Growers’ Asso- 
ciation and a number of state associations of wool growers 
opposed grant of relief, while those in Washington and Oregon, 
the port authorities of Portland, Ore., and various wool grow- 
ers and buyers in California and the Pacific northwest sup- 
ported the applications. 


The Commission said the striking disparities in rates pro- 
posed by the carriers was shown by the proposed rate of $1.70 
on wool in the grease in sacks, from Portland, Ore., to Boston, 
a distance of 3,300 miles, in contrast with a rate of $2.70 from 
Soda Springs, Ida., approximately 800 miles less distant from 
Boston than Portland. That disparity, the ‘Commission said, 
led to the query as to whether the rate of $2.70 was too high 
or the $1.70 rate too low. 

After setting forth the policy of Congress as shown in the 
transportation and shipping acts, the Commission said: 
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The record is far from convincing that granting the applications 
would accomplish the results desired by the rail carriers. One of 
the witnesses testifying on behalf of the carriers serving the north 
Pacific coast points staded that they expect to secure very little ad- 
ditional wool tonnage under the proposed rates. Even if it be assumed 
that the rates proposed under fourth-section relief would secure to 
the rail lines a substantial portion of the tonnage now moving by 
water, the ultimate effect, as indicated by the record, would be a 
further reduction in the water rates to avert loss of tonnage to the 


water lines, and decreased earnings for both the rail and water 
carriers. 


The Commission delved into the history of the eastbound 
rates, considered the relatively poor condition of the sheep 
growing industry and then asked itself “What are reasonable 
eastbound rates?” As an incident to the answering of that 
question it said the National Wool Growers proposed two 
sets of rates, one a graded set and the other a $2 blanket 
proposition, the highest to apply on sacked wool, with $1.70 on 
baled wool. The Commission, however, said the record did not 
warrant establishing a $2 blanket over an area of the magnitude 
of the one involved in this case. 


Western carriers said their financial status did not indicate 
that their rates were too high because it was worse than in 
1912 when the present structure was established in compliance 
with an earlier decision to which Chairman Hall referred in his 
dissent, he calling attention to the fact that the rates con- 
demned were those established by the Commission, inflated and 
deflated in accordance with general rate decisions since then. 
In the conclusion as to what were reasonable rates the Com- 
mission disposed of the fourth section applications and set 
forth the new scheme for joint through rates, with fourth section 
relief for the circuitous routes in the following language: 


Upon all the facts of record we are of opinion and find that the 
present and proposed departures from the long-and-short-haul pro- 
vision of section 4 of the act have not been justified, and the appli- 
cations will be denied. We further find that wool and mohair ship- 
ments from the territory hereinbefore described are required to pay 
more than their fair share for the transportation service rendered, 
and that the schedules under suspension have not been justified; 
that the present and suspended rates on wool and mohair in the 
grease, in sacks, in carloads, moving all rail to Boston, Mass., and 
other north Atlantic ports are and for the future will be unreason- 
able to the extent that they exceed or may exceed the rates in cents 
per 100 pounds set forth in the following table for the distances 
stated computed on Boston, which are found to be just and reason- 
able maximum rates for the future. In arriving at these rates we 
have given due consideration to the fact that their application is 
authorized also to points to which the distances are less than to 
Boston, : 

Rate Rate 
Cents Distance to Boston 
er 140 2,250 miles and over 2,200.... 210 


Distance to Boston 
1,500 miles and under 


1,550 miles and over 1,500.... 145 2,300 miles and over 2,250.... 214 
1,600 miles and over 1,550.... 150 2,350 miles and over 2,300.... 218 
1,650 miles and over 1,600.... 155 2,400 miles and over 2,350.... 222 
1,700 miles and over 1,650.... 160 2,450 miles and over 2,400.... 226 
1,750 miles and over 1,700.... 165 2,500 miles and over 2,450.... 230 
1,800 miles and over 1,750.... 170 2,550 miles and over 2,500.... 234 
1,850 miles and over 1,800.... 175 2,600 miles and over 2,550.... 238 
1,900 miles and over 1,850.... 180 2,650 miles and over 2,600.... 242 
1,950 miles and over 1,900.... 185 2,700 miles and over 2,650.... 246 
2,000 miles and over 1,950.... 190 2,800 miles and over 2,700.... 252 
2,050 miles and over 2,000.... 194 2,900 miles and over 2,800 258 


2,100 miles and over 2,050.... 198 3,000 miles and over 2,900.... 264 
2,150 miles and over 2,100.... 202 Over 3,000 miles 
2,200 miles and over 2,150.... 206 


In computing distance under the foregoing scale the _ shortest 
workable routes shall be used, and the rates shall be published as 
specific commodity rates, minimum carload weight 24,000 pounds, 
subject to rule 34 of the western classification. The rates are to be 
applied from main-line and branch-line points, except that from 
points on narrow-gauge lines somewhat higher rates, distances con- 
sidered, may be applied. In view of the practical difficulties en- 
countered in the publication of specific rates, and in particular joint 
rates, based on a strict mileage scale, where the points of origin are 
so numerous, the formation of groups not more than 75 miles in 
diameter will be considered as substantial compliance with the find- 
ings herein, provided that the group rates shall be computed so as to 
produce substantially the same average rates that would result from 
the application of the scale from each point in the group. 


The Commission denied the application for through routes 
and joint rates from points on the Santa Fe via Denver, the 
Burlington to St. Paul, and thence via the Canadian Pacific 
route to Boston, as requested by the Boston Wool Trade Asso- 
ciation because that would short-haul the Santa Fe. The ad- 
ditional route was requested so as to avoid trouble such as 
came to the shippers of wool while the outlaw switchmen’s 
strike was in progress. Some roads routed wool that way, but 
the Santa Fe, with rails to Chicago, did not do so. 


As to scoured and pulled wool the Commission said: 


It is apparent that the class rates applicable on scoured and pulled 
wool are too high to permit any movement thereunder, but there is 
not sufficient information disclosed of record to definitely arrive at a 
conclusion as to what would be reasonable rates or what would be a 
fair and proper relation between scoured wool and pulled wool on 
the one hand and sheared wool in the grease on the other. 


The Commission said the evidence in respect of rail-and- 
water rates eastbound was meager and general and that upon 
this record it was not in a position to prescribe any fixed 
differential under the all-rail rates on shipments moving by 
the rail-and-water route, but said that in view of the ordered 
readjustment of the all-rail rates the carriers should readjust 


TRAFFIC WORLD 


Vol. XXXIV, No. 5 


their rail-and-water rates so as to bear a fair relationship of 
the all-rail rates. 

The findings as to westbound rates and the proposal to 
have proportionals lower than the locals for use on wool moy- 


ing westward to the ports for transportation by water, are 
as follows: 


Considering the difference in transportation conditions, the volume 
of movement, the distance traversed, and the density of traffic, we 
are of opinion and find that the present rates on wool and mohair 
in the grease, in carloads, from interior points to the Pacific coast 
terminals are unjust and unreasonable, and that reasonable maxi- 
mum rates for the future on wool and mohair in the grease, in sacks, 
shall not exceed 55 per cent of the corresponding first-class rates,’ 
minimum carload weight 24,000 pounds, subject to rule 34 of the 
western classification, and that the corresponding rates on wool and 
mohair in the grease, in bales compressed to a density of not less 
than 19 pounds to the cubic foot, for the future shall not exceed 50 
per cent of the corresponding first-class rates, minimum carload 
weight 32,000 pounds for 36-foot cars, with increased minima for 
larger cars corresponding to the scale prescribed im rule 34. In arriy- 
ing at the rates under the above-prescribed basis fractions of less 


than 0.5 cent should be dropped and those 0.5 cent and over in- 
creased. to 1 cent. 


Much testimony was offered in support of the contention that pro- 
portional rates lower than the contemporaneous local rates to the 
terminals should be prescribed for application on shipments moy- 
ing beyond by water or eastbound from the terminals, all rail. 
Reference was made to proportional rates on smelter products lower 
than the contemporaneous local rate recently voluntarily established 
by the western carriers to apply from certain interior points to the 
Pacific coast ‘terminals. Probably 75 per cent of the wool tonnage 
moving into Portland is destined beyond and is transported either 
via the Panama Canal or eastbound all rail to Atlantic seaboard 
points. The local consumption at other ports is not shown. 

Under all the circumstances and in view of the findings herein 
that the applications covering.the present and proposed fourth-sec- 
tion departures be denied, and at the same time bearing in mind the 
declared policy of the Congress in section 500 of the transportation 
act, 1920, to foster both rail and water transportation, we find that 
the rates above prescribed for the future will be reasonable maximum 
rates for application on shipments moving either locally to the 
Pacific coast terminals or when destined beyond. 


The Boston Wool Trade Association asked for the establish- 
ment of through routes and joint rates, and the issuance of 
through bills of lading via railroads and steamship routes 
through the canal on the basis of 60 per cent of the fourth class 
rate to the nearest Pacific coast terminal, plus 90 cents, exclusive 
of marine insurance, for the marine haul. The steamships op- 
posed that, and said, that they should be given more latitude 
in the changing of rates and refusing of cargo than the rail- 
roads, because of the fact that a ship cannot be expanded or 
contracted to meet the demands for space at a given time, 
which fact makes it necessary for the steamship to make rates 
to attract or repel cargo needed to fill the cargo space, on short 
notice. They said the Commission should not exercise what 


jurisdiction it had, as the burden would be greater than the 
benefit. The Commission said: 


It is not shown upon this record that the failure or refusal of 
the rail-and-water carriers to establish through routes and joint 
rates on shipments of wool and mohair from interior points via the 
Pacific ports and the Panama Canal to Boston and other north 
Atlantic ports is unjust, unreasonable, or otherwise unlawful, and 
the request for joint rates and the issuance of through bills of lading 
is denied. The request for reparation must also be denied, the 
reasonableness of the port-to-port water rates as such being a matter 
for determination by the United States Shipping Board. 


The application for trans& at St. Louis, after the establish- 
ment of through routes and joint rates by the Santa Fe and 
Milwaukee had been ordered, was denied because, as the Com- 
mission said St. Louis had not shown the refusal of those car- 
riers to establish through routes and joint rates via that city, 
which is not reached by their rails, resulted in undue prejudice. 

The Commission found that transit to complete loading or 
concentration were not only desirable, but a commercial neces- 
sity, whether the traffic was moving eastward or westward and 
directed that arrangements be made for stoppage for that pur- 
pose at a charge of not more than $6.50 per car for each stop. 

In connection with Boston’s demand for transit on wool and 
mohair from the west to enable it to sort and grade wool before 
it was sent to the mills in the east, the Commission said it was 
not unreasonable or unduly prejudicial to refuse transit on 
traffic involving out-of-line or back hauls. 

The final finding was that it was unduly prejudicial for the 
Pennsylvania and the Baltimore & Ohio to deny transit at Phila- 
delphia, while giving transit at other points on their line. The 
Commission ordered them to remove the undue prejudice. 

Fourth section relief was denied in fourth section order No. 
8430, as of October 23, the day on which the joint rates based 
on the scale are to become effective. 


MORE RATES ORDERED 


The Commission has acceded to the request of the com- 
plainant in Docket No. 13449, North Carolina Pine Association 
and Georgia-Florida Saw Mill Association vs. Aberdeen & Rock- 
fish, and has prescribed definite rates, from points of origin in 
Virginia, North Carolina, South Carolina, Georgia and Florida 
to New Jersey points. The rates will be less than those to New 
York. The carriers proposed to make them the same as New 
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York to many New Jersey destinations. The order fixes stand- 
ards for other rates, all to be effective not later than Septem- 
mer 15. 

The Commission’s supplemental order requires the estab- 
lishment of rates from Southeastern territory, Virginia Cities 
and Carolina territory to all points in New Jersey constructed 
on the following basis: 


From 

From Golds- From From From 

Norfolk, boro, Sumter, Albany, Live Oak, 

Va. nm. C. S. C. Ga. la. 

To Cents Cents Cents Cents Cents 

CO are cite kis ooee Selene 18 26 32.5 36 37 

IN 3 oid ica aha e alan tered 20.5 28.5 35 38.5 39.5 
SOVSSY GUY co vcccccccieses 21.5 29.5° 35 39.5 40.5 
Werth: BWMBOG  oo.56 ic cccasieec 21.5 29.5 36 39.5 40.5 
WGI ace arse woes watenieswreis 21.5 29.5 36 39.5 40.5 
Ata, CPG oii sccccn ces 21.5 29.5 36 39.5 40.5 
BOACH BUAVER occ dec cinvece 22.5 30.5 37 40.5 41.5 
CaM TRI apic-mae, « rerave reece 22.5 30.5 37 40.5 41.5 
POrG THONG sci scsiwnecso 22.5 30.5 37 40.5 41.5 


Rates to Washington and Baltimore are to be established 
from the following named points in the amounts indicated: 


From Rate—Cents From Rate—Cents 
TG so Scriviernagcewes Se eo ae eee eae 22 
po a, > er a 23 


co Oe eer ey ere 20 
RUG Bee ikie- ves sn eesen ees 21 


The further order on the subject of rates is as follows: 

That said defendants, according to the rates as applied in 
the transportation, be, and they are hereby, notified and required 
to establish, on or before September 15, 1924, upon notice to this 
Commission and to the general public, by not less than 10 days’ 
posting and filing in the manner prescribed in section 6 of the inter- 
state commerce act, and thereafter to maintain and apply rates to 
the transportation of lumber and forest products taking the same 
rates, in carloads, from Suffolk, Va., to Washington, D. C.. Balti- 
more, Md., and all points in eastern trunk-line and New England 
territories not on excess of the contemporaneous rates from Nor- 
folk, Va., to the same destinations; and from Franklin, Va., to the 
aforesaid destinations not in excess of rates 1 cent higher than the 
contemporaneous rates from Suffolk to the same destinations. 


SUGAR BEET SCALE PRESCRIBED 


The Commission in Docket No. 14881, Continental Sugar Co. 
vs. New York Central et al. (mimeographed), has found rates on 
sugar beets, between points in Ohio and Michigan, unreasonable 
and unduly prejudicial to interstate shippers, and unjustly dis- 
criminatory against interstate commerce. New rates are to be 
established not later than October 8, in accordance with a 
scale beginning with 60 cents per net ton for distances of ten 
miles and under. Five cents are to be added for each addi- 
tional five-mile block up to sixty-five miles and then 5 cents 
for each additional ten-mile block, the scale ending with 135 
cents for 100 miles. 

The Commission’s order condemns as unreasonable the 
interstate scale rates applicable to movements of sugar beets in 
Ohio and Michigan and awards reparation. It condemns the 
Ohio and Michigan scales as unduly prejudicial to interstate 
shippers, unduly preferential of intrastate shippers in Ohio and 
Michigan, and unjustly discriminatory against interstate com- 
merce between those states. 


The Commission’s order in the Continentaal sugar case 
condemns as unreasonable the interstate scale rates applicable 
to movements of sugar beets in Ohio and Michigan and awards 
reparation. It condemns the Ohio and Michigan scales as un- 
duly prejudicial to interstate shippers, unduly preferential . of 
intrastate shippers in Ohio and Michigan, and unjustly discrimi- 
natory against interstate commerce between those states. 

Complainant has beet sugar factories at Blissfield, Mich., 
and at Fremont and Findlay, O. It alleged that the interstate 
rates were unjust, unreasonable, unduly prejudicial and pref- 
erential and unjustly discriminatory in favor of intrastate com- 
merce on the one hand and against interstate commerce on 
the other, in violation of the first, third and thirteenth sections. 
Ohio and Michigan intervened,.as did also the Michigan State 
Farm Bureau, eight companies having factories in Ohio, Michi- 
gan and Indiana, the Pere Marquette, Ann Arbor, four members 


i the Grand Trunk system, and the Detroit & Toledo Shore 
sine, 


_ A witness for the complainant said that, except for the 
disparity between state and interstate rates, the Ohio plants, 
not always able to obtain enough beets in Ohio, would have 
bought Michigan beets. Mr. Campbell said that practically all 
movements of sugar beets were intrastate, although a substan- 
tial tonnage used at Blissfield had to move through Ohio, from 
Michigan fields, and pay interstate rates. The interstate move- 
ment, however, amounts to only about 7.5 per cent. The Com- 
mission described the service, by special trains, in the slicing 
Season, at considerable length, also telling about the beet sugar 
industry in other states. 

The interstate rates were made in accordance with a scale 
based on the old C. F. A. scale. The beet sugar scale, adopted 
in 1908, started with 40 cents per ton for the first 25 miles and 
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became 60 cents for 60 miles. Thereafter it advances ten cents 
per ton for each additional 20 miles. Mr. Campbell said, how- 
ever, the shippers were not much interested in rates for dis- 
tances greater than 100 miles, because the traffic was essen- 
tially short haul, the average haul in Ohio being about 43 miles. 

The Ohio and Michigan commissions, in October, 1921, be- 
cause the beet sugar industry was in financial trouble, pre- 
scribed scales for use on intrastate hauls. The two state bodies 
did not agree, and, as estimated by the railroads, the Ohioans 
prescribed a scale averaging about five per cent less than the 
Michigan authorities. The Ohio scale starts with 70 cents per 
ton for 25 miles and less, with two and three line hauls 10 and 
20 cents over. The Michigan scale starts with 60 cents for 15 
miles and less, and 70 cents for more than 15 miles but less 
than 25, with 15 and 25 cents added for two and three line hauls. 
The carrier scale begins with 76 cents for five miles or less, 
although beets grown that near the factory, the report says, 
are usually trucked to it. It is a flat rate for distances up to 
25 miles; 101 cents for distances greater than 25 miles up to 
45 miles; and 164 cents for 100 miles. The Ohio scale is on a 
30,000 minimum. All the others are 40,000. 

The Commission said the undue prejudice and preference 
and unjust discrimination should be removed by the making of 
rates, not later than October 8, on a 40,000 minimum, with 20 
cents added for multiple line hauls, on the following scale: 


Cents Cents 
10 miles and under.......... 60 60 miles and over 55....... 110 
15 miles and over 10........ 65 65 miles and over 60....... 115 
20 miles and over i5........ 70 70 miles and over 65....... 120 
25 miles and over 20........ 75 75 miles and over 70....... 120 
30 miles and over 25........ 80 80 miles and over 75....... 125 
35 miles and over 320........ 85 85 miles and over 80....... 125 
40 miles and over 35........ 90 90 miles and over 85....... 130 
45 miles and over 40........ 95 95 miles and over 90....... 130 
50 miles and over 45........ 100 100 miles and over 95....... 135 
55 miles and over 50........ 105 


COAL RATES TO DETROIT 


The Commission; in a report on fourth section application 
on coal, from the Crescent districts to Detroit, Opinion No. 9609, 
91 I. C. C., 194-200, on further hearing, gave the carriers per- 
mission, in Supplemental Fourth Section Order 8750, to continue 
and establish higher rates from both crescents to Detroit and 
points taking the same rates, lower than to Jackson, Mich., and 
other intermediate points, holding present rates via Toledo as 
maxima, so as to keep Cincinnati Northern routes open for the 
movement of coal to Detroit, thereby reducing congestion at 
the Toledo gateway. 

Commissioner Campbell, concurring in part, thought the 
relief should be given subject to the Equi-Distant Rule, because 
the routes were shown to be from 5 to 41 per cent circuitous. 


HIGHER CHARGES UNWARRANTED 


A finding of non-justification has been made by the Commis- 
sion, in a mimeographed report on I. and S. No. 1878, Refrigera- 
tion Charges from Florida, Maryland, Pennsylvania and West 
Virginia, to Interstate Destinations. Proposed increases from 
Florida were considered separately and found not justified in 
Refrigeration Charges from Florida, 85 I. C. C. 247. The report 
in this case, therefore, is not as broad as the title thereof. 

The suspended schedules were filed by the Western Mary- 
land because it alleged it lost money on refrigeration shipments 
of fruit, mainly apples and peaches, of which it handled 650 
cars last year. They were suspended, the Commission ‘said, 
upon protests by the Joint Council of International Apple Ship- 
pers’ Association, National League of Commission Merchants 
of the United States, Western Fruit Jobbers’ Association of 
America, the American Farm Bureau Federation, the Martins- 
burg Fruit Exchange, the Washington County Farmers’ Asso- 
ciation and others. 

Refrigerators for this service were furnished by the Fruit 
Growers’ Express Company, a corporation, the stock of which 
is owned by fourteen eastern and southern carriers. In 1920, 
the Western Maryland said, it lost $11,000 and the express com- 
pany $5,000. Those sums were the differences between the reve- 
nue derived from the stated refrigeration charges and the al- 
leged actual cost of performing the service. In 1922, the report 
says, railroad-owned refrigerator cars were available for the 
traffic. In 1922 and 1923, the Western Maryland said, the ex- 
press company would not make a contract except upon provi- 
sion, in the earlier year, that the Western Maryland would guar- 
anee the expense of furnishing the service, plus $20 per car and 
two cents per mile loaded and empty. In 1923, the express 
company, so the Western Maryland asserted, would not contract 
to furnish express service except upon condition that the stated 
refrigeration. charges were increased to cover the cost. The 
contract provided that if the increased charges became effective 
the express company would accept the revenue derived as re- 
imbursement; if not, that the Western Maryland would never- 
theless pay the increased amounts. 

The proposal was, among other things, to create a new re- 
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frigeration group in Maryland and West Virginia and two new 
ones in Pennsylvania, from which the new charges would apply. 
The three new groups would cover the Western Maryland. 
Charges were proposed to be increased, the report said, by 
amounts ranging from 27 to 70 per cent. No changes were 
proposed by other railroads serving the district, the report said. 
The Western Maryland said its difficulty was that it could not 
arrange a suitable contract for the use of equipment, or eam 
enough out of the refrigeration charges to pay the cost of service. 

The report said that the principal reason advanced to jus- 
tify the increased charges was that the cost of performing the 
service, as computed by the Fruit Growers’ Express Company, 
exceeded the revenue derived from the refrigeration service. 
In 1922, the Western Maryland said it paid the express com- 
pany $4,1 2 more than the revenue derived from the refrigera- 
tion charges and that, for a haul averaging 72 miles, its per 
car revenue, after paying the express company, was only $9.19. 
In 1923, it said it paid the express company $15,160 more than 
the revenue from the -refrigeration charges. 

In computing the cost of the service, the UWommission said 
the factors contended for were the cost of ice in the bunkers, 
the cost of hauling the ice in car bunkers, cost of switching to 
and from the icing stations, wear and tear on refrigerating de- 
vices and cost of supervision. The Commission considered each 
of the factors. It found increases not justified because, among 
other things, the railroads were paying for more ice than was 
put into the bunkers, that there was doubt as to the average 
weight of the ice hauled, that the Western Maryiand had not 
shown the cost of switching with any degree of accuracy, and 
that the wear and tear.and supervision factors, for reasons set 
forth in the Florida case, had not been justified. 

Protestants, the Commission said, emphasized the fact that 
the Western Maryland’s proposal to create new groups cover- 
ing only its own lines, would be violative of the principle of 
uniformity upon which the perishable protective tariff was 
based. The Commission said that in 83 I. C. C. 275 it had 
pointed out that the destruction of the principle of uniformity 
would mean a return to the cost of ice basis, making the charges 
different at each point, and that it had declined to approve a 
proposal to that effect, considered in that case. 

In conclusion it said that in the Perishable Freight and 
Florida cases it had referred to the unsatisfactory character of 
the evidence respecting refrigeration costs. It said that similar 
methods of ascertaining such costs had been followed, to a large 
extent, in this case, and said the Western Maryland had not 
justified the proposed charges. 


TIME ZONE CHANGES 


In the twelfth supplemental report on No. 10122, Standard 
Time Zone Investigation, written by Commissioner Aitchison 
(mimeographed), the Commission has modified its order of Octo- 
ber 24, 1918, the modification to be effective at 2 a. m. August 
31, so as to place Findlay, Kenton, Marysville and part of Ohio 
north of Columbus in the eastern time zone. The part of the 
state north of Columbus to be included in the eastern time zone 
is that on and east of the Ohio Central lines of the New York 
Central from Toledo to Kenton, the Big Four from Kenton to 
Bellefontaine and the Ohio Central lines from Bellefontaine to 
Columbus. 

Objection was made by farm federation bureaus and garages 
on the assumption, Mr. Aitchison said, that farmers, garage em- 
ployes and school children would have to begin their work one 
hour earlier. He said the record did not indicate that the stand- 
ard of time used would appreciably add to the difficulty ex- 
perienced by farmers in obtaining an adequate supply of labor 
in the summer months or would necessarily interfere with the 
orderly or efficient accomplishment of farm work. In addition, 
he said, the law made the convenience of commerce and exist- 
ing junction and division points of railroads of controlling im- 
portance. 

Application for the change was made by the cities involved, 
chambers of commerce and Kiwanis club, the Kenton club be- 
ing one of the organizations taking part. 


GLAZED SASH INCLUDED 


The Commission, in a mimeographed report on I. and S. No. 
2082, glazed sash from Iowa, Illinois and Wisconsin points to 
Trunk Line and New England territories, has found not justi- 
fied the proposed restriction of commodity rates on sash, in 
mixed carloads with common unglazed doors and millwork, 
from Chicago, Rock Island, Clinton, Davenport, Dubuque, Mus- 
catine and Milwaukee. 

This case, the Commission said, was an outgrowth of the 
Commission’s decision in Anson, Gilkey & Hurd Co. vs. South- 
ern Pacific, 78 I. ©. C. 495. Prior to the decision in that case, 
glazed sash moved from Chicago and the upper Mississippi 
River crossings on the fifth class basis in Official Classification 
territory. In that case the Commission ordered the carriers 
to establish commodity rates on common unglazed doors, in 
straight carloads, and: common unglazed door and sash, from 
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the Pacific coast groups not in excess of 125 per cent of the 
rates on lumber. Such rates were- established, the Commission 
said, in October, 1923. 

Now the carriers propose to eliminate the glazed sash from 
the mixture by inserting after the word “sash” the words “com- 
mon unglazed,” thus restricting the 125 per cent rates to un- 
glazed common sash. The carriers, the Commission said, con- 
tended the words “common unglazed” just ahead of the word 
“doors” modified “sash” just as much as doors and that, there- 
fore, the amendment eliminating glazed sash would bring the 
tariffs into conformity with the finding. 

The Commission called attention to the fact that, in its 
report there was a comma between “common unglazed doors” 
and “sash,” that comma clearly separating the qualifying words 
from “sash.” On the merits of the proposition, the Commission 
said the weight of the glass in the sash tended to narrow the 
disparity between the value of the glazed and the unglazed 
sash, the greater weight giving a greater revenue. It also said 
that if fifth class were applied to glazed sash, the revenue from 
a minimum carload at 24,000 pounds would be less than the 
reveenu on a minimum of 34,000 pounds on the commodity rate. 


SHORT LINE LUMBER RATES 


The report of the Commission on No. 10946, Puget Sound 
& Cascade Railway Company vs. Director-General, Great North- 
ern et al., and No. 11398, Clear Lake Lumber Co. vs. Director- 
General et al., mimeographed (Traffic World, July 26), written 
by Commissioner McChord revealed a seven to four division on 
the question of reparation, Chairman Hall, Commissioners Cox, 
Eastman and Esch dissenting. Commissioners Aitchison Lewis 
and Campbell, concurring, said the Commission should also 
have found the rates unreasonable. Commissioners Eastman 
and Esch concurred in the finding of undue prejudice but dis- 
sented as to reparation. 

Chairman Hall and Commissioner Cox joined in saying that 
the complainant had not shown that the maintenance of the 
coast-group rates from mills on the defendants’ branch lines 
and certain independent short-line connections was the proximate 
cause of any damage it may have sustained, as distinguished 
from the effect upon its business of the maintenance of like 
rates from mills on defendants’ main lines. They said the main 
line rates had not been found to have been unduly preferential. 

The Clear Lake Lumber Company, complainant in one case, 
is the owner of a controlling share of the stock in the Puget 
Sound & Cascade Railway company, complainant in the other. 
The primary question was as to the status of the short line. 
The Commission found it was a common carrier and as such 
might lawfully participate in joint rates with the trunk lines 
and in divisions thereof. But it stopped short of saying what 
those divisioins should be. It left the question for negotiations 
between the short line and its connections in the light of the fact 
that the common carrier was affiliated with the chief industry 
upon its rails; in other words, in the light of the Tap Line 
decision. The complaint of the railroad and the lumber company 
each was that the rates on lumber and other forest products 
from mill points on the Cascade, to eastern destinations were 
and are unduly prejudicial in their relation to corresponding 
rates contemporaneously maintained on similar commodities 
from other points in what was known as the coast group, in 
Washington. The lumber company, in addition, made allega- 
tions of unreasonableness and unjust discrimination. The prayer 
was for the establishment of reasonable joint rates for the 
future, to fix divisions to be received by the Cascade, and to 
award reparation on all shipments made by the lumber company 
since September 1, 1916. Several shippers intervened in support 
of the complaint. 

The Cascade is 16.4 miles long. It connects with the 
Great Northern, Pacific Northwest Traction Co. The latter 
connects with a barge line of the Milwaukee., The lumber com- 
pany’s plant is at Clear Lake, six miles east’ of Mount Vernon, 
at which points the Cascade also connects with the Northern 
Pacific. 

The history of the rates and rate adjustment, the Commission 
said, was set forth in Three Lakes Lumber Co. vs. W. W. Ry. 
Co., 61 I. C. C. 408. Coast group rates were maintained 
from Mount Vernon, and from Clear Lake via the Northern 
Pacific and the Milwaukee to local points on the first named 
and to local points on the Milwaukee, east of Mobridge, to 
local points west of Minnesota transfer on the Soo Line, and to 
all points reached through Minnesota Transfer. No through 
rates were in effect at the time of that case to points on the 
Great Northern, or to stations west of Mobridge on the Mil- 
waukee. The through coast group rates from Mount Vernon 
were maintained by the Great Northern and the Milwaukee, the 
latter in connection with the traction company. 

Specific relief sought was the establishment of coast group 
rates from points on the Cascade in connection with the Great 
Northern and the Milwaukee, allowance of divisions to the Cas- 
cade equal to its local rates, and reparation to the lumber 
company. Effective February 14, 1922, the report said, the 
coast group basis was made operative from points on the Cas- 





d 
a 
s 
n 
t 
v 
N 
é 
é 
‘ 






the 
ion 


om 
m- 
an- 
on- 
rd 
re- 


its 
ds 
on 
he 
ed 


m 


he 
te, 


1d 
h- 
or- 


t 


h 


wu wee oT SS Oe a 


August 2, 1924 





cade, as desired, leaving only the divisional question and the 
demand for reparation for decision. 

The Commission said that, as found in the Three Lakes 
Lumber case, and others, the rates under assault were not, by 
the mere circumstance that they exceeded the group rates, 
shown to have been unreasonable. 


In drawing the cases to a conclusion the Commission said 
it appeared that in the period covered by the shipments the 
coast-group rates were available to the lumber company on traffic 
to all points on the Northern Pacific and via that line and its 
connections to all points east of Minnesota Transfer. Apart 
from the lumber company’s direct interest in local points on 
the Great Northern, to which the coast-group rates were not 
available to it, the Commission said it appeared that the 
company’s desire to have the benefit of those rates over that 
line for shipments east of Minnesota transfer was solely with 
respect to a further car supply, the Northern Pacific not having 
been able, at all times, to furnish all the cars that were wanted. 
The Commission said it was not contradicted that lumber from 
coast territory was sold f. o. b. destination and that the price 
was governed by coast-group rates. To meet the competition of 
mills having the coast-group rates, the Commission said, the 
lumber company, on shipments other than those over the North- 
ern Pacific, had been obliged to absorb the Cascades local rates, 
and had lost business because of the higher rates. In conclusion, 
the Commission said: : 


It does not appear that any one of the defendant trunk lines has 
discriminated against the lumber company in the distribution of cars 
and, in any event, specific provision for relief in the matter of car 
service is otherwise made by the interstate commerce act. Inas- 
much as the coast-group rates were available to the company via 
the Northern Pacific as far as shipments east of Minnesota Transfer 
were concerned, and the company’s recourse to the Great Northern 
was for the purpose of obtaining a better car supply, such damage 
as was sustained is not attributable primarily to the rate adjustment, 
and reparation may not be awarded as to such shipments. The 
same would be true of such shipments as may have moved by the 
Milwaukee. 

We find that the complainant Cascade is a common carrier of 
property, subject to the interstate commerce act, and may lawfully 
participate in joint rates with the defendant trunk lines and in 
divisions thereof; that the rates assailed are not shown to have 
been unreasonable, but that the adjustment was unduly prejudicial 
to the complainant lumber company and unduly preferential of com- 
peting mills in the same general territory to the extent that, to 
points on the Great Northern west of Minnesota Transfer and on the 
Milwaukee west of Mobridge, the rates exceeded the coast-group rates 
contemporaneously maintained by defendants on like traffic to the 
same destinations from points in the States of Washington and 
Oregon on their own branch lines, on their proprietary branch lines, 
or on their independent short-line connections; that the complainant 
lumber company made shipments as described and paid and bore the 
charges thereon; and that the lumber company was damaged thereby 
and is entitled to reparation, with interest, in the difference between 
the charges paid and those that would have accrued at the contem- 
poraneous coast-group rates to the same destinations. The amount 
of reparation due cannot be determined upon the record. and the 
lumber company should comply with Rule V of the Rules of Practice. 
The desired rates having been established, no order in that behalf is 
necessary. 

Some evidence was adduced with a view to a prescription of 
reasonable divisions for the Cascade out of the joint rates. The 
question of divisions, however, will be left for the present, and 
‘s referred, to the parties for adjustment, with due consideration 
of the Cascade’s industrial affiliation. If the matter cannot be so 
adjusted satisfactorily, it may again be brought to our attention. 


CARRIER NOT AT FAULT 


The Commission has dismissed No. 12529, Wayne Coal Com- 
pany vs. Director General and Pittsburgh & West Virginia, 
and No. 12529, Sub-No. 1, Same vs. Pittsburgh & West Vir- 
ginia, mimeographed, finding that the allegations that com- 
plainant was discriminated against and the mines of the Pitts- 
burgh Terminal Railroad & Coal Company unduly preferred in 
the matter of car supply, and that the mines of the complain- 
ant received a fewer number of cars than they were entitled 
to, between October 1, 1917, and March 22, 1918, had not been 
sustained. The sub-number covered the period from March 27 
to November 1, 1920. The Commission said it was withdrawn 
at the hearing, also the allegation, in the leading complaint, 
that the defendants over-rated the mines of the Pittsburgh Ter- 
minal Railroad & Coal Company, known as the belt mines. 

Decision in this case, the Commission said, was delayed, 
in large measure, by its desire to have the benefit of a court 
of review of its findings and order in Avella Coal Co. vs. P. & 
W. Va. 5S 3, “C, ‘Cc. 318. That desire for a court decision, the 
Commission said, had not been gratified. The complainant, it 
said, urged a finding without further delay. The instant case’s 
issues, the Commission said, were substantially the same as 
those in the Avella case. It said the complainant in this case 
relied largely on its findings in the Avella case to support the 
allegations in this case. In the Avella case the Commission 
found for the complainant, but in this case it found against the 
complainant. 

Complainant contended, the Commission said, that, in the 
period covered by the complaint, it received cars sufficient to 
operate 29.7 per cent of its full working time while the belt 
mines were accorded a supply equal to 76.8 per cent of their 
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full working time. The complainant got the last mentioned 
figure, the Commission said, by using figures in the Avella case. 
It contended that if it had received the same allotment as the 
belt mines it would have been able to have increased its output 
of coal 417,477 tons. 

The Commission said the allotment to the complainant was 
based on representations of the complainant as to the capacity 
of the mines, based on a sixteen-hour work day, the mines being 
strip mines working two shifts, except in October, and not 
upon any rating established by the defendants. It said the al- 
lotment was 200 cars per day for February and March, 1918, 
although its daily capacity was stated to be but 162 cars. 
Allotments to other mines were based on an eight-hour day. 
The question of computing the complainant’s ‘proportionate 
share of cars on a sixteen-hour or twenty-hour day, while the 
car supply of mines was based on an eight-hour day, was a 
subject for controversy at the time. Subsequent to the period 
involved in this case, the Commission said, the Car Service 
Division of the Railroad Administration ruled that the car sup- 
ply for stripping operations should be based on a single shift 
of ten hours per day. 

The Commission said that had the complainant been fur- 
nished a 100 per cent supply from October to March, in 1917-18, 
it would have received 15,114 cars. However, it said, the com- 
plainant in February and March asked for only 4,085 cars and 
3,540 cars, respectively, while, according to the exhibit, a 100 
per cent supply would have been 4,561 cars and 3,663 cars. The 
Commission said that the exhibit was complicated and difficult 
of correct analsyis and that the testimony in support of it was 
not very helpful. 

In the Avella case, the Commission said, only tipple mines 
were involved. In this case the complainant operated strip 
mines, while the mines alleged to have been preferred were 
tipple mines. In the Avella case there were definite ratings 
based on the idle hour scheme of rating, and the competing 
mines were operated under substantially the same -conditions. 
The Commission referred to the weather conditions, emphasized 
in the Avella case, particularly east of the Ohio river. Those 
conditions were worse, it was contended in this case, west of 
than east of the Ohio. In the Avella case the Commission said 
it found that the circumstances and conditions were not such 
as to excuse and justify the Pittsburgh & West Virginia’s fail- 
ure to serve all shippers equally. It made no comment on the 
weather conditions feature in this case but contented itself with 
finding against the complainant. 


AUTOMATIC TRAIN CONTROL 


With a volume of concurrence and dissent almost equal to 
that of the report on the case, the Commission, in No. 13413, 
in the matter of automatic train-control devices (mimeographed) 
has modified its order of January 14, 1924, so as to suspend, 
until its further order or orders, the effective date thereof inso- 
far as it relates to the forty-two carriers mentioned in that 
order of January 14, which had not had any kind of a hearing. 

The Commission refused to vacate that order of January 
14, 1924, generally referred to as the second order, or to put 
off its operative date insofar as it related to the carriers that 
had had a hearing. It agreed, however, that a joint committee 
of representatives of the Commission and the carriers should 
be appointed to decide upon and select such train-stop and train- 
control devices for test purposes as the joint committee might 
deem to be within the Commission’s specifications and require- 
ments and worthy of a practical test. In disposing of the time 
phase of that matter, the Commission said: 


he carriers suggest, that, pending these tests our second order 
should be vacated and set aside; that the time fixed for the com- 
pletion of installation under our first order, namely, January 1, 1925, 
should be extended to January 1, 1926; that the installation already 
made, or to be made, under the latter order be subject to inspection 
and approval by the joint committee when an installation of ten 
miles of road and ten locomotives has been made; and that complete 
installation thereof be dependent upon the report of the committee 
and this commission. 


The plan outlined is essentially the same as that which we sug- 
gested in 1920, and under which a joint committee of the American 
Railway Association was appointed in November of that year. This 
committee conducted tests in conjunction with representatives of our 
bureau of safety. The facts of these tests and the observations made 
are set forth in our report of June 13, 1922. As a result of these 
tests we found that there were in actual service under operating 
conditions devices which were practicable and which would properly 
perform the functions for which they were designed. Since that 
time improvements have been made in a great many of these devices. 
We are satisfied from our tests and observations that devices of 
various tpyes can be installed in compliance with our order, which 
will meet all our specifications and requirements for adequate auto- 
matic train control. To halt the work already under way, in order 
to await the decision of a joint committee would, in our opinion, un- 
duly delay the progress of train-control. We see no reason, there- 
fore, for vacating or setting aside or for generally extending the 
effective date of either of our orders in so far as they relate to the 
carriers covered by the first order, or for delaying in any way the 
execution and enforcement of these orders with respect to such 
carriers, 

With this understanding as to the enforcement of the orders 
now entered, and only upon this understanding, there is merit in the 
plan of investigation and research suggested by the carriers, if they 
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wish to adopt it. Such a plan would doubtless result in the testing 
of many devices which otherwise might not be given the opportunity 
of a trial, and would aid in the development of the art and in pro- 
gress toward the standardization, which ultimately may prove desir- 
able. We shall be glad to co-operate in such a plan to the extent 
of our ability, but shall not permit it to serve as an excuse for 
delay in the installations required by our orders. 

We have given consideration to the particular circumstances and 
conditions affecting the installation of automatic train-stop or train- 
control devices upon the lines of the respondents herein and in view 
of the action which we have already taken with respect to installa- 
tion of such devices upon the lines of the larger carriers and the 
extent thereof, we have concluded that, with respect to the 42 car- 
riers now before us, our second order should not be vacated and set 
aside as prayed by said respondents, but that the effective date 
thereof should be suspended until our further order or orders herein. 


The time when the order should become effective, however, 
was not the thing that caused the volume of dissent and con- 
currence. The majority came to the conclusion that whatever 
devices the carriers adopted, they should be so made as to 
permit an engineman, if alert, to forestall the application of 
brakes by the automatic stop devices, and proceed under limits 
fixed by train order, or prescribed by the operating rules of the 
company, or in accordance with hand signals. The permission 
to have the device made so as to allow an alert engineman to 
prevent the automatic control of the brakes, the Commission 
thought necessary to prevent slowing up operations on rail- 
roads where an automatic stop installation was deemed neces- 
sary. It therefore modified its order so as to permit that kind 
of a train stop if a carrier desired it, or allow it to have a device 
wholly automatic. 

That modification brought a dissent from Commissioner 
Esch, who, after reviewing the history of the automatic train 
control case and the legislation said the modification nullified 
the essential purpose of the automatic device. He said it 
permitted the engineman to run by stop signals, “which is a 
practice freely indulged in, as our accident reports show, and 
is a practice that is the cause of many train collisions.” 

Commissioner McManamy, to combat the Esch dissent, in 
which Commissioner Cox joined, wrote what had to be called 
a concurring opinion, although it was really a rejoiner to the 
dissent. Mr. McManamy said “a check of all of our accident 
investigation reports will not show a single case where the 
use of the permissive feature caused a train collision.” He 
said that immediately after quoting Mr. Esch’s declaration that 
running by stop signals was a practice freely indulged in and 
was the cause of many train collisions, as if it were intended 
to be an answer to the Esch observation. Mr. McManamy 
said he desired to correct any possible misapprehension that 
might result from the dissenting interpretation of the majority 
report, and to direct attention to certain matters upon which 
he thought more emphasis might well be laid. He discussed the 
matter from the point of view of an operating man, his conten- 
tion being that every road had to be considered as a distinct 
entity requiring treatment that might not be needed on another 


and saying that parts of the same road required different treat- 
ment. 


GREEN COFFEE TO TEXAS 


A finding of unreasonableness and an award of reparation 
have been made in No. 13559, National Coffee Co. et al. vs. 
Gulf, Colorado & Santa Fe et al. (mimeographed), as to rates 
on import or interstate shipments of green coffee, carloads, from 
New York, New Orleans, Galveston and Houston to Denison, 
Fort Worth, Dallas and Waco. The carriers, after the hearing 
in the cases disposed of in this record, established import pro- 
portionals of 55 cents from New Orleans and 48.5 cents from 
the Texas ports, thereby disposing of the prayer for rates for 
the future, the Commission said. The Commission said the rates 
were unreasonable and awarded reparation, to the extent they 
exceeded the following: 


Prior to Since 
Aug. 26, 1920 Aug. 26, 1920 
From Cents Cents 
ENS Na: Wa. 6 y.ccisrore-nidieln de sis ecewa'ele ewe sinie-ees 64 86.5 
PE RI HERES, os 5 cu'drs--a.0wie vine a ads woes odieaieaiee 49 66 
Galveston and Houston, TeX..........cscceceeees 44 59.5 


The report covers, in addition to the case mentioned, the 
following: No. 13560, Acme Coffee Co. et al. vs. Beaumont, Sour 
Lake & Western Railway Co. et al., and No. 13560 (Sub-No. 1), 
Cooper Grocery Co. et al. vs. Same. Complainants in No. 13559 
are the National Coffee Co. (J. Boehme and E. Lasker, copart- 
ners), Acme Coffee Co. (T. L. Black and K. Cromer, copartners) 
and Vinnedge Co. (C. A. Vinnedge, H. D. Vinnedge, and Allie 
Ashford, copartners) of Fort Worth, Tex., the United States 
Coffee & Tea Co. of Dallas, and the Waples-Platter Grocery 
Co. of Fort Worth, Dallas and Denison, Tex. Complainants 
in No. 13560 are the above-named concerns, together with the 
Western Buyers & Brokerage Co. (E. A. Herndon and J. H. 
Sprouls, copartners) of Fort Worth, and the Star Cash Stores 
(George L. Schmucker and C. E. Hunt, copartners) and Boren- 
Stewart Co. of Dallas. Complainants in No. 13560 (Sub- No. 1) 
are the Cooper Grocery Co. and the Shear Co. of Waco, Tex. 

Commissioner Aitchison dissented, saying that, in his opin- 
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ion, the Commission should have found reasonable a rate of 
$1 prior to August 26, 1920, and 75 cents thereafter. 


COLORADO OIL ADJUSTMENT 


The Commission has found not justified, in a mimeographed 
report on I. and S. No. 2083, petroleum and its products between 
Colorado, New Mexico and Utah, written by Commissioner Mc- 
Manamy, the Denver & Rio Grande Western’s proposed increased 
rates on petroleum and its products from Pueblo and Walsen- 
burg, Colo., to destinations on its lines. The schedules have 
been ordered canceled and the proceeding discontinued. The 
Commission, however, said it did appear that some readjustment 
of the rates under consideration was necessary in view of 
changes in the fifth class rates ordered by the Colorado com- 
mission. It said the findings of the Colorado commission respect- 
ing the relationship between the various destinations was en- 
titled to great weight. 

According to the report, rates on petroleum from interstate 
points of origin to destinations on the Denver & Rio Grande 
Western are usually on the basis of combinations to and from 
Puebelo or Walsenburg. Prior to June 25, 1918, it said, these 
combinations reflected commodity rates to Pueblo or Walsenburg, 
and respondent’s fifth class rate beyond. The present local 
rates, the report said, represented the fifth class rates of June 
24, 1918, subjected to the 4.5-cent flat increase of August 19, 1918, 
as modified by subsequent general changes. 

In December, 1922, proportional rates were established from 
Pueblo and Walsenburg, 2.5 cents lower than the local com- 
modity rates. They eliminated the necessity for using the com- 
bination rule, without any change in the through rates. 

In January, 1924, in compliance with an order of the Colorado 
commission, the Denver & Rio Grande Western made reductions 
in its fifth class rates from Pueblo and Walsenburg to most 
Colorado destinations on its lines. 

The schedules under suspension proposed to cancel the 
local and proportional commodity rates, leaving the new fifth 
class rates to apply, state and interstate, local and proportional. 
The report said, however, there was no movement under local 
intrastate rates. ; 

The proposed rates from Walsenburg and Pueblo, the 
Commission said, would be increases, but that the average 
increase was not substantial, except to points in western Colo- 
rado, particularly on the Denver Rio Grande Western’s Grand 
Junction-Ouray, and Delta-Somerset branches. To those branches 
the report said, no reductions were proposed but only increases, 
the latter ranging from 13 to 19 cents. That was due, the 
report said, to the fact that up to Grand Junction, Pueblo took 
a differential under Denver, fifth class, while to and beyond 
Grand Junction, the fifth-class rates were on a parity, the Grand 
Junction rate being maintained as the maximum at Delta, Olathe 
and Montrose. 

At the hearing, the report said, the respondent recognized 
that the fifth-class rate could not be used as a gauge in fixing 
proportional commodity rates applying from Pueblo only, and 
proposed to establish proportional rates of 75 cents to Delta 
and Montrose and 84 cents to Hotchkiss and Ouray, or five cents 
higher than the present proportional rates. The Commission 
said that fourth section violations would result unless the lower 
rates under the modified proposal were applied as maxima at 
intermediate points. 

Refiners outside of the state protested. One refiner, not 
named in the report, with plants at Augusta and Fort Worth, 
Tex,. and Casper, Wyo., maintains distributing stations at Delta, 
Hotchkiss and Montrose. The keenest competition, the protes- 
tants said, came from a refinery at Florence, Colo., a point on 
the Denver & Rio Grande Western. 

The respondent, defending its proposal, said the proposed 
rates would restore the former basis of combinations on Pueblo 
and Walsenburg and end a situation that compelled it to reduce 
its local rates to meet the reductions of other carriers. The re- 
ductione to which it referred were made Dec. 18, 1922, from 
mid-continent points to Pueblo and Walsenburg. The Denver 
road did not participate in those rates, which represented re- 
ductions running around 14 cents. Those reductions reduced 
rates on Denver’s line, The road said it felt obligated to pro- 
tect the refinery at Florence. Therefore it made reductions, 
from Florence, averaging about 4.5 cents. It contended that 
rates from the mid-continent refinery points were too low. In 
some instances, it said, they were Jower than those in effect 
June 24, 1918, the day before the Director General ordered a 
25 per cent increase in all rates. In some instances the rates 
are lower than those in effect July 1, 1922. The increases pro- 
posed by it would bring rates back toward what they were 
prior to December 18, 1922, as for instance, at Delta, from 
Augusta, Tex., there would be a rate of $1.21. July 1, 1922, it 
was $1.26. 

The protesting refiners said it was not proper, in Western 
Classification territory, to apply fifth class and that the present 
through interstate rates were too high. 

The Commission said that while the Denver road proposed 
to cancel proportional commodity rates from Pueblo and Wal- 
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senburg, and local commodity rates from and to other points 
on its lines, it proposed to continue local commodity rates from 
Florence to various points on its line, which were materially 
lower than fifth class. It said it had been clearly shown that 
there was no justification for the proposed increase in the pro- 
portionals to the fifth-class basis, and the increases resulting 
therefrom in the through combinations. The record, however, 
it said, did not afford a proper basis for aligning the rates in 
question. 


REPARATION ON SAND DENIED 


A denial of reparation for lack of proof of damage has been 
made by the Commission in a mimeographed report on No. 
14487, Cleveland Sand & Gravel Co. vs. Director-General, as 
agent, B. & O., on a finding that the applicable line-haul rate 
of 60 cents per net ton on sand from Thornburgh, O., to Cleve- 
land, O., in the period of federal control, was not unreasonable, 
put that it was uuduly prejudicial because of the Director- 
General’s failure to include Thornburgh within the switching 
limits of Cleveland. The complaint was dismissed. 

The report said Thornburgh was a local station on the 
B. & O., approximately 11 miles south of the public square 
of Cleveland; that prior to February 29, 1920, it was one or 
two miles without the limits of the Cleveland switching dis- 
trict; that following negotiations between Complainant and 
Director-General, the switching limits of Cleveland were ex- 
tended on February 29, 1920, so as to include Thornburgh. 
The complainant alleged that the rate charged was ut*eason- 
able and unduly prejudicial to the extent that it exceeded 30 
cents on shipments destined to industries on the B. & O., and 
40 cents on shipments delivered to industries on other lines, or 
the contemporaneous switching rates, or charges, on similar 
movements of sand for comparable distances over one or two 
lines, respectively, within the switching limits of Cleveland. 

Operators of sand pits within the Cleveland district were 
competitors of complainant in the Cleveland market. Com- 
plainant asserted that it lost approximately $2,500 on its carload 
shipments in the period April to December, 1919. In this pe- 
riod the prevailing price of sand was $1.05 per ton at Cleve- 
land, the Commission said, adding that the record did not defi- 
nitely indicate that this price was made by complainant’s com- 
petitors within the switching district, but that it did show that 
sand moved to Cleveland from pits other than complainant’s, 
outside the switching district in 1919 and 1920. 

The Commission said the line-haul rate complained of was 
not unreasonable, but that the maintenance of a switching dis- 
trict at Cleveland, extended in such a manner as to include 
sand pits of complainant’s competitors and at the same time 
exclude complainant’s pit at Thornburgh, afforded shippers 
within the switching district undue preference and advantage 
to the corresponding disadvantage of complainant. It said as 
the evidence would not support an award of reparation as for 
a violation of section 3, the complaint would be dismissed. 


IMPORT FERTILIZER RATES 


The Commission, in Docket No, 14810, Traffic Department, 
Goldsboro, N. C., Chamber of Commerce vs. Atlantic Coast Line 
et al., Opinion 9624, 91 I. C. C., 315-28, defined import traffic 
in fertilizer and fertilizer materials, from Wilmington to points 
in North Carolina, to be taken by the railroads from shipside at 
the port, and that taken from warehouses to be domestic. The 
carriers had been assessing interstate rates on shipments both 
from shipside and from warehouse where there had been no 
change of ownership. 

Interstate rates on fertilizers and materials, from Wilming- 
ton, to points within the state, were found unreasonable and 
unduly prejudicial and a scale was prescribed, as a standard 
to be observed in publishing new rates, not later than November 
10. It found the Atlantic Coast Line, Seaboard, and Norfolk & 
Southern had justified lower rates at common than at inter- 
mediate points. In Fourth Section Order 8945, the Commission 
gave relief to the circuitous routes, limiting the circuity to 
70 per cent in excess of the short line mileage. 

The scale to be used begins with 158 cents for distances 
over 30, but not more than 35 miles, 259 for 100 miles, 338 for 
200 miles, and runs out at 500 miles, with a rate of 552 cents 
per net ton, single lines. Allowances for multiple line hauls 
Tanging from 22 to 34 cents are made. 


UNABSORBED SWITCHING CASE 


_ The failure of the line-haul carriers to absorb all the switch- 
ing charges of their subsidiary, the Toledo Terminal Co., on 
grain, grain products and feed stuffs, at Toledo, between March 
1, 1920, and April 1, 1922, resulted in unreasonable charges, the 
Commission said, in a report on No. 13606, Larrowe Milling 
Co. vs. Ann Arbor et al., mimeographed. The Commission 
awarded reparation in the amount of the unabsorbed charges. 
The complainant alleged the practice of line-haul carriers to re- 
Strict absorption on outbound traffic resulted in the exaction of 
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through charges on grain, grain products and feed, originating 
at points in the states lying generally to the west and south- 
west of Toledo, milled in transit at, and the finished products 
forwarded from Toledo to eastern and southeastern destinations, 
that. were unreasonable and unduly prejudicial to the extent 
they included unabsorbed, switching charges. Reparation only 
was requested. 

Complainant’s competitors, the report said, were located at 
Chicago, Peoria, St. Louis, Indianapolis, Detroit, Cleveland, Cin- 
cinnati, Columbus and Buffalo. All operated under transit rules 
similar to those in effect at Toledo and all competed in the same 
markets, generally speaking. With some exceptions, the report said, 
it was and is the practice of the line-haul carriers in central 
territory, to absorb charges for movements to and from mills 
located on the rails of so-called switching, belt or terminal lines. 
The report said the through charges were the same via the sev- 
eral competing points, also called gateways, and the absorp- 
tion of switching charges, where a switching service was neces- 
sary, resulted in shippers being placed on an equality in respect 
of their through transportation charges. . 

At the time the complainant located its mill on the Toledo 
Terminal, and for several years prior to March 26, 1918, it was 
the custom of the line-haul carriers, with the exception of the 
Pennsylvania, a part of the time, to absorb the total inbound and 
outbound switching charge. Commencing March 26, 1918, coinci- 
dent with an increase in the charges of the Terminal, the line- 
haul carriers absorbed only part of the switching charges, the 
shipper standing the remainder. Thereby the aggregate charges 
via Toledo became greater than via other gateways. April 1, 
1922, the report said, the Terminal’s charges were reduced to a 
point equaling the amounts absorbed by the line-haul carriers 
generally, thereby restoring the parity that had formerly existed. 
That action followed, the Commission said, the filing of a formal 
complaint, by Toledo shipping interests. The report says there 
is no uniformity in the manner in which the line-haul carriers 
take care of absorption, even where the result is the same to 
the shipper. The Wheeling & Lake Erie absorbs all charges 
except $1.50 per car. The shipper pays that. 

The defendants, the Commission said, pointed out that their 
absorptions increased in a larger percentage than the increased 
rates but it said that such a showing fell short of sustaining the 
burden resting upon them of justifying the increased through 
charge; that it did not satisfactorily explain, why, in the repara- 
tion period, the rates through Toledo should have been made in 
a different manner than that observed at that point before and 
since, and with a different result than that which obtained gen- 
erally at competing gateways served by them, hence its findings 
of unreasonableness and award of reparation in amounts equal 
to the unabsorbed charges. 


BOOT INCREASE FORBIDDEN 


The Commission, in a mimeographed report on I. and S. 
No. 2135, Boots and Shoes from Various New York Points to 
Trunk Line and New England Territories, found the proposed 
increased rates on boots and shoes, from Endicott and other 
New York rate points had not been justified. The schedules 
were suspended upon protest of the Endicott Johnson Corpora- 
tion and other shoe makers in the New York rate territory. 
The Shoe and Leather Board of Trade of Baltimore intervened 
in behalf of the railroads and asked that the suspended rates, 
in so far as they applied to points with which Baltimore com- 
peted, namely, Philadelphia, Norfolk and Richmond, be allowed 
to become operative. The intervening board of trade was the 
complainant in No. 15035, Shoe & Leather Board of Trade of 
Baltimore vs. Erie et al., attacking rates on boots and shoes 
from Endicott, Johnson City, Binghamton, Union and Vestal, 
N. Y., as unreasonable and unjustly discriminatory for the rea- 
son that while there were any-quantity rates published from 
the Binghamton, N. Y., district to New York and Philadelphia, 
of 47.5 cents and to Richmond and Norfolk of 66.5 cents, only 
the class rate of 66.5 cents applied to Baltimore. The com- 
plaint was dismissed when the railroads agreed to cancel all 
the commodity rates on boots and shoes from the New York 
factory points, except to New York for export and to West 
End, N. J., for storage. The adjustment proposed was satis- 
factory to the complainant in that case, the intervener in this 
one, so the complaint was dismissed June 9, 1924. 

The carriers, in accordance with that agreement, proposed 
to cancel the commodity rates, except to the points mentioned, 
and allow the class rates to apply. 

The Commission said it could not accede to the proposi- 
tion that it was necessary or proper for the railroads, in at- 
tempting to remove the discrimination about which Baltimore 
complained, to make a readjustment of such far-reaching effect 
and magnitude by material increases in rates to not only the 
points with which Baltimore competed, but to points with which 
it did not compete, as, for instance, New York and Boston. 

It said that that was especially true in a case, in which, 
as this, where the rates proposed for cancellation had been 
in effect for twenty years. Continuing, it said: 


The increases proposed are not only substantial in amount to 


















































































all points, but to Boston they amount to 121 per cent of the present 
rate, and it is shown that they will create discrimination against 
the New York manufacturing points in favor of New England manu- 
facturing points by reason of the lower rates in effect from such 
points in New England to Boston by the Boston & Maine, which 
carrier participates in the present and proposed rates under con- 
sideration to Boston. Had respondents desired to satisfy the Balti- 
more complaint by giving prompt relief, they could have established 
on short notice a commodity rate to Baltimore properly related to 
those which had long been enjoyed by its competitors, Philadelphia, 
Richmond, and Norfolk. They would then have been in a better 
position to come to us for a general increase in their present rates 
to all points. However, we must decline to sanction and do not 
look with favor upon a general increase in rates made under the 
pretext of satisfying a complaint of discrimination against one point 
when such discrimination can be otherwise removed and the general 
increase is of far reaching effect, unless the justification therefore is 
more clear and convincing than in this case. Baltimore appears to 
have been more interested in the removal of the unjust discrimina- 
tion complained of than in the measure of the rates to that point, 
and it acted in good faith with the carriers in having its complaint 
dismissed when the schedules were filed proposing rates which would 
remove the discrimination complained of. This action now appears 
to have been premature. However, under the circumstances, it is 
our opinion that the discrimination complained of should have been, 
and should now be, removed by respondents first establishing com- 
modity rates to Baltimore and then if at a latter date they desire 
to again file schedules asking for a general increase in their boot 
and shoe rates, when the New England lines file their schedules 
proposing the increases hereinbefore referred to, the same could be 
considered on a more comprehensive record than that now before us. 
If this suggestion is not complied with we will entertain another 
complaint on behalf of Baltimore. On this record we must hold 
that respondents have not offered any real justification for the 
adjustment proposed by the schedules under suspension. An order 
will be entered requiring their cancellation. 





INCREASES NOT JUSTIFIED 


The Commission, in a mimeographed report on I. and S. 
No. 2157, has condemned, as not justified, the proposal of the 
southern carriers to increase their proportional rates on canned 
goods, and iron and steel articles, from gulf ports to destinations 
on and north of the Ohio river, applicable on traffic from the 
Pacific coast through the Panama canal, and ordered the sched- 
ules cancelled and discontinued the proceedings. 

In a broad way of speaking the revision was undertaken 
with a view to bringing the proportionals more nearly into cor- 
respondence with the locals, from the gulf ports, which were 
established, July 1, 1923, as a result of the denial of-fourth sec- 
tion relief in the Mississippi valley, in Memphis-Southwestern 
Investigation, 55 I. C. C., 515, and in conformity with the deci- 
sion in Rates to, from and Between Points South of the Ohio, 
64 I. C. C., 306, with the New York-Chicago rates as maxima. 

Objection came largely because there was no proposal to 
increase the proportionals from south Atlantic ports and because 
there were a few import rates, on canned goods from Europe 
and Africa, via gulf ports, that had been put in from those 
ports to overcome the disadvantage in comparison with Atlantic 
ports, of fewer sailings. Protests were made by the New Or- 
leans Joint Traffic Bureau, the Mobile Chamber of Commerce, 
Cincinnati receivers, the Louisville Board of Trade and the 
Kroger Grocery & Baking Company. 


While iron and steel articles were mentioned in the tariffs 
the interest was confined to canned goods because only the last 
mentioned commodities moved. The protestants said the traffic 
was coming from the Pacific coast points and not from New 
York. That caused the Commission to say that the rates favored 
the Pacific coast and had excluded the goods from the east. The 
carriers agreed with that view and said that one of their ob- 
jects was to bring the rates up more nearly to the new locals 
and the New York-Chicago rates, the latter being held as 
maxima. 


The railroad said they had not overlooked the fact that the 
new rates did not apply from the south Atlantic ports and that, 
for the time being, the south Atlantic ports would have an ad- 
vantage. They said they had not been able to check in rates 
from those ports in harmony with the revision from the gulf 
ports. They said they would be willing to put off the effective 
date of the changes proposed until they could revise the rates 
from the south Atlantic ports. They asked for approval of the 
principle of increasing the rates from the gulf ports to the level 
proposed, subject to the contemporaneous establishment of prop- 
erly related rates from the south Atlantic ports. 

Relationships of rates were prominent in the disctssion. 
The Commission said, however, the level was also in question to 
a certain extent because the protestants pointed to the lower 
import rates made to equalize the advantages of the ports hav- 
ing different sailing schedules. 


This relationship of rates on traffic via the canal and the 
southern ports, is a new thing. About two years ago the car- 
riers began making rates from the gulf ports on traffic from 
both the east and the west. They published tariffs in which 
they restated their local rates from gulf ports and then, in an- 
other section, they published the New York-Chicago rates and 
provided for the alternative application of whichever made 
lower, as proportionals. When the local rates were increased, 
the old New York-Chicago rates applied in practically every in- 
stance. It was to restore the proportionals, as nearly as might 
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be to the relationship they had formerly held to the local rates 
that the suspended schedules were filed. ; 

In condemning the proposals as not having been justifieg 
the Commission ignored the request for approval, in principle 
of the scheme of restoring the old relationship, as nearly as 
possible, between the local rates from the ports, and the Ney 


York-Chicago rates, as proportionals if and when they made 
lower than the locals. 


SHREVEPORT BASIS ORDERED 


The Commission, in a mimeographed report on No. 14245, 
Jackson Traffic Bureau vs, Alabama & Vicksburg et al., found 
rates on petroleum and its products, from El Dorado, Ark., to 
Vicksburg, proper, and to Jackson, Miss., unreasonable to the 
extent they exceeded the rates on such commodities from Shreve. 
port, La. The carriers were ordered, not later than October 15, 
to put rates on the Shreveport basis. 


Prior to the hearing the Commission broadened the case by 
including rates from El Dorado to Vicksburg, proper and beyond, 
It did that upon petition of the Alabama & Vicksburg and the 
Vicksburg, Shreveport & Pacific. The formal complaint was that 
the local and proportional rates from El Dorado to Jackson were 
unreasonable, unjustly discriminatory and unduly preferential of 
shippers at Memphis, Natchez, Baton Rouge and New Orleans. 
As broadened upon petition of the carriers mentioned the com. 
plaint was that not only the rates to Jackson but also those 
to Vicksburg were out of line with the standard set by the 
interstate commerce law. The petitioning railroads alleged that 
the failure and refusal of the Rock Island and the Missouri 
Pacific to join in the establishment of proportional rates to Vicks- 
burg no higher than those to other crossings subjected Vicks- 
burg and the routes through Vicksburg, being those of the peti- 
tioning lines, to unjust and unreasonable discrimination and 
undue prejudice. 


All the carriers, the report said, conceded that the rates 
from El Dorado to Jackson should be no higher than those from 
Shreveport. The rate on refined oils from El Dorado to Jack- 
son over the Missouri Pacific and Rock Island route is 30.5 cents 
while on the same kinds of oil from Shreveport the rate is 25 
cents. The Rock Island and the Missouri Pacific, the report 
said, were willing to join with the petitioning roads in making 
joint rates on the Shreveport basis, to Jackson and points on 
the Alabama & Vicksburg, Vicksburg to Meridian, inclusive, for 
local application, but were unwilling to join in the establishment 
of the same proportional rates to Vicksburg as were in effect via 
other crossings. The declination to join in proportionals to 
Vicksburg the same as via other crossings was based on their 
contention that to do so would be to short-haul themselves. The 
Alabama & Vicksburg and the Vicksburg, Shreveport & Pacific 
declined to join with the Rock Island and the Missouri Pacific on 
that basis. The present proportional rates from El Dorado to the 
crossings other than Vicksburg are 12.5 cents on crude, gas and 
fuel oils and 14 cents on refined. Via Vicksburg the proportional 
is 17 cents on all kinds. 

As boiled down by the Commission, the issue was whether 
the Rock Island and Missouri Pacific should be required to 
join in the publication of rates that would short-haul themselves. 
It said the routes of the Rock Island and the Missouri Pacific, 
the originating carriers in the El Dorado district, were ma- 
terially longer than the routes via Vicksburg. But it said the 
traffic was not seasonal or perishable and that the evidence 
did not justify the conclusion that shippers or receivers of oils at 
points on the lines other than the Alabama & Vicksburg were 
unduly inconvenienced by reason of the movement of their ship- 
ments by way of Memphis, Natchez and Baton Rouge. It said 
that it did not appear it would be warranted in requiring the 
originating carriers to short-haul themselves by becoming parties 
to joint proportional rates to Vicksburg. 


REPARATION ON PETROLEUM OILS 


In a mimeographed report on No. 13799, Transcontinental 
Oil Company vs. Missouri, Kansas & Texas Railway Company et 
al., the Commission has awarded reparation on a finding that 
rates on petroleum oils, in tank-car loads, from Hodge, Tex., to 
Boynton, Eram, Delaware and Watova, Okla.; were unreasonable. 


The complainant alleged that the rates charged on 514 tank- 
car loads of petroleum products (wax distillate and naptha) 
shipped between April 1, 1920, and October 28, 1921, from Hodge, 
Tex., a point within the switching district of, and taking the 
same rates as, Fort Worth, Tex., to the destinations involved, 
were unjust and unreasonable, and asked reparation. 


Varying rates were collected on the shipments. The Com- 
mission said certain of the shipments to Boynton were under- 
charged and some of those to Eram and Delaware were over- 
charged. The Commission found that the rates were unreason- 
able to the extent that they exceeded 22.5 cents prior to August 
26, 1920, and 30.5 cents subsequent thereto. It based its finding 
on the standards of reasonableness established in the Western 
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Petroleum Refiners case, 66 I. C. C., 426, and the Empire Re- 
fineries case, 68 I. C. C., 648. 


RATES ON AUTO GEAR FRAMES 


The Commission has dismissed the complaint in No. 13664, 
Chevrolet Motor Company of California vs. Director-General, as 
agent, Rock Island et al. (mimeographed), on a finding that 
rates on automobile gear frames, without attachments, in car- 
loads, from Detroit, Mich., to Oakland, Calif., were not unrea- 
sonable. The complainant alleged that defendants charged the 
third class rate of $2.52, or a commodity rate of $2.15, and 
that these rates were improperly assessed, and resulted in 
charges that were unjust and unreasonable. The shipments 
were received at Oakland in the period May 31, 1917, to March 
91, 1918. The Commission said the complaint was first pre- 
gented informally August 29, 1921, and that in so far as the 
question of unreasonableness was concerned, the claim against 
the Director-General, as agent, was barred, as it was filed more 
than a year after the termination of federal control. Follow- 
ing Chevrolet Motor Co. vs. Director-General, 78 I.°C. C. 297, 
but upon the present record, the Commission found that on 
complainant’s shipments the third class rate was applicable, 
subject to the lower commodity rate and higher minimum as 
maximum, and that the rates attacked were not shown to be 
unreasonable. . 


STATE RATES APPLICABLE 


The Commission in No. 14561, R. E. Givens vs. Director- 
General, mimeographed, has found that the interstate character 
of the shipments of tower and tank material, from the Pitts- 
burgh district, to Shreveport, La., between June 1, and December 
31, 1919, terminated at Shreveport, La., and that the subsequent 
movement to Harmon and Emmett Spur, La. was an in- 
dependent intrastate movement to which the intrastate rates 
applied. 

The complainant alleged that the higher interstate combina- 
tion assessed on the shipments constituted overcharges. The 
complainant bought the material in Kansas City on the basis 
of f. o. b. Shreveport. The seller paid the Pittsburgh district 
rate plus the fabrication charge to Shreveport. A few days 
later Givens shipped the material to Emmett Spur and Harmon. 
He was charged the interstate combination. He claimed that 
the state rate of 20 cents was applicable and that he was 
overcharged 17.5 cents, the interstate rate having been 37.5 
cents. 

The Commission’s report says that when the material was 
bought at Kansas City, neither the buyer nor seller knew where 
the tanks and towers would be erected, there being an oil boom 
on in that part of Louisiana. The Commission agreed with 
him and awarded reparation for the difference between the 
state and interstate rate. 


WITHDRAWAL. JUSTIFIED 


The Commission, in a mimeographed report on I. and S. 
No. 2091, carbide of calcium from Sault Ste Marie, Mich., to 
various southern points, has found justified the proposed with- 
drawal of southern carriers from participation in joint rates on 
carbide of calcium, carloads, from Sault Ste. Marie, Mich., to 
destinations in the southern iron and steel making district. 
The tariffs under suspension were filed by the originating car- 
riers, the Duluth, South Shore & Atlantic and the Soo Line. 
They eliminated southern carriers having circuitous routes, be- 
cause they could not profitably handle the business on the 
rates needed to enable the traffic to move. The Commission has 
vacated its order of suspension and discontinued the proceedings. 


ASBESTOS REFUSE REPARATION 


In a report, on further consideration, in No. 14233, Cutler- 
Hammer Manufacturing Company vs. Director-General, Grand 
Trunk of Canada, et al., mimeographed, the Commission has 
awarded reparation on a shipment of asbestos refuse from 
Thetford Mines, P. Q., to Milwaukee, reversing, to that extent, 
the former report, 88 I. C. C., 600. The former decision was 
made April 2, 1924. On April 7, 1924, in Missouri Portland 
Cement}; Company vs. Director-General, the Commission held 
that a shipper was damaged when he paid the unreasonable 
transportation charges and that it was not necessary to go 
beyond the first step. In the original decision in this case the 
Commission held that inasmuch as the complainant had not 
proved that it bore the charges it was not entitled to reparation. 

Chairman Hall, for reasons set forth in the cement case, 
also dissented in this case. Commissioners Esch, Lewis and 
Cox concurred in his expression. 


WATERMELON RATE CASE 


A finding of unreasonableness, an award of reparation and 
an order to establish a new rate not later than September 18, 
have been made in No. 14930, W. M. Fain Grocery Company vs. 
Louisville & Nashville et al., mimeographed, as to a rate on 
watermelons, carloads, from Atlanta, Ga., to Murphy, N. C. The 
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complaint alleged the rate, since May 8, 1921, had been unjust, 
unreasonable unduly prejudicial and preferential; and in viola- 
tion of the fourth section. 

Prior to July 1, 1922, the rate from Atlanta over the L. & N. 
was the sixth class of 47 cents. Then it became 42.5 cents. 
Until July 1, 1922, the Southern maintained a rate of 19 cents 
to Murphy. It was reduced to 17 cents on the day mentioned. 
Thereafter, following an application by the complainant to the 
L. & N. for a rate as low as that over the Southern, the two 
railroads established a rate of 33.5 cents, effective April 14, 1923. 
That rate was attacked. The Commission found that rate via 
the L. & N. unreasonable to the extent it exceeded or may ex- 
ceed 21 cents and awarded reparation. The order requires the 
establishment of the 21l-cent rate on a 24000 pound minimum 
not later than September 18. The rate over the Southern was 
found violative of neither the first nor second section. The 
Southern’s line is nearly three times as long as the short line 
distance. 





OIL INCREASES FORBIDDEN 


The Commission, in a mimeographed report on I. and S. 
No. 2111, petroleum from southwestern states to Mobile & 
Ohio stations in IDlinois, said the carrier had not justified 
its proposal to put stations on its line in southern Illinois on 
the Chicago basis of 36 cents, from oil refining points in Mis- 
souri, Kansas and Oklahoma. The stations lie between East 
St. Louis and Cairo. Empire Refineries, Inc., a .Tulsa refiner, 
caused the schedules to be suspended. The proposed rates 
would be increases at East Carondelet, Ill., and Cairo, from 
33 and 33.5 cents, respectively, and reductions at intermediate 
points, such as Murphysboro, Ill., from 47 to 36 cents. 

The protestant did not object to the proposed reductions, 
but opposed grant of fourth section relief. The Mobile & Ohio 
was not represented at the hearing. It wrote a letter saying 
that it joined in rates to Murphysboro, Sparta and Percy, IIl., 
made to meet those of another carrier. It said it was willing 
to cancel the proposed rates to East Carondelet and Cairo. 
The Commission said the rates to Cairo and East Carondelet 
had not been justified, but that there was no reason why rates 
to the other points should not be permitted to become effective. 
It said that fourth section relief was not justified. It said 
the condemnation was without prejudice to the filing of rates 
to Cairo not in violation of the fourth section. 


THIRD AND LAST REPORT 


A third and what looks like a last report has been made 
in No. 12144, Midland Coal Company et al. vs. Midland Valley 
et al., mimeographed, the Commission finding what would be 
the reasonable components of the combination rates on coal, 
from Williams, Okla., to Kansas City, awarding reparation and 
finding that the defendants were not liable for damages re- 
sulting from the unreasonableness in the component of the 
Missouri, Oklahoma & Gulf. The first report was in 66 I. C. C. 
588, in which the rates imposed on shipments made in Decem- 
ber, 1916, and November, 1917, were condemned as unreason- 
able. In the second report, 80 I. C. C. 267, the aggregate 
amount of reparation found due was apportioned among the 
carriers, the award running against the Midland Valley and 
the St. Louis-San Francisco. 

In this report the Commission said the M. O. & G. was 
not a party and that no order could be entered against it for 
the part of the damage due to the unreasonableness of its 
component. The other roads were held liable in the sums men- 
tioned in the report, the total being about $180. 


ADDING MACHINE RATINGS 


A rating not exceeding one and a quarter times first class, 
L. C. L., is to be established in Western Classification terri- 
tory on adding machines in boxes, not later than October 6, on 
not less than five days, the Commission having so ordered in 
connection with its finding of unreasonableness for the future, 
in a mimeographed report on No. 13583, Burroughs Adding 
Machine Co. et al. vs. Michigan Central et al. The present 
rating is double first class. The complaint was that the car- 
load ratings in all territories and the less-than-carload in West- 
ern were unreasonable to the extent the less-than-carload in 
Western exceeded first class and the carload in all territories, 
third class. The Commission said the rates and ratings in 
carloads were not and are not unreasonable. 


ICE IN REFRIGERATORS 

An order of dismissal has been entered in No. 15090, Hol- 
combe & Sons vs. Central Railroad of New Jersey et al., mimeo- 
graphed, the Commission finding the rate on ice, in refrigerators 
owned and furnished by the complainant, from Tobyhanna, Pa., 
to Trenton, N. J., on and after May 18, 1923, not unreasonable. 
The Commission said the railroad realized less revenue from 
the ice transported in the refrigerators of the complainant than 
when the commodity was transported in box cars or refrigera- 
tors furnished by the railroad company. The complainant con- 
































































tended it should have lower rates, although, the Commission 
said, it received the ordinary mileage allowance given to own- 


ers of refrigerators when they were loaded with the freight of 
the owner. 


PICKLED FISH CASE DISMISSED 


The Commission has dismissed No. 14248, M. Bortz *Com- 
pany et al. vs. Ann Arbor et al., mimeographed, finding the rates 
on pickled fish, salted fish and pickled herring, from Seattle 
and other Puget Sound ports to transcontinental groups A, B, 
C and D, not unreasonable. The report said the record showed 
only shipments of pickled herring to Detroit, Chicago, Cleve- 
land, New York and Philadelphia. Seventy-seven carloads went 
to Chicago, in ordinary box cars, at a rate of $1,085. The alle- 
gation was the rates were unreasonable to the extent they 
exceeded the subsequently established rates. The Commission 


said it was not convinced by the record that the rates were 
unreasonable. 


COTTON CANCELATION UNJUSTIFIED 


In a mimeographed report on I. and S. No. 2045, Cotton and 
Cotton Linters, Southwest, via Rail and Water to Eastern Points, 
the Commission said the proposed cancelation, by the Inter- 
national-Great Northern Railroad Company, of rates on cotton 
and cotton linters, from the southwest, rail-and-water, via 
New Orleans, had not been justified. The suspended schedules 
were ordered cancelled and the proceedings discontinued. 

The Commission said that all the proceedings discontinued 
showed in justification of its proposal was that it served the 
Texas ports more directly than it served New Orleans; that 
there was an additional rail haul beyond its lines on cotton 
moving through New Orleans and that it desired to retail all, 
or the larger part, of ‘the revenues accruing out of joint rates 
for the rail hauls from the points of origin to the ports. Such 
a showing, the Commission said, did not justify the increased 
rates that would result from the proposed action. 


PULP WOOD REPARATION 

A finding of unreasonableness and an award of reparation 
have been made in No. 14910, Inland Empire Paper Company vs. 
Chicago, Milwaukee & St. Paul et al., mimeographed, as to 
rates and charges on pulp wood, from points in Idaho to Mil- 
wood, Wash., between December 7, 1920, and February 7, 1921. 
The Commission found the rates unreasonable to the extent 
that the factor to Spokane exceeded, by more than $4 per 
car the corresponding factor subsequently established under 





REPARATION ON COAL 


Examiner T. John Butler, in No. 15430, Ford Roofing Prod- 
ucts Co. vs. Director-General, Chicago & North Western et al., 
said the Commission should find unreasonable rates on screen- 
ings coal, from Cantrall, Springfield and Pana, IIll., to Lyons, 
within the corporate limits of Clinton, Ia., to the extent they 
exceeded the rate to Clinton, and award reparation. The 
shipments were made between January 2, 1918, and January 3, 
1920. The coal was billed to Clinton, but the agent of the North 
Western, without request from the shipper, changed the billing 
to Lyons, he knowing the complainant’s plant was at Lyons, 
made a part of Clinton in 1895. The North Western, after 1895, 
however, continued Lyons as a separate station, although, the 
examiner said, the rates to and from the two places, generally, 
were the same. 

The examiner said that inasmuch as the coal was billed to 


Clinton and the destination changed by the agent, without re-. 


quest from the shipper, the Clinton rates were the only appli- 
cable ones. He gaid that had Lyons been named in the bills 
of lading the rates would have been unreasonable to the extent 
they exceeded those to Clinton, citing United States Coal & 
Coke Co. vs. Director General, docket No. 13690, 91 I. C. C. 6, 
as authority for that declaration. 

Butler surmised that the difference in the rates arose from 
the misplacement of a decimal point in 1918 when the rates 
were changed, soon after a revision was made in 1917, in con- 
formity with General Order No. 28. 


RATES ON CULLET 


Dismissal of the complaint in No. 15560, The Marion Glass 
Dash Company vs. Pennsylvania et al., has been recommended 
by Examiner W. M. Cheseldine on a proposed finding that sixth- 
class rates on cullet (broken glass), in carloads, to Marion, 
Ind., from Washington, Pa., and other central freight associa- 
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its order in Wood Rates Between North Pacific Coast Points, 
61 I. C. C. 159, and awarded reparation to that basis. 


HUDSON MULE REPARATION 


In a mimeographed report on No. 12233, Hudson Mule Com. 
pany et al. vs. Director-General, Atchison, Topeka & Santa Fe 
et al., the Commission held unreasonable, rates on horses and 
mules, from points north of the Ohio and west of the Mis. 
sissippi, to Atlanta, Birmingham and Montgomery, to the ex. 
tent they exceeded the aggregate of intermediates. No eyi- 
dence of undue prejudice was introduced, the Commission said, 
The complaints covered shipments on and after June 25, 1918. 
The Commission followed the decision in the earlier Hudson 
Mule case, 63 I. C. C. 6, which was affirmed in 74 1. C. C. 419, 

Commissioner Eastman, in a concurring report, said the 
Commission should unhesitatingly condemn as unjust every 
through rate exceeding the aggregate of intermediates and 
award reparation to every shipper who had been charged such 
a rate, as the most efficient method for the speedy elimination 
of such “wholly illogical and unjustifiable rate adjustments.” 
Commissioner Campbell concurred in that expression. 

Chairman Hall dissented in part, and Commissioners Lewis 
and Cox concurred in his expression. Commissioner Potter 
dissented, contenting himself with mere notice of his inability 
to go along with the majority. 


REPARATION ON MATCHES 


The Commission, in No. 14599, Diamond Match Company 
vs. Director-General, New York Central et al., and 14600, Same 
vs. Director-General et al., found the rates charged on matches, 
carloads, from Oswego, N. Y., to Philadelphia, were inapplicable 
and awarded reparation. It found the rates charged on matches 
from Oswego to Charleston, S. C., Brunswick, Ga., and Jack- 
sonville, Fla., unreasonable and awarded reparation. 

The complaints alleged the rates to all the points men. 
tioned, between August 16, 1917, and May 11, 1920, were un- 
reasonable, unduly prejudicial and in violation of the aggre- 
gates of intermediate part of the fourth section. The prayer 
was for reasonable rates for the future and reparation. The 
commodity rates to Baltimore were the basis to which repara- 
tion on the shipments to Philadelphia was sought. 

The Commission found that under the tariffs the com- 
modity rates to Baltimore were the ones that should have 
been applied to Philadelphia. As to Charleston, Brunswick and 
Jacksonville, it found the rates were unreasonable to the extent 
they exceeded the combination based on New York and the 
Clyde Line to the ports and awarded reparation to that basis. 


tion points, be found not unjust, unreasonable or unduly preju- 
dicial. The complainant asked for rates not in excess of 75 per 
cent of the contemporaneous sixth-class rates and reparation. 

The examiner said the complaint was similar to that before 
the Commission in Wright & Wimmer vs. B. & O., 81 I. C. C. 
685, decided July 20, 1923, which was brought by a predecessor 
of complainant, asking commodity rates for the future on cul- 
let from central territory and trunk line points to Marion, 
reflecting 55 per cent of the contemporaneous sixth-class rates. 
Violation of section 1 of the act only was alleged in that case, 
the examiner said, and the Commission found the applicable 
sixth-class rates to Marion from New York and Brooklyn, N. Y., 
Newark, O., Ottawa, IIll., and other points, not unjust or unrea; 
sonable. The examiner said the present record showed no 
material change in the situation since that case was heard. He 
said no violation of sections 2 and 3 of the act was shown. The 
complainant’s contention was that cullet was a very low-grade 
heavy-loading commodity and entitled to rates lower than 
sixth-class. Defendants contended that cullet moved freely on 
the sixth-class rates and that there was no justification for a 
lower basis generally and that there was not sufficient move- 
ment to Marion to justify a special exception to the general 
basis. 


The examiner recommended that the Commission follows 
its finding in the previous case. 


STATE CEMENT RATES CASE 


Application of rates on cement, made in accordance with 
the scale prescribed in Western Cement Rates, 48 I. C. C. 201, 
and 52 I. C. C. 225, for hauls within Kansas and Missouri, and 
from Dewey, Okla., has been recommended by Examiner Leo 
J. Flynn, in a report on I. and S. No. 1996, cement from the 
Kansas City, Mo., district to St. Joseph, Mo., and related points, 
and in No. 15546, Iola Cement Mills Traffic Association et al. 
vs. Atchison, Topeka & Santa Fe. This case may be considered 
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as a companion case to No. 14801 and No. 14911, a report in 
which has also been written by Examiner Flynn. 

In the schedules suspended in this case, the carriers pro- 
posed to reduce rates on cement, from Kansas City and Sugar 
Creek, Mo., and Bonner Springs, Kan., to St. Joseph, Mo., and 
Atchison and Leavenworth and intermediate points. They were 
suspended upon protest of the lola Cement Mills Traffic Asso- 
jation. 
= That association, complainant in the formal docket case, 
alleged the rates from the Iola district of Kansas and Oklahoma 
to destinations in Kansas and Missouri were unjust, unreason- 
able, unduly prejudicial, and unduly preferential of competing 
manufacturers of cement at St. Louis, Prospect Hill, Conti- 
nental, Hannibal, Ilasco and Sugar Creek, Mo., Bonner Springs 
and Sunflower, Kan.; Mason City, Gilmore City and Des Moines, 
Ja.; and that the rates from the Iola district to destinations in 
Kansas between Topeka and St. Joseph on the Rock Island 
were higher than the rates from the same points to St. Joseph, 
in violation of the fourth section. 

Missouri and Kansas authorities were notified. The Kan- 
sas commission held a hearing jointly with Examiner Flynn, in 
a case on its docket in which the intrastate rates from the Kan- 
sas gas belt to Atchison and Leavenworth were assailed. 

The railroads said the reductions were proposed to meet 
a state rate of 7 cents from Sugar Creek and Kansas City to 
St. Joseph via the Santa Fe, and over the Santa Fe and Bur- 
lington, as a joint rate. The examiner’s recommendations are 
as follows: 


The Commission should find that the circumstances and condi- 
tions surrounding the transportation of cement interstate and intra- 
state within Kansas and from Kansas City ad Sugar Creek to St. 
Joseph within Missouri and from points in the Kansas gas belt, in- 
cluding Dewey to St. Joseph and intermediate points and from Kan- 
sas City, Sugar Creek and Bonner Springs, to St. Joseph, Atchison 
and Leavenworth and intermediate points in Kansas and Missouri, 
are substantially similar. : 

The Commission should further find that the reductions proposed 
in the suspended schedules have not been justified, and should re- 
quire their cancellation. ' 

The Commission should further find that the rates on cement, in 
carloads, from points in the Kansas gas belt, including Dewey Okla., 
to St. Joseph, Atchison and Leavenworth and related points are, and 
for the future will be, unreasonable and unduly prejudicial to said 
Kansas gas belt points and Dewey over interstate routes and to 
shippers therefrom, and unduly preferential of Kansas City and 
Sugar Creek over intrastate routes to St. Joseph and to shippers 
therefrom, and of instrastate traffic in Missouri between said points, 
to the extent that the rates from points in the Kansas gas belt, in- 
cluding Dewey, exceed or may exxceed the rates contemporaneously 
maintained for like distances from Kansas City and Sugar Creek 
and upon intrastate traffic from Kansas City and Sugar Creek to 
St. Joseph and intermediate points in Missouri; and that any greater 
disparity in the rates from points in the Kansas gas belt including 
Dewey.on the one hand, and Kansas City and Sugar Creek over in- 
trastate routes on the other hand, results and would result in unjust 
discrimination against interstate commerce from points in the Kan- 
sas gas belt, including Dewey. These findings should be without 
prejudice as to the conclusions relating to the propriety of the group- 
ing of Kansas gas belt points that may hereafter be reached in Nos. 
14801 and 14911. 

The Commission should order the removal of the undue preju- 
dice found by requiring the observance of the cement scale rates 
prescribed in the Western Cement case from all points of origin to 
the destinations involved constructed on the basis there prescribed. 
The Western Cement case has been reopened and further hearing 
therein has been had for the purpose of revising the fourth section 
orders entered therein, so that they may be made to conform to the 
provisions of fourth section of the interstate commerce act, as 
amended, and the matter is now pending before the Commission. 
The defendants should be required to observe the provisions of the 
fourth section orders entered or that may be entered in the Western 
Cement case. 


RATE RELATIONSHIP CASE 


In a proposed report on No. 13897, St. Louis Chamber of 
Commerce vs. Alabama & Vicksburg et al., Examiner Bronson 
Jewell said the Commission should find rates in effect now, on 
iron and steel articles, from St. Louis to points in the six Mis- 
sissippi Valley groups were not unreasonable, but to result in 
undue prejudice to St. Louis and undue preference of Louisville 
and other points in C. F. A. and Southern territories. 

A further finding, he said, should be that rates on sewer 
pipe, from St. Louis to points in the valley, were not unreason- 
able but unduly prejudicial to St. Louis and unduly preferential 
of Cannelton, Ind., Chattanooga, Tenn., and Birmingham, Ala. 
He also said fourth section relief should be denied. : 

The complainant alleged that the class and commodity rates 
on iron and steel articles and sewer pipe, from the St. Louis- 
East St. Louis district to points in the Mississippi Valley ter- 
ritory were and are, unjust, unreasonable and unduly prejudicial 
and, in some instances, in violation of the long-and-short-haul 
part of the fourth section. Nearly a score of associations and 
corporations intervened in the case, the territory covered by the 
interveners extending from New Orleans on the south to Chi- 
cago on the north. 

At the conclusion of the hearing, Jewell said it was agreed 
that, the Commission being willing, the evidence in this case, as 
to class rates, should be considered in connection with No. 
13494, the Southern Class Rate Investigation. The Commission 
has agreed to do that, so Jewell’s report covers only the com- 
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modity rate phase of the subject. He said that much of the 
disadvantage to St. Louis had been removed by the revision of 
rates on iron and steel articles and sewer pipe, resulting from 
the Commission’s decision withdrawing fourth section relief from 
the carriers, in Rates, to, From and Between Points South of the 
Ohio River, 64 I. C. C. 306, commonly known as I. and S. 1303. 
That revision, notwithstanding the objections of many of the 
— communities, were allowed to become operative July 1, 

There are six groups in the Mississippi Valley under the 
adjustment St. Louis assailed as disadvantageous to it. The 
rates that went into effect July 1, 1923, retained the groups. 

The maladjustment in the rates prior to July 1, 1923, was 
attributed, by the complainant, to three causes, namely, the 
grouping of St. Louis with Louisville, thereby increasing the 
mileage from St. Louis; the tse of first class relationships as 
the basis for adjusting the rates on iron and steel from St. 
Louis and the more distant points; and, finally, the application 
of a greater percentage increase under Ex Parte 74 from St. 
Louis than from points of origin in the southeast. Jewell said 
the first two causes for the maladjustment, as well as the forma- 
tion of the six destination groups in the valley, were approved 
in I. and S. No. 1303. He said the attack upon the reasonable- 
ness of the rates was based upon the relationship the St. Louis 
rates bore to the rates from Louisville and other competing 
points, rather than upon the unreasonableness per se of the rates. 
The rates, notwithstanding distance differences in favor of St. 
Louis, ranging from 43 to 67 miles in comparison with Louis- 
ville, are the same. 

On the other hand, rates from St. Louis to the southeast, 
he said, were made arbitraries over Louisville. Inasmuch as 
rates from Cincinnati and other C. F. A. points were made arbi- 
traries over Louisville, the additions were small, Cincinnati 
paying only 3 cents more than St. Louis to Memphis, for an 
addition of 182 miles in the distance. Chicago’s differential over 
St. Louis to five of the six groups was 5.5 cents for an added 
haul of 219 miles. 

The carriers said such criticisms were simply the examples 
of inequalities that could be found in group adjustments. 

The carriers, while the hearing was going on, made a pro- 
posal for disposition of the sewer pipe situation which, if the 
Commission adopts the Jewell report, will become the basis of 
the adjustment for the future. In conclusion the examiner said: 


The Commission should find that the present rates on iron and 
steel articles, carloads, from St. Louis, Mo., to points in the Missis- 
sippi valley are not unreasonable but that the grouping of St. Louis 
with Louisville results in undue prejudice to shippers at St. Louis 
and in undue preference of shippers from Louisville and the other 
points named in the complaint in southern and C. F. A. territories 
in that it fails to accord to St. Louis the level of rates to which its 
location entitles it. This record is insufficient to determine the exact 
differentials that the rates from St, Louis should bear to the rates 
from the points herein found preferred, but defendants should 
promptly submit proposals to afford the necessary relief. 

The Commission should further find that the rates assailed on 
sewer pipe, carloads, from St. Louis, Mo., to points in the Mississippi 
valley are not unreasonable but are, and will be, unduly prejudicial 
to shippers at St. Louis and unduly preferential of shippers from 
Cannelton, Chattanooga and Birmingham to the extent; first, that 
they exceed the differences that will result under the revised rates 
proposed herein by defendants for application from points in the 
southeast; and, second, to the extent that the grouping of St. Louis 
with Cannelton and Louisville deprives shippers from St. Louis of 
the advantage in rates to which its location entitles it. Defendants 
should move promptly to revise their schedules to conform with these 
findings. 

The findings herein of undue prejudice apply only to those in- 
stances in which defendants are responsible for the undue prejudice 
found to exist. They should call the attention of the Commission 
to any situation over which they have no control. No order for the 
future should be issued until sufficient time has been afforded de- 
fendants to comply with the proposed findings. Relief from the pro- 
visions of the fourth section should he denied. 


MORE WESTERN CEMENT RATES 


A further adjustment of western cement rates has been rec- 
ommended by Examiner Leo J. Flynn in a report on No. 14801, 
Missouri Portland Cement Company vs. Atchison, Topeka & 
Santa Fe et al., and No. 14911, Lehigh Portland Cement Company 
vs. A. T. & 8. F. et al. The most important question presented 
by the complaints, the examiner said, was the propriety of 
grouping the mills in the Kansas gas belt, a group 107 miles long. 
The complainants, he said, were in agreement on that point so 
he referred to the testimony of each in a collective sense. In 
referring to either complainant, specifically, he did so by men- 
tioning the name of the mill point rather than the name of the 
complainant. Therefore when he spoke Iola he meant the Lehigh 
and when he spoke of Sugar Creek he meant the other com- 
plainant. ’ 

In substance the complaints were that failure to apply the 
scale rates prescribed by the Commission in Western Cement 
Rates, 48 I. C. C., 201, and the supplemental reports thereon, re- 
sulted in rates from their mill points which were unreasonable, 
unjustly discriminatory and unduly prejudicial, Iola, Kans., be- 
ing one of the two points of origin and Sugar Creek, Mo., the 
other. ‘i 

Flynn said that substantial justice required that the scale 
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rates prescribed by the Commission as reasonable maxima, 
should be applied from each mill point in the gas belt based upon 
the respective mileages from each mill. He further said that 
rates in Kansas, both state and interstate should be the same, 
because transportation conditions were substantially similar. 

The federal examiner and the Kansas Public Utilities Com- 
mission held a joint hearing on the two cases involved in this 
report and on three cases before the Kansas body in which some 
of the questions in the federal cases were also raised. . 

A difference of one cent per barrel, the examiner said, was 
large enough to influence a sale of cement. A difference of 
one cent per 100 pounds in freight rates, he said, meant a dif- 
ference of four cents in the price of a barrel of cement. Dif- 
ferences of half a cent to three cents were cited by the com- 
plaining mills, to their disadvantage arising from the fact that 
group rates instead of rates based on mileages, were in effect. 
Kansas City, the complainants pointed out, was only 108 miles 
from Iola over the direct short line and only 101 miles using 
the short three-line distance. The average mileage, however, 
from the group, was 134, although the average mileages from 
the mills in the group, by three-line computations, varied from 
87, from Mildred, Kan., to 194, from Dewey, Okla. Kansas City, 
naturally, is the big market for the gas belt mills. 

Complainants contended, the examiner said, that it was 
illogical to make the group an exception to the application of 
scale rates, when the group was 107 miles long, particularly 
when the average distance, calculated from all the mill points, 
was 134 miles. They said that making the group an exception 
resulted in undue prejudice to some mills and undue preference 
of others. Iola said its complaint was not directed against 
the rates from other, points, but against the relatively higher 
basis from that point than would be rates based upon its mile- 
age. 

Not much evidence, Flynn said, was offered by the rail- 
roads. The burden of defending the adjustment, he said, was 
assumed by the Iola Cement Mills Traffic Association and its 
individual members with mills at various points. The associa- 
tion and individual companies intervened in the case. The 
Santa Fe witness, he said, testified that he could not tell 
whether the discontinuance of the grouping would have any 
real effect on the revenue of the railroads, but he expressed 
the opinion that it was unfair to the carriers to use the dis- 
tance from one of the points in the group, Chanute, as repre- 
sentative of the distance from all points in the group. The 
M-K-T put forth its position in a letter which was read into 
the record. The official who prepared the letter expressed the 
opinion that the best interest of the carriers and of the ship- 
pers would be served by a continuance of the group. The St. 
Louis-San Francisco and the Missouri Pacific, the other car- 
riers interested, the examiner said, offered no evidence. 

The examiner referred to the prior decisions in this case 
and to decisions in cases in which the Commission passed 
on the question of maintaining groups, especially the Shreve- 
port, Monroe and Alexandria, La., group, and then said: 


A consideration of all the evidence of record leads to the conclusion 

that substantial justice does require that the scale rates, prescribed 
by the commission as reasonable maximum rates, should be applied 
from each mill in the gas belt based upon the respective mileages 
from each mill. 
.,, Lhe Commission should find that the circumstances and con- 
ditions surrounding the transportation of cement interstate and 
intrastate within Kansas, and from the gas belt and Sugar Creek 
to points in Kansas are substantially similar. The commission should 
further find that the rates on cement, in carloads, from Sugar Creek 
to points in Kansas are unduly prejudicial to Sugar Creek and un- 
duly preferential of the gas belt and of intrastate traffic to the 
extent that the rates from Sugar Creek exceed or may exceed 
the corresponding rates contemporaneously maintained for like dis- 
tances from the gas belt to said destinations; and that any greater 
disparity in the rates from the Sugar Creek on the one hand, and 
from the gas belt over intrastate routes, on the other hand, results, 
and would result, in unjust discrimination against interstate com- 
merce from Sugar Creek. 
: The Commission should further find that the rates on cement, 
in carloads, from Iola to destinations in western trunk line terri- 
tory are and for the future will be unreasonable and unduly preju- 
dicial to the extent that they exceed or may exceed the scale rates 
based on the distances from Iola, and that they are and for the 
feature will be unduly preferential of Mildred, Fredonia, Chanute, 
Independence, Humboldt, Dewey, Sugar Creek and Bonner Springs 
to the extent that the rates from said points of origin are lower 
than scael rates based on the respective distances from each of said 
points of origin. In view of the issues in Nos. 15117 and 15138 the 
rates from Sugar Creek and Bonner Springs to the Kansas City dis- 
trict should be excepted from this finding. 


With reference to Sugar Creek’s complainant that the rate 
from that point to Dewey is in excess of the rate between those 
points in the reverse direction, defendants stated that this sit- 
uation was brought about because Oklahoma was not within the 
destination territory including in the Western Cement case, al- 
though Dewey was one of the points of origin in that case. In 
Iola Cement Mills Traffic Association vs. A. W. Ry. Co. 87 I Cc. C. 
451, Scale III rates were prescribed for application in the eastern 
portion of Oklahoma and Scale IV rates in the western part of 
that state, and defendants announced that when the rates from 
Sugar Creek to Oklahoma are readjusted to conform to the decision 
in that case the rate from Dewey to Kansas City would be observed 
as the maximum for the rate southbound from Sugar Creek to Dewey 
and points directly intermediate. The defendants admitted that 
ordinarily transportation from Sugar Creek, to Dewey is not more 
costly than in the reverse direction. Sugar Creek is particularly con- 
cerned with the rates to the intermediate points as there is no 
movement of cement from Sugar Creek to Dewey. 
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The Commission should find that the rate from Sugar Creek 
to Dewey is, and for the future will be unreasonable and_ unduly 
prejudicial to the extent that it exceeds or may exceed the rate 
from Dewey to Sugar Creek. 

Sugar Creek complains of the rate of 11 cents from that point 
tot Forty-first and State Line Streets, which will hereinafter be 
referred to as Forty-first Street, a point of delivery on the Mis- 
souri & Kansas, an electric line, in that part of Kansas City known 
as Rosedale. Team track delivery is desirable at Forty-first Street, 
The Missouri & Kansas extends from Olathe to Forty-first Street 
and connects with the Frisco at Olathe and Lenexa, Mo. Rosedale 
on the Missouri & Kansas, is not shown as part of the Kansas City 
switching district but is named in the Frisco’s switching tariff, 
There is no connection between the Missouri & Kansas and any 
steam road at Rosedale or in Kansas City. The rate from the gas 
belt to Forty-first Street is 11 cents, which is also the rate from 
Sugar Creek to that point. Sugar Creek points out that the Com- 
mission approved a rate of 4.5 cents from Sugar Creek to points 
in the Kansas City switching district in Lehigh Portland Cement 
Co. vs. Director-General, 77 I. C. C. 146. 

Traffic from Sugar Creek to Forty-first Street is routed over 
the Santa Fe to Olathe, and thence Frisco to Lenexa at which point 
it is delivered to the Missouri & Kansas. The distance over this 
route, which is the rate making route as well as the operating route, 
is 63 miles. The haul is within Scale III territory and the Scale III 
rate for that distance is 10.5 cents, which is .5 cents less than the 
present rate. Sugar Creek points out that the rate from Dewey 
to Forty-first Street for a haul slightly less than 194 miles is 11 
cents. Also that the scale rates which apply from Hannibal and 
St. Louis to Kansas City cover deliveries by the Missouri & Kansas 
at Forty-first Street. The routing of traffic from Hannibal and St. 
Louis to Forty-first Street is through Kansas City and Lenexa. 

The Commission should find that the rate on cement, in car- 
loads, from Sugar Creek to Forty-first Street is and for the future 
will be unreasonable and unduly prejudicial to the extent that it 
exceeds or may exceed the scale rate for the distance from and to 
those points. The defendants participating in the traffic should be 
required to establish a joint rate accordingly. 


DEMURRAGE CHARGES UNLAWFUL 


A finding of unlawfulness and an award of reparation have 
been recommended by Examiner J. O. Cassidy, in No. 15350, 
American Lumber & Export Company vs. Alabama, Tennessee 
& Northern et al., as to the demurrage charges on a car of 
yellow pine, shipped from Millry, Ala., to Oneonta, N. Y., and 
reconsigned to Carmen, N. Y., in May and June, 1922. 

The car was started forward May 27, routed “Sou.-Erie- 
Birmingham and D. & H.” The agent of the Southern, instead 
of starting the car for Cincinnati where it would have been pos- 
sible to use the Erie as an intermediate carrier, started it for 
Potomac Yards. The Delaware & Hudson made the delivery 
as the routing instruction said it should, but the Erie got no 
intermediate haul. The car arrived at Oneonta June 10. It was 
resonsignment June 27, on order from the complainant, direct 
to the Delaware & Hudson, after three days of argument, by 
wire, as to the applicable through rate. The defendant, the 
examiner said, was willing to refund the demurrage assessed 
for the time used in the discussion period. 

It was the contention of the complainant, the examiner 
said, that, had the car moved, as routed, it would not have 
reached Oneonta before the day on which reconsignment orders 
were given by it to the Southern, namely, June 14, and the re- 
consignment charge would have been only $3. It said that 
at the time the car moved, there was great congestion at Cin- 
cinnati and the car could not have arrived at Oneonta before 
June 14. The examiner said the contention as to when the car 
would have arrived at Oneonta were purely problematical, as 
it would have been possible, even with congested traffic, for this 
car to have gone through without delay. He said the fact that 
the order to reconsign was not given to the initial carrier until 
19 days after the shipment was made would indicate that the 
complainant was not entitled to recover anything from the 
reconsignment charge assessed, $7. 

Cassidy, however, pointed to the tariff rule making it the 
duty of carriers. to forward reconsignment or diversion order: 
when cars had passed out of their control, to connecting lines, 
until the orders overtook the cars. He noted that the Southern 
received the reconsignment order June 14, the Delaware & Hudson 
said it never received any instructions from its connections, and 
that it was only from the complainant that it ever heard any- 
thing about reconsignment. Clearly, he said, it was the duty 
of the Southern to forward the reconsigning instructions to the 
carrier to which it had given the car at Potomac Yards and 
that that carrier, in turn, should have forwarded the order to 
the next connecting carrier, and so on until the receiving carrier 
at destination was notified. He said that had the instructions 
been forwarded by telegraph it would not be unreasonable to 
suppose that the Delaware & Hudson would have received them 
some time on June 15, and that reconsignment could have been 
made as of that date. 

He said the Commission should find that demurrage charges 
were unlawful, from June 15 to June 2 , and that $44 should be 
returned to the complainant. , 


RATES.ON BRIDGE IRON 


On a proposed finding that the rate on bridge iron, in car- 
loads, from South Chicago, Ill., and Gary, Ind., to Appleby, Kruth 
and Strawn, Tex., was not unreasonable or otherwise unlawful, 
Examiner R. L. Shanafelt has recommended dismissal of the 
complaint in No. 15178, Illinois Steel Bridge Company vs. Chi- 
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cago, Burlington & Quincy et al. 
sub-number, Same vs. Same. 

The complainant alleges that the through charge of $1.155 
per 100 pounds on 5 carloads of bridge iron shipped between 
September 1 and December 6, 1921, from and to the points in- 
volved, was unreasonable and in violation of the fourth section 
in that it exceeded the aggregate of the rates contemporaneously 
in effect to and beyond Shreveport, La. Reparation was asked. 

The examiner said Appleby and Kurth were on the Houston, 
East & West Texas 83.4 and 104.4 miles, respectively, southwest 
of Shreveport, and that Strawn was on the Texas & Pacific 
302.7 miles west of Shreveport. Charges on the shipments were 
collected at the joint commodity rates of $1.135 applicable from 
Chicago territory to Texas common points, made differentially 
12 cents over the base rate of $1.015 from St. Louis, plus a 
charge of 2 cents for fabrication in transit at Jacksonville, IIl., 
where the complainant manufactures and fabricates bridge and 
structural iron and steel, or a through charge of $1.155. The 
examiner did not sustain the complainant’s contention that the 
rate was unresonable because it exceeded the sum of the 
separately established rates to and beyond Shreveport. 


The report also includes a 


RATES ON STEEL GRINDING BALLS 

Dismissal of the complaint in No. 15521, Oklahoma Portland 
Cement Company vs. Santa Fe et al., has been recommended by 
Examiner Alfred S. Knowlton on a proposed finding that rates 
on steel grinding balls from Chrome, N. J., to Ada, Okla., were 
not unreasonable nor in violation of the aggregate-of-intermedi- 
ates clause of the fourth section. The case was presented under 
the shortened procedure. Rates of $1.485 and $1.335 charged on 
shipments that moved in February, 1922, and April, 1923, were 
attacked because they exceeded rates of $1.085 and 97.5 cents, 
respectively. 


UNREASONABLE RATES ON OIL 

An award of reparation has been recommended by Examiner 
Alfred S. Knowlton in a tentative report on No. 15171, Daven- 
port Locomotive Works vs. Chicago, Milwaukee & St. Paul et al., 
on a proposed finding that rates on fuel and gas oils, in tank 
carloads, from Okmulgee and Tulsa, Okla., to Davenport, Ia., 
were unreasonable to the extent that they exceeded 29.5 cents 
prior to July 1, 1922, and 26.5 cents subsequent to that date. 
The case was presented under the shortened procedure. 

A rate of 33 cents was charged on a shipment of fuel oil 
that moved June 3, 1921, and a rate of 29.5 cents was charged on 
two shipments of gas oil that moved in October, 1922. Repara- 
tion was sought to the basis found reasonable in Traffic Bureau, 
Davenport Commercial Club, et al., vs. Director-General et al., 
73 I. C. C. 251. The examiner said that on that basis the rates 
to Davenport from the points of origin would have been 29.5 
cents on the first shipment and 26.5 cents on the last two ship- 
ments, and recommended reparation to the basis of those rates. 


TENTATIVE VALUATIONS 


The Commission has made a tentative valuation report on 
the properties of the Pittsburgh, Cincinnati, Chicago & St. Louis 
and its subsidiaries. The final value, for rate-making purposes 
of that part of the Pennsylvania system, as of June 30, 1916, 
wholly owned and used, was stated at $146,635,900, used but 
not owned $37,496,034, and total used at $184,131,934. 

Investment in road and: equipment, as shown by the com- 
pany’s books was stated as $157,139,762, which by certain ad- 
justments, the Commission said, would be brought down to 
$152,313,378. 

The cost of reproduction of the wholly owned and used 
was stated at $146,816,598 and less depreciation $114,216,491. 
The cost of reproduction of all the property used, new, was 
stated at $175,916,657 and less depreciation at $135,874,764. 

The capitalization outstanding on the valuation date was 
given as having an aggregate par value of $135,884,538, of which 
$67,512,060 was capital stock, and $68,275,589 funded debt issued 
or assumed. 

In the tentative valuation of the Chicago Great Western, 
Mason City & Ft. Dodge and Wisconsin, Minnesota & Pacific, 
and its subsidiaries as of June 30, 1916, the Commission stated 
the final value for rate making purposes at $47,218,800, covering 
Property wholly owned and used; $21,792,816 of property used 
but not owned, and at $69,011,616 of the total used. 

The Commission said the investment in road and equipment 
Was stated on the Company’s books as $110,795,628. If read- 
justments were made, the Commission said, that amount would 
be reduced to $73.$68.724. 

The cost of reproduction, new, of the wholly owned and used 
property was given as $48.360,358, less depreciation at $37,481,- 
742. The enst of renrodnction. new. of the nronerty owned and 
used was given at $48,390,660 and less depreciation at $37,503,383. 

The capitalization, the Commission said, had a total par 
Value of $114,961,.415 in stocks and long term debt, of which 
$45,210,518 represented common stock, $43,867,902 preferred 
Stock and $25,883,000 funded debt. 

The Commission has reported a tentative valuation as of 
June 30, 1916, of the Nashville, Chattanooga & St. Louis and 
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the Western & Atlantic, The final value for rate making pur- 
poses was stated at $45,607,200 of wholly owned and used; at 
$45,624,105 total owned and $59,262,133 total used. The wholly 
owned and used property cost of reproduction new was stated 
at $47,536,536, less depreciation at $36,555,674. The total owned 
at $48,828,074, less depreciation $37,587,387; total used at $64,- 
383,524 and less depreciation $49,918,143. 

The carrier had outstanding on the valuation date a total 
of $27,032,325 in stocks and long term debt of which $16,000,000 
represented common stock and. $11,032,325 funded debt. 

In the valuation of the Pittsburgh, Bessemer & Lake Erie as 
of June 30, 1916, the final value of the property used was stated 
at $31,000,000. The cost of reproduction new of the total owned 
was stated at $33,390,195, less depreciation $27,454,579. The 
investment as stated on the company’s books was $27,329,801 
and readjusted $27,037,002. The capitalization cons:sted of 
$9,998,800 common stock $2,000,000 of preferred stock $14,450,- 
000 of funded debt and $1,363,042 of non-negotiable debt. 

The final value of the Carolina, Clinchfield & Ohio, as of 
June 30, 1917, of the wholly owned and used, was stated at $36,- 
023,500, and of the total used, $36,595,514. The capitalization 
consisted of $25,000,000 common stock, $11,500,000 preferred and 
$25,422,000 of funded debt. The cost of reproduction new of the 
total used was stated at $37,900,978, and less depreciation at 
$33,770,640. 

The final value of the Bessemer & Lake Erie and the 
Meadville, Conneaut Lake & Linesville, as of June 30, 1916, was 
stated at $10,211,000, wholly owned and used, and total used, $36,- 
501,288, the chief item of which was the value of the property of 
the Pittsburgh, Bessemer & Lake Erie, leased by the Bessemer 
& Lake Erie. The capitalization of the B. & L. E. consisted of 
$500,000 common stock and $7,680,000 of funded debt. The 
cost of reproduction new of the property owned and used was 
stated at $11,155,418, less depreciation at $8,915,630; of the total 
used, $39,979,488, less depreciation at $32,091,042. 

In a tentative valuation report covering the property of the 
Minneapolis, St. Paul & Sault Ste. Marie Railway Company, as 
of June 30, 1916, the Commission has found final values as fol- 
lows: Owned and used, $104,674,000; owned but not used, $209,- 
525; used but not owned, $63,607; total owned, $104,883,525; 
total used, $104,737,607. 

On date of valuation the carrier had outstanding a total par 
value of $125,516,700 in stocks and long-term debt, of which 
$25,206,800 represented common stock, $12,603,400 preferred 
stock, and $87,706,500 funded debt. Investment in road and 
equipment, including land, on date of valuation, was stated in 
the carrier’s books as $116,953,635.19. 

The report found the cost of reproduction new of total 
owned property to be $109,800,987, and of total used property, 
$109,590,787, and the cost of reproduction less depreciation of 
total owned property, $89,463,999, and of total used property, 
$89,278,509. 

In a tentative valuation report covering the property of the 
Duluth & Iron Range Railroad Company, as of June 30, 1919, 
the Commission has found final values as follows: Wholly owned 
and used, $28,394,000; used but not owned, $189,609; total used, 
$28,583,609; owned but not used, $371. ; 

On date of valuation the carrier had outstanding a total par 
value of $14,651,000 in stock and long-term debt, of which $6,500,- 
000 represented common stock and $8,151,000 funded debtt. In- 
vestment in road and equipment, including land, on date of 
valuation, was stated in the carrier’s books as $29,877,645.58. 

The report found the cost of reproduction new of total 
owned property to be $29,990,737, and of total used property, 
$30,024,232, and cost of reproduction less depreciation of total 
srl property, $23,727,725, and of total used property, $23,- 

In a tentative valuation report covering the property of 
the Duluth, Missabe & Northern Railway Company, and affiliated 
lines, as of June 30, 1919, the Commission has found final values 
as follows: Wholly owned and used, $42,152,300; used but not 
owned, $3,627,730; total used, $45,780,030. 

On date of valuation the carrier had outstanding a total 
par value of $14,853,500 in stock and long-term debt, of which 
$4,112,500 represented common stock and _ $10,741,000 funded 
debt. Investment in road and equipment, including land, on 

date ,of valuation, was stated in the books of the carrier as 
$42,210,491.84. 

The report found the cost of reproduction new of total owned 
property to be $45,684,078, and of total used property, $48,261,- 
709, and cost of reproduction less depreciation of total owned 
property, $36,848,353, and of total used property, $39,141,579. 


N. & W. PROTESTS VALUATION 

The Norfolk & Western has filed with the Commission a 
protest against the tentative valuation of its property as re- 
ported recently by the Commission. The company says the 
final value of $237,392,000 found by the Commission has been 
arbitrarily determined and is much less than the true value 
of the properties on the date of valuation and that their value 
as of that date, determined upon a proper consideration of all 
the relevant facts and in accordance with legal principles, was 
not less than $320,654,723. 


















































































































































































PORT DIFFERENTIAL DEFENSE 
The Trafic World New York Bureau 


Representatives of the North Atlantic ports, including 
Boston, New York, Philadelphia, Baltimore and Norfolk, met 
July 31, at New York and decided to make a joint defense 
against the complaint filed with the Shipping Board by the 
South Atlantic ports, which would eliminate the ocean rate 


differential, in favor of this section, on shipments to European — 


ports. 

J. P. Magill, chairman of the steamship committee of the 
New York Maritime Association, who presided at the conference, 
was authorized to name a committee, representing all ports, to 
organize the defense campaign and to gather the facts ‘upon 
which the reply will be based. 

An effort by Boston delegates to inject railroad rates into 
the case failed, when officials from other ports refused to agree 
to the basic principles proposed by Frank S. Davis, manager 
of the Maritime Association of that city, The fact that Balti- 
more and Norfolk have an export rail rate differential under 
Philadelphia, while Philadelphia has a differential under New 
York and New England ports, made it impossible for all to 
unite upon the manner in which rail rates would be considered 
jointly with ocean tariffs. 

The committee to be named by Mr. Magill will determine 
the Common ground upon which the North Atlantic will fight 
the case. From the trend of the discussion, it was evident that 
the higher cost of operation, from South Atlantic and Gulf 
ports than from New York, will be cited as the reason for 
higher rates from the former sections. 

No trans-Atlantic steamship officials were present at the 
meeting. B. Hoff Knight, manager of the Ocean Traffic Bureau 
of Philadelphia, read a letter from Sidney Morse, secretary of 
the North Atlantic Freight Conference, saying that the ship lines 
felt that they should stay out of the fight and leave the matter 
io the port authorities. Séveral speakers said that the shipping 
companies were the real defendants in the case, and should 
undertake to furnish the facts for the defense. 

Wilbur La Roe, counsel for the Boston Chamber of Com- 
merce, pointed out, at the start, that the trend of opinion in 
the Shipping Board, as shown by recent decisions, is toward 
equilization of rates, and said that, unless the North Atlantic 
showed a sound, economic basis for the differential, the South 
Atlantic would probably win. He outlined the reasons of the 
New England ports for seeking equal joint through rates by 
rail and water. 

P. H. W. Ross, representing the port of Newark, said that 
the large volume of traffic and shipping at New York results in 
a low rate per ton-mile, which justified the differential. Mr. 
Magill supported this view, and said that the Shipping Board 
was attempting to build up traffic artificially through other 
ports, by use of the tax payers’ money. “This is a ‘mushroom’ 
growth which will ultimately disappear,’ Mr. Magill added, “and 
should not be the determining factor in rate making.” 

“We cannot assume that this is a ‘mushroom’ growth,” said 
Mr. La Roe, “Also, any plea based upon the greater commerce 
and advantages of New York will quickly be thrown out.” 

Mr. Davis declared that the Shipping Board is already 
favorably inclined toward the South Atlantic point of view, 
and said that North Atlantic ports should insist upon hearings 
at which their arguments could be developed fully. A motion 
was carried requesting the Board to set hearings at New York 
and such other ports as desired meetings. 


Aside from the difficulty in getting the North Atlantic ports 
to agree upon a uniform policy for rail and water rates, it was 
pointed out that rail differentials are now-before the Interstate 
Commerce Commission, which has exclusive jurisdiction, while 
the Shipping Board has exclusive supervision of ocean rates. 

Announcing that is preparing to intervene in the case the 
Port of New York Authorities says that it will bring up the 
matter of railroad export rates as well as ship rates. 

The Port Authorities asserts that the Southern ports new 
have an advantage in rail rates, and as these are complementary 
to ocean rates, the two should be considered jointly, On this 


point a formal statement issued in New York, Wednesday, 
said: 


The petition (of the South Atlantic ports) recites that the ports 
of Charleston and Jacksonville are in competition with New York and 
other North Atlantic ports in the handling by water of export freight 
traffic. It alleges that the ocean freight are frequently a controlling 
oe in determining a port through which the traffic shall be 
routed. 

On a large number of commodities the ocean rates from South 
Atlantic ports to European ports are higher by 7% cents a 100 pounds, 
or two cents a cubic foot, than the corresponding ocean rates on the 
same commodities from the North Atlantic ports. The higher rates 
from the South Atlantic and Gulf ports than from the North Atlantic 
ports have heretofore been defended on the ground of additional 
distance and additional service to and from the South Atlantic and 
Gulf ports. For illustration, the ocean distance from New Orleans to 
Liverpool is 5,396 miles, as compared with 3,070 miles from New York. 

At the present time the export rates from the territory west of 
Buffalo and Pittsburgh to the South Atlantic and Gulf ports are lower 
than the corresponding rates to New York. If, therefore, the com- 
plainant should succeed in bringing about a general equalization of 
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the ocean rates, the result would be to make the through rates from 
many points in the United States to points in foreign countries lower 
by way of the South Atlantic ports than by way of New York, and 
this in spite of substantial disadvantages in distance of the southern 
ports. 

There is now pending before the Interstate Commerce Commission 
a complaint filed on behalf of the Maritime Association of the Boston 
Chamber of Commerce, in which Boston and New York ask the com- 
mission to eliminate the port differentials in favor of Philadelphia 
and Baltimore and the South Atlantic ports. The ocean rates from 
all the North Atlantic ports are now generally the same, so that 
Philadelphia and Baltimore enjoy advantages in through rates to 
the extent of their advantage in rail rates as reflected in the port 
differentials. One of the principle objects of the Boston complaint 
is to bring about an equalization of the through rates, eliminating 
the preferential advantage of Philadelphia and Baltimore, and the 
South Atlantic ports. On numerous commodities the South Atlantic 
ports already enjoy the same ocean rates as the North Atlantic 
ports, so that they already have an advantage in through rates with 
respect to those commodities. 

It is clear that the rail rates and the ocean rates are comple- 
mentary. Inasmuch as the rail rates are now before the Interstate 
Commerce Commission for review, and since the Southern ports have 
challenged the ocean rates before the Shipping Board, the Port Au- 
thority deems it important that the interests of New York be pro- 
tected in the matter and it has accordingly instructed its counsel 
to file an intervening petition in the Shippimg Board Docket No. 23. 


The Mobile Chamber of Commerce and Business League 
also has intervened in the proceeding, averring that the port of 
Mobile is in competition with Charleston and Jacksonville and 
other Atlantic ports, and that any changes made in the ocean 
rates or differentials will affect Mobile. 


‘CONSOLIDATION OF SERVICES 


The Trafic World Washington Bureau 


Developments in the proposed consolidation of the services, 
operated for the Fleet Corporation between north Atlantic 
and continental ports by the Cosmopolitan Steamship Company 
and the Black Diamond Steamship Company, took a new turn 
July 31 with the announcement, by Chairman O’Connor of the 
Shipping Board that the board had approved a recommendation 
of President Palmer that the action of consolidation of ship 
routes under the Cosmopolitan, involving elimination of the 
Black Diamond, be deferred until further evidence could be 
received with reference to the propriety of the action in the 
matter. 

This decision was reached, it was learned, because cables 
were received from the members of the House committee that 
is investigating the board and from Commissioners Haney and 
Plummer, who accompanied the investigating committee to 
Europe, to the effect that information of the utmost importance 
had been obtained by the committee in Europe with reference 
to the proposed consolidation, and that the board should not 
finally dispose of the case until that information could be sub- 
mitted to it. President Palmer said he had no idea as to 
what the information was, and that he knew of no reason 
why the original plan for the elimination of the Black Diamond 
should not be made effective. This plan was approved by the 
board by a vote of four to two, and then the matter was re- 
opened for further consideration. Commissionefs Haney and 
Benson are understood to have cast the opposing votes, and 
it was reported that Commissioner Thompson, who was absent, 
would have voted against the plan. It is understood that Sen- 
ator Wadsworth of New York took some steps in the matter 
in behalf of the Black Diamond. 

Chairman O’Connor, of the Shipping Board, has denied that 
President Coolidge will decide whether the Cosmopolitan ShiP- 
ping Company or the Black Diamond Steamship Corporation 
will operate the board’s consolidated service out of New York to 
French ports, Antwerp, and Rotterdam. The board’s decision 
that the Cosmopolitan shall be the operator, however, has been 
held up because the contest between the two companies has 
been carried to the White House by those who espouse the 
cause of the Black Diamond Corporation and think it should 
have been chosen by the Emergency Fleet officials to be the 
operator. Chairman O’Connor, after the matter had been taken 
to the White House, discussed the subject with President 
Coolidge. It was after a visit to the White House that Chail- 
man O’Connor denied that the White House would make the 
final decision. 

As the matter now stands the contract has been submitted 
to the Cosmopolitan for signature. It may sign, but on account 
of the representations made to the White House the signature 
of the Emergency Fleet Corporation is expected to be withheld 
until the whole matter has been considered again in the light 
of the representations made to the White House. 


OCEAN GRAIN RATES LOWER 


The Trafic World New York Burcau 


The outstanding development in the charter market last 
week was the fixture of a vessel from Montreal to the Bor- 
deaux-Hamburg range at ten cents a 100 pounds for August or 
September loading. This was even lower than the ten-cent rate 





‘last summer from Montreal to Antwerp direct, and reflected the 


extreme depression in the tramp ship market at present. 
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Despite this evidence of weakness, rates in other directions 
held firm at the prevailing levels, and a more hopeful sentiment 
with regard to business in the early fall was expressed by 
shipowners. The impression is general that while the trade 
outlook at the moment is dark, the bottom has been reached 
and an upturn will not be long delayed. 

The coal trade was unchanged from previous conditions. 
Several vessels were fixed from Hampton Roads to the East 
Coast of South America at $3.15 to $3.25 a ton. Ships are offered 
at these rates through the middle of September, which indicates 
that shipowners do not expect an improvement before that time. 
Among other fixtures were a British steamer from Philadelphia 
to West Italy for coke at $5.50 a ton, and coal for $2.35 and 
several ships from Hampton Roads to Montreal at $1 to $1.10 
a ton. Shipments to Europe were dull, as the markets there 
seemed to well filled if not overstocked for the present. 

The lumber market was weaker. Shippers offered $14.50 a 
1,000 feet from the Gulf to the River Plate, while $13 to $13.50 
was quoted from the Pacific Coast to Atlantic ports of the 
United States. The Pacific Westbound Conference lines were 
reported to have removed conference restrictions on lumber 
rates to the Orient to meet tramp competition. These rates 
are now down to the pre-war level. 

A favorable development of the week was the information 
from intercoastal steamship lines that coast to coast business, 
both eastbound and westbound, has improved appfeciably dur- 
ing July. The California crop movement has started earlier than 
usual. 

Through a transshipping arrangement with Bowring & Co., 
eperating the Red Cross Line out of New York, the American 
Hawaiian S. S. Co. is now quoting through rates on canned 
goods and dried fruits from the Pacific Coast to Halifax,N. S., 
and to St. Johns, Newfoundland. To Halifax the rate on canned 
goods is 80 cents a 100 pounds, and on dried fruits 95 cents. To 
St. Johns the canned goods rate from the Pacific Coast is $1, 
and on dried fruit $1.15. 

Establishment of a free zone warehouse at Philadelphia has 
been suggested by the foreign transportation committee of the 
Chamber of Commerce in a communication addressed to the 
management of the Tidewater Terminal. This follows the 
creation of a free warehouse at San Francisco under permission 
granted by the Treasury Department. 

W. F. Taylor, vice-president of the Pacific Mail Line, has 
been elected chairman of the U. S. Intercoastal Conference for 
three months succeeding M. T. Noblett of the United American 
Lines. The request of Pacific Coast traffic organizations for 
appointment of a committee at San Francisco to act in an 
advisory capacity on westbound rate changes has been taken 
up by the conference. 

A joint meeting of the Far East and Pacific Westbound Con- 
ferences has been arranged for September 10 at Montreal for a 
general discussion of the general rate situation in the Pacific. 

Rates on wheat and flour to Japan from the North Pacific 
will remain at $5 and to China $5.50 during September, October 
and November. The lumber rate to Shanghai will be unchanged 
at $9.50 and $10.50, but on lumber to Japan a cut of $2 on the 
base rate will go into effect August 1st, continuing until October 
ol. 

The United \American intercoastal line announces that 
steamers in this service will accept freight at terminal rates 
for delivery at Bellingham, Wash. 


The International Mercantile Marine Co. announces that 
beginning with the departure of the steamer Gothland from 
Antwerp on September 17, the Red, Star Line will inaugurate a 
service between that port, Cherbourg, Spanish ports, Havana, 
Vera Cruz and New Orleans. 


As a result of the government victories against the rebels 
at Sao Paulo, Brazil, steamship officials in New York expect 
early resumption of trade with Santos, though some time will 
be necessary to clear up the warehouse congestion. 

Announcement of a new schedule between Pacific Coast 
ports and Atlantic Coast ports, which is expected to reduce 
by two days the time now taken for the trip, has been made 
by the Pacific Mail Steamship Company. The new schedule 
becomes effective August 9 and will cut down the time for 
freight shipments from 26 to 24 days, it is said. 

Plans for a greatly increased freight and passenger busi- 
ness at Los Angeles port are announced by Drew Chidester, 
vice-president of the General Steamship Corporation. Repre- 
sentatives of the line are seeking increased berthing facilities 
and predict that when the new service is installed between 
30,000 and 50,000 tons of cargo will be handled through the 
Los Angeles district each month. Other representatives of the 
line are now in Europe locating new agencies and securing 
freight consignments. 

J. A. Hickey, formerly agent at Galveston for the Leyland 
Line, has become associated with S. Sgitcovich & Co., recently 
merged with Trosdal, Plant & La Fonta in the United Gulf 
S. S. Co., to head a new department intended to assist ship- 
pers by reducing delays on shipments by rail. 

A new coastwise and West Indian steamship service will 
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be inaugurated November 1 by Clark’s Great Lakes, Atlantic 
& Pacific Steamship Company, with headquarters in Washing- 
ton, according to a circular received by the Galveston Chamber 
of Commerce. This will be known as the Red, White & Blue 
Fast Freight Line. Calls will be made, according to plans, at 
practically all Atlantic and Gulf ports. 


INTERCOASTAL RATE CHANGES 


The Trafic World New York Bureau 


A number of reductions and revisions in rates, including 
new rules and new items, were adopted Tuesday by the United 
States Intercoastal Conference, effective July 30. C. A. Tor- 
rence, secretary, said that the question of creating a westbound 
rate committee at San Francisco, as requested by Pacific Coast 
traffic organizations, was not considered. 

The conference decided that “when not specifically provided 
for, combination articles, such as a combination syringe com- 
posed of glass and rubber, will be charged at the rating for the 
highest rated article of the combination.” 

The rate on alite moulding was made $1.50 a 100 pounds, 
carload, and $1.85, less-than-carload, 20,000 pounds minimum; 
barium carbonate was fixed at 45 cents C. L. and 70 cents L. 
C. L., 24,000 pounds minimum; wooden barrels, kegs, etc., were 
fixed at 75 cents C. L. and $1 L. C. L., 12,000 pounds mini- 
mum; copper matte, 40 cents C. L., minimum 24,000 pounds; 
muriatic acid, $1.25 C. L. and $1.75 L. C. L., 10,000 pounds mini- 
mum; toilet preparations, not perfumery, 90 cents C. L. and 
$1.29 L. C. L, 10,000 pounds minimum; typewriter ribbons, 
$2.50, any quantity; tacks and nails, $1 C. L. and $1.50 L. C. L., 
minimum 24,000 pounds; talking machine record compound, 75 
cents C. L. and $1 L. C. L. minimum 24,000 pounds; tinners’ 
trimmings, $1 C. L. and $1.25 L. C. L., 20,000 minimum. 

Book shelving, latches, locks, etc., were reduced from $1.25 
to 90 cents C. L. and from $1.60 to $1.25 L. C. L. 

The new rates apply westbound from North and South At- 
lantic and Gulf ports to the Pacific Coast. 


NEW PORT DIFFERENTIAL CASE 


The Trafic World Washington Bureau 


The Norfolk Port Commission has initiated a new port dif- 
ferential case by the filing of a complaint with the Shipping 
Board against the Algerian American Line and numerous other 
steamship lines engaged in ocean transportation between Atlantic 
and Gulf ports and United Kingdom and European ports. 

Norfolk alleges that, generally speaking, respondents main- 
tain from North Atlantic ports, including Norfolk, to the desig- 
nated foreign ports, rates less by 7% cents and 15 cents per 
100 pounds than the rates contemporaneously maintained on like 
traffic to the same foreign ports from South Atlantic and Gulf 
ports, respectively. It is averred that respondents except the 
following commodities from the bases outlined and apply thereon 
parity rates from Atlantic and Gulf ports: Apricot kernels, 
asphalt, barytes, beans, Pacific coast; blackstrap, billets, wooden 
blocks, last, mangle, maple roller and shuttle, borax, refined green 
coffee, coffee beans, cooperage stock, dowels, dried fruit, Pacific 
coast; canned goods, grain, honey, Pacific coast; hops, Pacific 
coast; ixtle, logs, lumber, except pitch pine and cypress, con- 
densed and evaporated milk, molasses, peas, dried, Pacific coast; 
salt, other than table, box shooks, sisal, spool wood, sulphur, 
cane and molasses, syrup and tobacco, and all other commodities 
covered by Weight List No. 7 and supplements thereto, issued 
by the North Atlantic Continental Freight Conference. 

It is alleged that the practice of maintaining and applying 
parity rates.on the commodities named to the said foreign 
ports and gives to the competing ports of the South Atlantic and 
Gulf an undue advantage and deprives the port of Norfolk of its 
geographical location, among other things, with an attendant 
diversion of traffic from Norfolk to the South Atlantic and Gulf 
ports, and the consequent loss of and injury to the trade and 
commerce of Norfolk. Complainant prays for rates from Norfolk 
which shall not be less than 7% and 15 cents lower than the 
rates maintained on the same commodities to the same foreign 
ports and from the South Atlantic and Gulf ports, respectively, 
or such other rates as to the board may seem just, reasonable 
and non-prejudicial. 

The Hampton Roads Maritime Exchange has intervened in 
support of the Norfolk*complaint. 


CANAL LINES SEEK RELIEF 
The Trafic World New York Bureax 


At a meeting of state waterway officials, representatives of 
canal lines, and New York commercial organizations, held at 
the rooms of the Merchants’ Association, July 29, preliminary 
steps were taken for improvement of the New York Barge 
Canal and for increase in the grain elevator facilities at this 
port. 

Commissioner of Canals Royal K. Fuller, who was present 
with a large number of the divisional engineers of his depart- 
ment, said that he is doing the utmost with available funds to 
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keep the channel at the authorized depth of 12 feet. About 
$500,000 has been spent this year and more dredging accom- 
plished than in either of the two previous years, he explained, 
but additional funds will have to be appropriated by the legis- 
lature for next season if the work is to be performed satis- 
factorily. 

In reply to statements of the canal companies that the 
canal in places is not more than nine feet deep, greatly re- 
stricting traffic between the Great Lakes and New York, he 
said that it has a minimum depth of ten feet four inches. Ship- 
ping officials said this is the case only in narrow parts of the 
channel and that movement and passage of boats at this draft 
is not feasible. ‘ 

E. G. Warfield, vice-president of the New York’ Canal & 
Great Lakes Corporation, and also chairman of the Canal Op- 
erators’ Association, who made arrangements for the confer- 
ence, submitted to Mr. Fuller a list of the obstructions en- 
countered in the canal during the season. 

Another matter considered at the meeting was the conges- 
tion in the grain elevators at the Gowanus Bay terminus of 
the canal. Mr. Fuller said that he had no funds to hire harbor 
boxes for receipt and storage of grain, but indicated that he 
would relieve the companies of one-quarter cent a bushel in 
elevation charges, which would permit them to hire harbor 
boxes for this purpose. Last year the canal authorities re- 
mitted the charge of one-half cent a bushel, but Mr. Fuller said 
he was unable to extend this much relief at present. 

At the conclusion of the meeting it was decided that the 
Canal Operators’ Association would draft recommendations for 
an increase in the elevator capacity of 1,000,000 bushels and 
for other relief of the congestion, which, they claimed, was di- 
verting considerable traffic to Montreal. Commissioner Fuller 
will co-operate in urging this program and also the campaign 
for additional dredging funds, which will be placed before the 
State Legislature in December. 

Among those represented at the meeting were the Maritime 
Exchange, Committee of Insurance Men, New York Produce 
Exchange, B. & B. Line, Transmarine Line, Canal Dispatch 
Line, and others. 


SHIPPING BOARD CONVERSION PLANS 


The Trafic World New York Bureau 


Operators of Shipping Board vessels are being asked, in a 
questionnaire issued in New York by R. D. Gatewood, Director 
of the Division of Maintenance & Repairs for the Fleet Cor- 
poration, to indicate the ships which they wish converted from 
steam to Diesel engines, and also to inform the board what 
changes in equipment and accommodations should be made to 
meet the requirements of each trade route. 

One of the most important questions is whether the oper- 
ating companies would be interested in purchasing the ships 
after conversion and when they think the purchase might be 
completed. 

The Shipping Board present plans call for the conversion 
of twelve steamships at first. It is estimated that about sixty 
ships will ultimately be refitted. About fifteen months will be 
required for the work on each vessel. The Board plans to 
place the motorships on the longer services where the superior 
economy of the Diesel drive will be most apparent. 

The replies to the questionnaire submitted by the operators 
will be studied by the Shipping Board and an effort made to 
turn out vessels which will be especially suitable for the serv- 
ices in which they are to be operated. One of the usual 
criticisms of the government fleet in the past has been that 
the ships were too much standardized to be particularly valuable 
for specific routes. 

The operators are asked to give such details as the length 
of stay in each part and the time required for discharge; 
whether rapid handling of cargo is valuable; the nature of the 
handling devices ashore at each port; at which ports Diesel 
oil can be obtained; the principal commodities handled and 
the form in which they are moved; the most desirable speed; 
refrigerator space required for ship stores; whether grain 
facilities are needed; requirements as to crew’s quarters; 
requirements of the various port authorities; and any other 
factors that should be considered in the,conversion plans. 

The operators are also asked to indicate the ships by name 
as well as to point out the general type and deadweight ton- 
nage of the most suitable vessels. In addition to Diesel motors, 
the ships will have electric auxiliary machinery. 


SECTION 28 PLANS 


The Trafic World New York Burean 


Commenting upon reports from Washington, that Section 28 
of the Jones Act might be applied first to import rates, Com- 
missioner Meyer Lissner, of the Shipping Board, said that this 
suggestion was made by the National Merchant Marine Asso- 


ciation and that the Shipping Board itself has not yet con- 
sidered the matter. 
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“It is not likely that the Board will take up Section 28 
until all of the Commissioners are back from their vacations,” 
Mr. Lissner said. “The idea of making it effective on imports 
at the start may be a good one, but we have not yet made 4, 
study of it.” 

The effect of the section, which restricts preferential export 
and import rail rates to goods shipped on American vessels, is 
being considered by special experts of the President’s Com- 
mittee on Coordination of railroads and steamship services, he 
added. It is probable that in the report to be made to the com- 
mittee suggestions will be made for a new plan to increase 
cooperation between land and water carriers. Whether this 
will involve modification of the law as it stands, Mr. Lissner 
did not know. He said that the board would not necessarily 
await the report before deciding upon its future action with re- 
gard to the section. 

Mr. Lissner sailed from New York on the Leviathan July 26. 
He will spend about a month in Europe, combining a vacation 
with visits to the various foreign branches of the Shipping 
Board and Fleet Corporation. Joseph E. Sheedy, vice-president 
of the Fleet Corporation, also left on the Leviathan to take his 
new position as director of European activities. W. B. Keene, 
vice-president in charge of traffic, and Commissioners E. C. 
Plummer and Bert E. Haney are already abroad. 


STEVEDORING CHARGES REDUCED 


The Trefic Worid Washington Bureau 


The stevedoring committee of the Shipping Board has re- 
ported that cotton, timber and tobacco rates in the contract with 
the Mobile Stevedoring Company at Mobile, Ala., have been 
reduced, and that, based on the cargo moved through the port 
in 1923, the reduced rates will show an annual saving of $5,- 
078.98. 

Advices have been received from Helsingfors, Finland, that 
savings in stevedoring charges have been effected in Finnish 
ports to the extent of a reduction of about 20 per cent from 
the 1924 tariffs, along with the elimination of the charge for 
winchmen, and from Bremen advices have been received that 
a reduction of 10 per cent from the tariff at that port, as well 
as at Bremerhaven, has been obtained. 

Reductions have been made in the stevedoring rates at the 
ports of San Francisco and Los Angeles as follows: 


: Per ton of 2,009 Ibs. 
San Francisco 


Oil, case (other than Oriental) .<ccisccccccccccceces 
Oil, in drums or barrels, salmon, tallow in barrels, 


SSPNAM, Wie I DATTCIE 6 occcsciccccececccceces 85 -74 
Los Angeles 
OF. I COBO GCHOE OPIGRIAD << ciciviciciceiniccicwsiccerewe -85 -70 
Oil, in barrels, tallow and othr barreled goods..... -85 74 


Based on the tonnage handled in the period of a year, a 
saving on account of reduced rates was calculated to be $13,- 
733.27. 


PINEAPPLE RATE ADJUSTMENT 


The Trafic Worid Washington Burecu 


The Shipping Board has been advised that the Luckenbach 
Line and the Pacific Caribbean and Gulf Line, operating ves- 
sels in the trade between Pacific Coast and Gulf ports, have 
established the same rates on canned pineapples, from the Pa- 
cific Coast to Gulf ports as apply from Pacific ports to north 
Atlantic ports. A rate of forty cents a hundred pounds has 
been made effective to both Gulf and Atlantic ports, whereas 
the old rate to the Gulf ports was forty-five cents, and the 


rate to Atlantic ports forty cents. The board also was ad-' 


vised that the through rate on pineapples, from Hawaii was 
the same to both Atlantic and Gulf ports. The board recently 
adopted a resolution asking the Fleet Corporation to inves- 
tigate why higher rates were maintained to the Gulf ports than 
to north Atlantic ports, The Fleet Corporation, however, has 
no vessels in the trade involved. The steamship lines placed 
the Atlantic and Gulf ports on parity with respect to pine- 
apples, with the understanding that this was not a precedent 
for other traffic. 


CONDITION OF IDLE SHIPS 


The Trafic World Washington Bureaw 


President Palmer of the Fleet Corporation announced July 
30 that he had completed a personal inspection of two of the 
most important of the laid-up fleets of the Shipping Board. The 
laid-up fleets in the James River, consisting of a total of 384 
ships, were inspected by President Palmer, in company with 
Manager of Ship Sales Philbin and Commissioner W. S. Hill. 
President Palmer stated that while, of course, his brief visit to 
the James River fleet did not permit of an intimate survey of 4 
great number of the ships, nevertheless he had an opportunity to 
make sufficiently close observations to convince him that the 
necessary steps were being taken to give the fleet adequate care 
at a minimum of expense. The fleet is segregated into 28 groups 
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August 2, 1924 


and those units consisting of the most desirable vessels are 
under the care of a mother ship, having a full crew on board 
with steam up. A systematic method of watchman service is 
adopted for the units of less desirable vessels, whereby they are 
carefully guarded from pilferage, in addition to which one vessel 
is maintained under steam to devote attention to those in the 
latter class, in order that they might at all times be promptly 
pumped out and preserved, he said. 


Each vessel of the active units is given a thorough preser- 
vation treatment to insure the checking of the deterioration of 
the hull and to obviate any furthey deteoriation for sometime to 
come. Machinery is carefully laid away, slushed with approved 
preparations and tagged to show the date when such work has 
been done, in order to provide for a systematic routine. By the 
use of the methods in effect the amount of scaling and painting 
required to be done when the vessels are broken out for oper- 
ation is reduced to a minimum and, in effect, the operating 
costs of the fleet as a whole are lowered by this system of cus- 
todianship. President Palmer also stated that since his personal 
inspection of the laid-up fleets, he felt warranted in releasing for 
publication the following remarks from a letter received by the 
Shipping Board from the Supervising Marine Engineer of the 
War Department, who had been commissioned by the War De- 
partment to examine the condition of some of the laid-up ships 
with a view to making a selection of one for temporary trans- 
port duty: 


Occasion should here be taken to combat any idea which has 
been erroneously circulated in the public press, that the “laid-up 
fleet’? of the Shipping Board is rusting out its precarious existence 
tugging away at anchors in out of the way places. It was a very 
gratifying surprise to see myself and learn by actual touch with these 
vessels, that this fleet is not deteriorating at a disturbing rate. In 
fact, the deterioration is far less than with vessels in commission, 
or as casually laid up by merchant marine interests. The work of 
the caretaker forces on these ships was really remarkable. All the 
usual resources to combat corrosion had been taken, and many un- 
usual ones had been availed of. All rust spots or corrosion effects 
were at once taken in hand, “spotted out,’’ and if necessary paint 
work was chipped down to bare metal and then repainted. All in- 
teriors of boilers and of machinery had been opened up with infinite 
labor and painted or slushed with preservative coatings as required. 
All double bottom spaces were opened up, painted, cemented, bitum- 
inous coated, or asphaltic enameled, as required. To effect this, 
flooring over tank tops and cargo battens was usually removed and 
stored. All leaks, of course, were corrected by air tools and hence, 
standing bilge water was almost non-existent, and such as there was, 
was due probably to ship’s side sweating, which is, of course, un- 
preventable. 


The Shipping Board under its tremendous pressure for economy 
certainly deserves credit for accomplishing so much real preservation 
with so little funds available for the purpose. 

The three ships seen were not ‘‘show ships’’ but represented an 
average of the usual ones of fair upkeep of the fleet. As no one 
knew of my intention to be there for an inspection, there was no 
effect made to “‘spruce things up’’ for the occasion, and these, and 
— of the ships, were seen just as they stood in the ordinary 
run of work. 


OPERATORS SIGN CONTRACTS 


Officials of the Shipping Board said this week all managing 
agents operating vessels in consolidated services had complied 
with the mandate of the board that they must sign the contracts 
providing for a straight commission of 7% per cent on gross 
freight revenues on outbound cargoes and 3 per cent on gross 
freight revenues on inbound cargoes, with the exception of sev- 
eral operators who had to perfect combinations under the con- 
solidated plans. These operators will sign as soon as the legal 
steps to create the consolidated companies have been taken, 
officials said. 


RETURN OF INVESTIGATING COMMITTEE 


Representative Davis of Tennessee and Representative Lehl- 
bach of New Jersey, members of the House committee inves- 
tigating the Shipping Board and Fleet Corporation, and Com- 
missioner Plummer and W. B. Keene, vice-president of the Fleet 
Corporatioon in charge of traffic, will sail on the Leviathan from 
Cherbourg August 5 and are due to arrive in New York August 
11, according to advices received at the Shipping Board from 
Europe, where the committee, accompanied by Shipping Board 
officials, went to investigate conditions there in connection with 
the investigation of the board. Representative Bankhead of 
Alabama and Representative Connally of Texas, also members 
of the committee, and Commissioner Haney are due to arrive 
in New York September 1. They will sail on the Leviathan 
from Cherbourg August 26. Representative Lineberger of 
California, also a member of the committee, is expected to go 
to the Orient and return via San Francisco in November. The 
committee plans to resume hearings in Washington about the 
middle of September. 


STUDENT ENGINEERS ON SHIPS 


The Fleet Corporation has issued an order authorizing the 
appointment of student engineers on Shipping Board vessels for 
the purpose of affording those pursuing technical courses in 
engineering opportunity to obtain the benefits of practical ex- 
perience. The order provides that students in engineering may 
be carried on vessels if living quarters are available. Such 
students will be signed as cadet engineers at the nominal rate 
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of 25 cents a month and will mess with engineer officers. The 
order said it was not the intention to make cadet engineers a 
permanent rating. 


MERGER OF SPANISH SHIPPING 


A new company, capitalized at 30,000,000 pesetas (around 
44,000,000) has been organized in Spain under the name of “La 
Union Naval de Levante,” which consolidates practically all of 
the shipping and shipbuilding enterprises of the Spanish Medi- 
terranean coast and includes active participation of the Krupps 
of Germany, according to Consular advices to the Department of 
Commerce. The new company combines the shipyards of 
Tarragona (Los Astilleros de Tarragona), the Compania Tras- 
mediterranea, including the dockyard at Valencia and the dock- 
yards and ships of Nuevo Vulcano of Barcelona owned by the 
Transmediterranea. The latter concern will continue to oper- 
ate its line of vessels, but will be one of the principal stock- 
holders in the new concern. The representatives of the Krupps 
are Messrs. Tradt and De Bac. 

The company will devote itself especially to the construc- 
tion of merchant vessels in the shipyards in Valencia, but con- 
struction of war vessels, locomotives and other manufactures 
at the Nuevo Vulcano shops may also be undertaken as condi- 


‘tions warranted. 


WORLD TURNING TO MOTOR SHIPS 


Motor ships construction now represents nearly a third 
of the entire shipbuilding of the world, according to the Trans- 
portation Division of the Department of Commerce. More than 
800,000 tons of this type of vessel were on the way June 30, 
as compared with less than 700,000 tons on March 31. At 
the end of March, Great Britain and Ireland had under con- 
struction 325,190 tons, only 44,000 tons less than all other 
countries, but the other countries by June 30 had increased 
their lead to practically 100,000 tons, or a total of 455,065 gross 
tons as compared with 355,590 in British shipyards. 


REFRIGERATOR INCREASES IN FRANCE 


The use of refrigerator cars, first pointed out as practical by 
the American Expeditionery forces, is gradually increasing in 
France. Consul D. B. Lewis, Havre, advises the Department of 
Commerce. During 1923, 869,000 cwts. of produce were carried 
in cars of the French Refrigerator Car Company, as comparcé 
with 541,000 cwts. in 1922. This increased traffic is said to in- 
dicate lessoned prejudice against cold storage meat and con- 
siderable savings. A large part of this equipment was built 
and used by the American Expeditionery Forces. 

Three cold storage establishments are maintained at Havre 
for the reception of imported meat, butter, fruit, and eggs. 
The company’s operating revenue for 1923 was 1,314,016 francs 
($71,028) against 500,240 francs ($27,040) in 1922 an increase 
of 61.5 per cent. 


PROSPECTS FOR SHIP SALES 


The Shipping Board has received advices from its London 
office that the Turkish government has recently indicated an 
interest in Shipping Board vessels of the lake-type. The board 
has under consideration offers for a steel cargo ship of 11,724 
deadweight tons and for two concrete tank steamers tied up 
near San Francisco. The board has five other concrete tank 
steamers tied up at Gulf ports. 


FLEET CORPORATION LOSSES 


The Fleet Corporation’s monthly financial statement for 
June reflects an operating loss of $3,620,734.80 for that month, as 
compared with $3,940,121.86 for the month of May, or a re- 
duction of $319,387.06, according to a statement issued by the 
Shipping Board. 

The status of the active fleet at the close of business July 
19 was announced as follows: 


Steel cargo vessels under assignment to traffic dept............... 296 
Steel passenger vessels under assignment to traffic dept.......... 20 
Steel cargo vessels under B/B charter to private companies...... 2 
Steel refrigerator vessels under B/B charter to private com- 
oo, RC ee aks Se Eee es ee eee rary ee eee Se 1 
Steel cargo vessels under loan to government agencics.......... 2 
Steel tankers UNGESr ASSIENMONE. .. 0. cccccvcccvecvecvccsccveseees 17 
Steel tugs under assignment (tug agreement).......+.-seeeeeeee 1 
Steel tugs under bareboat cChArter ....cccsccsccccvccccccssescceces 3 
Steel tugs under assignment (operating dept.)..........seeeeeees 6 
Wood tugs under bareboat charter ......ccccoccscccccccccscvccece 2 
Wood tugs under assignment (E. F. C. for service and oper- 


SE GAGES. |. a0 0bwkisdviewacbiacesscsee obs cee eewwessensecgeteees 
Wood barges under assignment (operating dept.) .........--+0+- 2 
Total fleet in operation .........ceceeeseeeeeeereereeeees 363 


A CORRECTION 


Owing to a typographical error the statement was made 
in The Traffic World of July 26, page 202, under the heading 
“Investigation Refused,” that the Commission had decided to 
make an investigation into the contract between the New York 
Central and the McKinney Steel Company. The word “declined” 
should have been used instead of the word “decided.” 































































REVENUE FREIGHT LOADING 


Increases in loading of grain and grain products, forest 
products and miscellaneous freight brought total loading the 
week ended July 19 to 930,284 cars, as compared with 910,415 
cars the preceding week, and 1,029,429 and 845,548 cars in the 
corresponding periods of 1923 and 1922, respectively, according 
to the weekly statement of the car service division of the Ameri 
can Railway Association. The loading the week ended July 19 
was the largest of any week since March. 

As compared with the preceding week, loading of grain and 
grain products increased from 41,970 to 47,628 cars; forest prod- 
ucts from 57,658 to 64,410 cars, and miscellaneous from 329,842 
to 338,330 cars. Loading of coal, coke, live stock and ore de- 
creased slightly. 

Loading by districts the week ended July 19 and for the 
corresponding period of 1923 was as follows: 


Eastern District: Grain and grain products, 7,687 and 8,720; live 
stock, 2,877 and 2,934; coal, 40,193 and 55,087; coke, 1,723 and 3,873; 
forest products, 5,952 and 6,640; ore, 6,625 and 9,716; merchandise, 
L. Cc. L., 65,420 and 66,207; miscellaneous, 88,687 and 95,084; total, 
1924, 219,064; 1923, 248,261; 1922, 198,254. 

Allegheny District: Grain and grain products, 2,361 and 3,173; 
live stock, 2,600 and 2,615; coal, 40,068 and 58,686; coke, 3,191 and 
7,209; forest products, 3,228 and 3,587; ore, 9,971 and 17,945; merchan- 
dise. L. C. L., 48,202 and 49,337; miscellaneous, 78,336 and 85,527; 
total, 1924, 187,957; 1923, 228,079; 1922, 169,874. 

Pocahontas District: Grain and grain products, 202 and 325; 
live stock, 174 and 174; coal, 29,283 and 28,712; coke, 328 and_ 515; 
forest products, 1,389 and 2,257; ore, 139 and 232; merchandise, L. C. 
L., 6,628 and 6,149: miscellaneous, 4,441 and 4,876; total, 1924, 42,584; 
1923, 43,240; 1922, 26,023. 

Southern District: Grain and grain products, 3,889 and 4,137; 
live stock, 2,190 and 2,205 coal, 16,614 and 21,371; coke, 703 and 1,708; 
forest products, 20,654 and 23,073; ore, 1,222 and 1,603; merchandise, 
ka 'C. ., 36,554 and 37,435; miscellaneous, 45,454 and 38,069; total, 
1924, 127,280; 1923, 129,601; 1922, 113,584. 

Northwestern District: Grain and grain products, 9,708 and 
9,342; live stock, 9,538 and 9,281; coal, 4,853 and 9,832; coke, 662 and 
1,026; forest products, 15,003 and 19,618; ore, 36,941 and 51,484; mer- 
chandise, L. C. L., 29,921 and 31,018; miscellaneous, 37,618 and 38,669; 
total, 1924, 144,244; 1923, 170,270; 1922, 154,020. ; 

Central Western District: Grain and grain products, 17,292 and 
14,823; live stock, 11,386 and 11,260; coal, 11,212 and 12,680; coke, 266 
and 391; forest products, 10,059 and 12,537; ore, 2,617 and 2,980; mer- 
chandise, L. C. L., 35.696 and 35,561; miscellaneous, 55,453 and 57,697; 
total, 1924, 143,981; 1923, 147,929; 1922, 128,650. 

Southwestern District: Grain and grain products, 6,489 and 
5,750; live stock, 3,282 and 3,430; coal, 3,863 and 4,458; coke, 138 and 
166; forest products, 8,125 and 8,111; ore, 401 and 410; merchandise, 
L. C. L., 14,535 and 14,816; miscellaneous, 28,341 and 24,908; total, 
1924, 65,174; 1923, 62,049; 1922, 55,143. 

Total, all roads: Grain and grain. products, 47,628 and 46,270; 
live stock, 32,047 and 31,899; coal, 145,986 and 190,826; coke, 7,011 and 
14,888; forest products, 64,410 and 75,823; ore, 57,916 and 84,370; mer- 
chandise, L. C. L., 236,956 and 240,523; miscellaneous, 338,330 and 
344,830; total, 1924, 930,284; 1923, 1,029,429; 1922, 845,548. 





OPERATING STATISTICS 


Net ton-miles amounted to 33,891,000,000 in May as compared 
with 39,598,000,000 in May, 1923, and 172,682,000,000 in the five 
months ended with May as compared with 187,484,000,000 in 
the same period of 1923, according to operating statistics com- 
piled by the Bureau of Statistics of the Commission from reports 
representing 175 Class I roads, exclusive of switching and ter- 
minal companies. 

Loaded car-miles totaled 1,282,375,000 in May as compared 
with 1,414,702,000 in May, 1923, and 6,440,898,000 in the five 
months ended with May as compared with 6,665,590,000 in the 
same period of 1923. 

Empty car-miles totaled 697,980,000 in May as compared with 
752,799,000 in May, 1923, and 3,388,288,000 in the five months 
ended with May as compared with 3,315,283,000 in the same 
period of 1923. 

The average number of freight cars on line daily in May 
was 2,464,463 as compared with 2,444,175 in May, 1923, and 
2,465,262 for the five months as compared with 2,456,473 in the 
same period of 1923. 

The average number of locomotives on line daily in May 
was 33,177 as compared with 32,953 in May, 1923, and 33,195 for 
— months as compared with 32,885 in the same period of 

The percentage of unserviceable locomotives was 18.8 in 
May as compared with 22.9 in May, 1923, and 19 for the five 
months as compared with 24.5 in the same period of 1923. 

The percentage of unserviceable cars was 7.7 in May as 
compared with 8.9 in May, 19238, and 7.2 for the five months as 
compared with 8.8 in the same period of 1923. 

Car-miles per day averaged 25.9 in May as compared with 
28.6 in May, 1923, and 26.2 for the five months as compared 
with 26.9 for the same period of 1923. 

Net tons per loaded car averaged 26.4 in May as compared 
with 28 in May, 1923, and 26.8 in the five months as compared 
with 28.1 in the same period of 1923. 

Coal consumption in freight road service, including the 
equivalent coal tonnage for fuel oil consumed, totaled 6,175,720 
net tons in May as compared with 7,437,516 net tons in May, 
1923, and 35,142,760 net tons in the five months ended with 


ak as compared with 39,627,162 net tons in the same period of 





THE TRAFFIC WORLD 





Vol. XXXIV, No. 5 


Coal consumption in passenger road service, including the 
equivalent coal tonnage for fuel oil consumed, totaled 2,518,415 
net tons in May as compared with 2,634,134 net tons in May, 
1923, and 13,383,578 net tons in the five months as compared 
with 13,957,828 net tons in the same period of 1923. 


FRUIT AND VEGETABLE SHIPMENTS 


The Traffic World Washington Burzay 


Shipments of 21 fruits and vegetables the week ended July 
26 totaled approximately 19,000 cars, a decrease of approximately 
3,000 cars, as compared with the preceding week, according to 
the Bureau of Agricultural Economics of the Department of 
Agriculture. The movement of watermelons, potatoes and can- 
taloupes decreased, while there was an increase in shipments 
of grapes, apples, peaches and pears. The totals from the sum- 
mary of carlot shipments follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. Aste- 
risks (*) placed at commodity totals indicate that such changes have 
Been made for one or more of the states in that group. 


Tuesday, July 29, 1924. 
Total Total 
Shipping districts July July July This Last Total 
and approximate 20-26, 13-19, 22-28,Season to Season to Last 








. Shipping seasons 1924 1924 1923 July 26 July 28 season 
Apples— 

PE, SP sacaiacaieeieraiteer 733 *594 957 *2057 3251 138631 
Cabbage— 

TRIED iwi eieace's conde 110 *105 178 = *17555 13513 37247 
7Cantaloupes— 

era 1527 2244 1342 20747 16467 25377 
jHoneydews— 

eee 51 69 ae 157 
Cherries— 

TMU 95e. ols avg ecassyermreee 155 113 202 1829 2350 *2503 
Cucumbers— 

eee 249 *258 215 *5747 4941 5692 
Grapes— 

OEE be Mar crckewielecleaiac 441 233 182 767 470 65360 
Lemons— 

WEEE “lax eiwraite-wmaeaeiews 26 160 211 10935 7160 8194 
Lettuce— 

0 ee 454 *502 602 *23255 20863 27714 
Mixed Deciduous Fruits— 

PRN | i V Siceiat cicieaxei coh 389 382 635 2504 4724 9066 
Mixed Vegetables— 

Oo eae 539 *505 672 *16949 14019 23803 
Onions— 

oS ee 536 *617 467 *6781 5626 29483 
Oranges— 

MEL. si eldnpineees 634 746 845 69607 63278 68406 
Peaches 

| reer 4347 *2615 4300 *12908 12319 33512 
Pears 

ME Wits cuieelece 701 563 957 2293 3765 18460 
Plums and Prunes— 

MEINE Coreg cela sis aiauee< 88 141 123 1189 2066 6783 
Strawberries— 

3. eee 34 *101 3 *18462 17773 17907 
Sweet Potatoes— 

... .. Shae 58 101 73 200 166 13935 
Tomatoes— 

WEE, Sina ctowawecws 273 *386 241 *16105 14927 24116 
Watermelons— 

ae err 4102 *6065 3527 *28396. 21259 33010 
Potatoes— 

ee 3755 *5767 3396 *46705 36839 *241088 





jHoneydew figures for last season included cantaloupes, 


LUMBER SHIPMENTS 


Further expansion of the national demand for lumber is 
indicated in reports to the National Lumber Manufacturers’ As- 
sociation for the week ending July 26, from 363 of the larger 
commercial mills in all the principal lumber regions of the 
United States, Though the number of reporting mills is smaller 
than for the preceding week, there was an increase in new 
business, not only over that week, but of the corresponding week 
of 1923. Production and shipments, however, are not in line 
with new business. While production increased somewhat from 
the volume of the preceding week, it is about 51,000,000 feet less 
for the reporting mills than it was at this time in 1923. Ship- 
ments fell off relative to both the preceding week and the week 
in 1923. 

Of the reporting mills, 339 have a total normal production 
for the week of 219,053,911 feet, according to which actual pro- 
duction last week was 88 per cent of normal production, ship- 
ments 86, and orders (new business) 100 per cent thereof. 


For all the comparably reporting mills, shipments last week 
were 97 per cent and orders 110 per cent of actual production. 
For the Southern Pine mills these percentages were 112 and 125, 
respectively; and for the West Coast mills 98 and 110.. 

The unfilled orders of 249 Southern Pine and West Coast 
mills were 471,777,226, as against 448,693,923 for 245 mills the 
week before. Separately, 128 Southern Pine mills had unfilled 
orders of 208,772,850 feet, as against 199,678,050 for 128 mills 
a week earlier. Similarily, 121 West Coast mills had unfilled 
orders of 263,004,376 feet last week as against 244,015,873 feet 
for 117 mills the week before. 


The following table compares the national lumber move- 
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ment as reflected by the reporting mills of seven regional as- 
sociations for the three weeks indicated: 


Preceding 
Corresponding week, 1924 
Past week week, 1923 (Revised) 

BOB cous > Sul are nuance btielesto ns 363 386 361 
AMINES 6.5.5. 0.06:0.4:0.50.0eere.sls ais 207,720,062 258,617,872 202,932,020 
ENON > 445 «oid, tv. & she ele ala ions 200,951,500 225,355,858 217,916,607 
Orders GaewW Bus} « .c cvicccccece 229,372,991 208,365,853 224,708,173 


The following figures compare the reported lumber move- 
ment as reflected by the same group of mills as above for the 
first thirty weeks of 1924, with the same period of 1923: 


Production Shipments Orders 
MS on pscaea ached dd guarscauelaiele naa 6,907,477,212 6,807,601,550 6,493, 297,543 
NDEs o.s csoteien se O sig 00 419 gi gre bin Or 7,067,424,995 7,339,582,974 6,848,313,084 
S004 DGCTOONG 266 ccc ehe 159,947,783 531,981,424 355,015,541 


The mills of the California White & Sugar Pine Association 
make weekly reports, but they are not comparable in respect 
to orders with those of other mills. Consequently, the former 
are not represented in any of the foregoing figures. Twelve of 
these mills reported a cut of 16,455,000 feet last week, shipments 
10,856,000, and orders 9,110,000. The reported cut represents 33 
per cent of the total of the California Pine region. 


HANDLING OF IMPORT LUMBER 


The Trafic World New York Bureau 


Measures designed to reduce the cost of handling import 
freight at this port and, among other things, the cost of han- 
dling import lumber cargoes, are being studied by representa- 
tives of trunk line railroads, and traffic managers and representa- 
tives of the lumber interests. The idea is to reduce the han- 
dling of lumber by three or four agencies to one or two. To 
accomplish this, it is proposed to establish a central union yard 
with a lumber terminal at Newark or on Long Island, where all 
railroads could: go to receive the lumber consigned to firms in 
this city. 

The suggestion was made by representatives of the rail- 
roads at a conference held under the auspices of the New York 
Board of Trade and Transportation’s committee on terminal 
facilities, and it is finding favor among those chiefly interested. 

At the meeting there were present representatives of the 
New York Central, Baltimore & Ohio, Pennsylvania, Delaware 
& Lackawanna, New York, New Haven & Hartford, Central 
Railroad of New Jersey, Lehigh Valley, and Erie railroads. 
Various traffic managers, representatives of the National Ameri- 
can Wholesale Lumber Association, adn Kraus Brothers, rep- 
resenting the Intercoastal Lumber Shippers’ Association, han- 
dling intercoastal traffic. 

The proposition now being considered by the railroads is 
to be definitely reported on by them in the early fall, with the 
submission of some concrete plans. 

Under the general practice at present, coast to coast lum- 
ber cargoes come all the way fram the Pacific, Vancouver and 
other points, and are delivered to docks in South Brooklyn, 
where they are transferred to lighters, delivered to the rail- 
roads, and the railroads then deliver them to the consignees. 


COAL PRODUCTION AND SHIPMENT 


“Production of soft coal declined slightly during the third 
week of July. The total output for the week ended July 19, 
including lignite, and coal coked at the mines, is estimated at 
7,403,000 net tons, a decrease of 99,000 tons when compared 
with the revised figure for the preceding week, but still nearly 
three-quarters of a million tons above the low point of the 
present depression,” says the Geological Survey in its current 
weekly coal report, which, in part, follows: 


How great an increase must be made before the rate of output 
may become anything like normal may be seen from the record of 
production in the corresponding weeks of recent years. In the third 
week of July, 1923, the output was 10,676,000 tons; in 1920 the figure 
was 11,129,000 tons. In 1919, a dull year for the coal trade, the cor- 
responding week showed 10,042,000 tons. Even in 1914, a period of 
marked business depression, the July rate was more than 8,500,000 
tons a week. More than a million tons must be added to the present 
weekly rate bfeore it can equal even that of 1914, 

Production of soft coal during the first 170 working days of the 
calendar year 1924 was 246,859,000 net tons. In the six preceding 
years it was as follows: : 

Years of Activity Years of Depression 
a AE 317,380,000 net tons i. a eae 245,146,000 net tons 
ee 293,615,000 net tons PE siietraveeeis 220,467,000 net tons 
ee 301,154,000 net tons DI ko ttinion ace 204,796,000 net tons 


Thus it is seen that from the viewpoint of the production of soft 
coal, the year 1924 stands 19 per cent behind recent years of activity 
and 10 per cent ahead of the years of depression. 

The estimated total output of anthracite in the week ended July 
19 was 1,840,000 net tons, a decrease of 31,000 tons. This estimate 
is based on reports of the nine principal anthracite carriers on the 
regen of cars loaded (Table TII), and includes allowances for mine 
uel, local sales, and the pe of waSheries and dredges. At pres- 
ent the rate of output is 8 per cent less than it was a year ago, when 
the mines were unusually active making up the deficit created dur- 
ing the strike of 1922. It compares favorably, however, with other 

cent years, and is practically the same as in 1919-20-21. 
Nx The all-rail movement of anthracite into eastern New York and 
New England improved notably in the week ended July 19. Reports 
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from the carriers show that 3,652 cars were forwarded, én increase 
of 905 cars, or 33 per cent. The movement of bituminous coal in- 
creased also and totaled 2,268 cars, as against 2,056 carg in the pre- 
ceding week. Despite the improvement, however, the present rate 
of bituminous movement is but little more than haif of that a year 
ago. The anthracite movement exceeded slightly than in the corre- 
sponding week a year ago. 

Tidewater business at Hampton Roads recovered in the week 
ended July 19, and dumpings of soft coal reached the highest mark 
recorded since the second week of April. Ths total quantity han- 
died was 376,170 net tons, an increase of 91,124 tons, or 32 per cent. 
The improvement was general, and all classes of consignees shared 
in the increase. Exports increased 50 per cent, cargoes for New 
England consignees 15 per cent, and shipments to the ‘‘other coast- 
wise’ trade 75 per cent. 

Dumpings of bituminous coal at the lower lake ports appear to 
have found a temporary level just under 800,000 tons a week. Re- 
ports from the Ore and Coal Exchange show that 797,507 net tons 
were dumped in the week ended July 20. This was practically the 
same as in the week before, but it was 300,409 tons, or nearly 30 per 
cent less than in the corresponding week last year. Of the total 
dumpings, 754,334 tons were cargo coal and 43,173 tons were vessel 
fuel. ; 

Cumulative dumpings of cargo coal during the present season to 
date stand at 8,198,379 tons, a decrease, when compared with the 
figures for the corresponding periods of 1923 and 1921, of 35 per cent. 


COAL CARS A-PLENTY 


The Car Service Division of the American Railway Asso- 
ciation’ has called attention to the fact that the railroads now 
have nearly 170,000 surplus coal cars in good repair and imme- 
diately available for service but that they are not in use owing 
to the lack of demand for fuel. 

The increase in the prices of farm products is expected 
to stimulate the movement of crops this year and the early 
shipment of coal would do much to make available additional 
transportation facilities so that the crop movement can be 
handled expeditiously in the next few months. 

Coal production so far this year has fallen below the 
corresponding period in 1923, bituminous production alone up to 
July 12 having been more than 51,000,000 tons below that for 
the same period in 1923. 

For the country as a whole, revenue coal loading from 
January 1 to July 12, inclusive, this year, totaled 4,367,493 
cars, a decrease of 775,547, compared with the same period 
last year. Because of the miners’ strike two years ago, this 
was an increase of 791,548 cars over the corresponding period 
in 1922. Comparison of coal loadings by weeks, however, shows 
a general upward tendency recently and the Car Service Divi- 
sion anticipates that this increase will be more pronounced 
during the next three months. 

Bituminous coal dumped into vessels at Lake Erie ports 
for shipment by water to upper lake points from January 1 
to July 13, inclusive, according to the latest figures available, 
totaled 7,948,556 tons, a decrease of 4,458,795 tons compared 
with the corresponding period last year. Compared with the 
corresponding period in 1922, when coal shipments were greatly 
reduced owing to the miners’ strike which began on April 1 
and continued until fall, this was an increase of 3,704,461 tons. 
Bituminous coal on July 15 on hand at the head of the lakes 
shows an increase, however, of approximately 254,000 tons over 
the amount available there the same time last year. 

Shipments of bituminous and anthracite coal both by rail 
and tidewater to New England points also show a considerable 
decrease under last year. 

From January 1 to July 12, 1924, 70,438 cars of bituminous 
coal were shipped by rail to New England compared with 
104,324 cars during the corresponding period last year. Because 
of the miners’ strike two years ago, all rail bituminous coal 
shipments to New England during the corresponding period in 
1922 amounted to 53,817 cars. The amount of bituminous coal 
transported by rail to New England from January 1 to July 12, 
1924, was also below the corresponding periods in either 1921, 
1920 or 1919. 


Tidewater shipments of bituminous coal to New England 
the first six months this year amounted to 4,687,761 gross tons 
compared with 6,295,511 for the corresponding period in 1923 
and 5,212,456 for the corresponding period in 1922. 

Anthracite shipments to New England from January 1 to 
July 12, 1924, amounted to 85,074 cars compared with 100,660 
cars in the same period last year and 48,810 cars in the same 
period in 1922. 


INDIANA COAL RATES 


Following a denial by Federal Judges Alschuler, Wilkerson 
and Carpenter of the U. S. Court of Appeals, of the prayer for 
injunction of the New York Central, the B. & O., the Big Four, 
the C. & E. I. and the Monon against the Indiana State Com- 
mission to restrain the state commission from reducing intra- 
state coal rates, the interested lines have filed a petition with 
the Interstate Commerce Commission, asking an investigation 
of the Indiana intrastate rates. 

The carriers contend that the rates which the Interstate 
Commission ordered in the Indiana Rate Case, in 1920, are those 
which the Indiana commission has arbitrarily reduced from 8 
to 10 per cent below the existing level. The state commission 
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contends that the rates are out of line with those from the 
adjacent Clover Leaf territory in Illinois and that the increases 
in the Indiana rates are out of proportion to those in the Cres- 
cent district in West Virginia. ' 

The new intrastate rates, as they now stand, were to become 
effective, August 1, and to continue unless the L C. C. orders 
them suspended for investigation. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


No Emergency Ever Supersedes Provisions of Constitution 

Requiring Just Compensation: 

(Court of Appeals of Kentucky.) No emergency, however 
great, ever supersedes provisions of Const. U. S. Amend. 5, 
requiring just compensation and railroad confiscating coal under 
Lever Act, Sec. 25 (U. S. Comp. St. 1918, U. S. Comp. St. Ann. 
Supp. 1919, Sec. 3115 1/8q), must pay market value, and not 
less price fixed by order of President, and such statute is 
unconstitutional to that extent.—Southern Ry. Co. vs. Consumers’ 
Fuel Co., 262 S. W. Rep. 581. 

Value of Coal Confiscated by Railroad Must Be Determined by 

Courts, and Not Executive Department: 

Value of coal confiscated by railroad under Lever Act, Sec. 
25 (U. S. Comp. St. 1918, U. S. Comp. St. Ann. Supp 1919, Sec 
3115 1/8q), must be ascertained by judicial proceedings, and 
cannot be determined by Executive Department.—lIbid. 

Court Held to Properly Admit Evidence as to Market for Con- 
fiscated Coal For Export Purposes: 

In action against railroad which confiscated coal under 
Lever Act, Sec. 25 (U. S. Comp. St. 1918, U. S. Comp. St. Ann. 
Supp. 1919, Sec. 3115 1/8q), intended for export, court properly 
admitted evidence as to market for coal for export purposes 
at place from which coal was shipped.—Ibid. 

Correction of Instruction and Verdict: 

When verdict was reported, and it was discovered mistake 
had been made in instruction with reference to date from which 
plaintiff was entitled to interest on judgment, court properly 
changed instruction, and had jury change verdict.—Ibid. 
Railroad Confiscating Coal Liable for Interest from Date of 

Demand: 

Exporter of coal was entitled to recover interest from rail- 
road confiscating coal, but refusing to pay market value, in 
view of Lever Act, Sec. 25 (U. S. Comp. St. 1918, U. S. Comp. 
— Supp. 1919, Sec. 3115 1/8q), from date of demand.— 
Ibid. 


CARRIAGE OF LIVE STOCK 


Law Prohibiting Confinement of Cattle More Than 28 Hours Held 
Not Involved, and Evidence Offered Thereunder Immaterial: 
(Supreme Court of South Dakota.) Where, in action for 

damages to live stock through lack of proper care and feeding 

and by improper handling during transit, defendant alleged it 
was necessary to stop for feed, water, and rest at a certain 
point, and that the contract provided that the cattle should be 

fed and watered at another point, Twenty-Eight Hour Law (U. S. 

Comp. St. Sec. 8651-8654) was not involved in case, and all evi- 

dence offered thereunder was immaterial.—Gifford et al. vs. 

Payne, Director General of Railroads, 199 N. W. Rep. 119. 

Instruction as to Measure of Damages to Live Stock by Lack 
of Proper Care Though Technically Erroneous, Held Harm- 
less: 

In action by shipper for damages caused by lack of proper 
care and feeding and by improper handling of live stock ship- 
ment destined to stockyards at Chicago, for immediate sale, 
instruction which stated measure of damages was difference in 
selling price of cattle at stockyards at Chicago, instead of 
market value, may have been technically erroneous, but was 
harmless, in absence of showing of any difference between 
market value and selling price at time and place of sale.—Ibid. 


TELEGRAPHS AND TELEPHONES 

as of Damages for Mental Anguish Within Discretion of 

ury: 

(Court of Civil Appeals of Texas, Austin.) Amount of dam- 
ages awarded for mental anguish from negligent transmission of 
telegram is for the sound discretion of the court or jury under 
the facts of each particular case——Western Union Telegraph 
Co., Inc., vs. Florence et al., 262 S. W. Rep. 525. 

Allowance for Mental Anguish Not Disturbed Unless Unreason- 
able or Unconscionable or Affected by Undue or Improper 
Considerations: 

Unless the amount awarded for mental anguish from negli- 
gent transmission of telegram is unreasonable or unconscionable 
in the face of undisputed facts or is shown to have been 
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affected by undue or improper considerations, the appellate 
court will not set aside the lower court’s judgment.—Ibid. 
$600 Damages for Mental Anguish Held Not Excessive: 

$600 verdict for 2% hours of mental anguish caused by 
negligent transmission of telegram erroneously stating that 
plaintiff’s sister had died held not excessive.—Ibid. 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. \ 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Decisions of Interstate Commerce Commission Entitled to Great 
Weight: 

(Circuit Court of Appeals, Eighth Circuit.) The decision of 
the Interstate Commerce Commission on questions properly be- 
fore it are entitled to great weight, and as to questions of fact 
are conclusive.—Davis, Director General of Railroads, vs. Prairie 
Pipe Line Co., 298 Fed. Rey. 398. i 
Relation of Tariffs to One Another in Common Territory Is 

Mixed Question of Law and Fact: 

The construction of a freight tariff is a question of law, but 
the relation of tariffs to one another in a common territory is 
not entirely a question of law, but more in the nature of a 
mixed question of law and fact.—Ibid. 

When It Is Doubtful Which of Two Tariff Rates Applies, the 
Court May Consider How Each Would Operate as a Matter 
of Justice: 

If tariffs are not clear, and it is doubtful from the tariffs 
filed and their inter-relationship one to another what rate 
applies in a given case, the court is warranted in considering 
how the rates claimed as applicable would operate as a matter 
of justice in getting at the railroad’s intention with relation to 
the tariffs.—Ibid. 

Clearly Established Rate Must Govern, Though Unjust: 

A rate which is the clearly established rate must govern, 
though unjust.—Ibid. 


Commodity Rather Than Class Rates Held to Govern in Certain 

Shipments: 

Decision of the District Court that, as between the com- 
modity rates and class rates in an established tariff, the com- 
modity rates governed as to certain shipments, which followed 
the decision of the Interstate Commerce Commission, held cor- 
rect, and affirmed.—Ibid. 


Court May Determine Character of Railroad Extension Involved 
in Injunction Suit: 

(District Court, S. D. Texas, at Galveston.) Under Inter- 
state Commerce Act, Sec. 1, Pars. 18, 20, 22, as added by Trans- 
portation Act, Sec. 400-403 (Comp. St. Ann. Supp. 1923, Sec. 
8563), providing that no interstate carrier shall undertake an 
extension of its line of railroad without first obtaining from the 
Interstate Commerce Commission a certificate authorizing it, 
that any construction in violation of such provision may be 
enjoined by the courts, and that the authority of the Com- 
mission thereunder shall not extend to spur or industrial tracks, 
it is the province of the court in a suit for an injunction to 
determine whether the proposed construction is an extension 
or an industrial track, and that question need not first be 
determined by the Commission.—Lancaster et al. vs. Gulf, 
C. & S. F. Ry. Co., 298 Fed. Rep. 488. 

Suit to Enjoin Unlawful Construction of Extension; Venue: 

A suit for an injunction under Transportation Act, Sec. 402 
(Comp. St. Ann. Supp. 1923, Sec. 8563), to restrain the un- 
lawful construction of an extension, is not one of a local nature, 
which must be brought in the district where the proposed track 
is situated.—Ibid. 


Laches Not Defense in Suit of Public Nature: 

Laches is purely a personal matter, and has no application 
in a suit of a public or quasi public nature.—Ibid. 

Burden on Company to Show Right to Construct Track Without 

Authority from Commission: 

The controlling part of Transportation Act, Sec. 402, pars. 
18-22 (Comp. St. Ann. Supp. 1923, Sec. 8563), is paragraph 18, 
which prohibits an exténsion of a railroad line without authority 
of the Interstate Commerce Commission, based on a finding 
that public necessity or convenience requires it, and par. 22, 
providing that the authority of the Commission shall not extend 
to spur or industrial tracks, is a limitation to be strictly con- 
strued, and in a suit to enjoin a construction as in violation 
of the act the burden should rest on defendant to show that 
the proposed track is clearly within the exception.—Ibid. 
Proposed Construction Held Not An “Industrial Track,” But An 

“Extension”: 

A proposed track to be build from a station on an interstate 
railroad, 714 miles long and to cost about $500,000, with long 
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side tracks, though designed solely for the purpose of securing 
earload shipments from large industrial plants now tributary 
to another line, held not an “industrial track,” but an “extension 
of the line of road, within the meaning of Transportation Act, 
Sec. 402, par. 18 (Comp. St. Ann. Supp. 1923, Sec. 8563), requir- 
ing a certificate of authority from the Interstate Commerce 
Commission.—Ibid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National Reporter 
. tam, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Dispatch Money and Address Commission Held Advancements 
and Not Payable on Loading at Par Value of Pounds Sterl- 
ing: 

a Court of Alabama.) Dispatch money and address 
commission, to which charterer was entitled under charter party 
fixing amount thereof in pounds sterling, held advancements 
under provision for indorsement of advancements on bill of 
lading on account of freight to be deducted when freight was 
paid, in view of other provisions of charter party and conduct 
of parties so construing the charter party, as against contention 
that dispatch money and address commission became due im- 
mediately on loading of vessel and payable in pounds sterling 
according to the par value thereof fixed by U. S. Comp. St. Sec. 
6537.—Wye Shipping Co., Ltd., vs. Hunter, Benn & Co., 100 So. 
Rep. 475. 


Charter Parties Construed According to Intent of Parties as 

Manifested by Whole Instrument: 

Charter parties, like other contracts, must be construed 
according to the intent of the parties as manifested by the whole 
instrument rather than the literal meaning of any particular 
phase taken by itself.—Ibid. 

Party Not Bound by Custom Not So Generally Known as to 

Justify Presumption that Parties Knew of It: 

A party was not bound by a custom, in the absence of a 
showing that custom was so generally known as to justify pre- 
sumption that parties knew of it.—Ibid. 


Charterer Held Liable for Amount Wrongfully Receipted for 
as Advancement, Notwithstanding Cesser Clause: 


Where charterer hired ship, which was loaded with its own 
freight, under charter party stipulating for payment of specified 
amount as freight, less advancements indorsed on bill of lading, 
and making charterer primarily liable for freight money, held, 
that charterer was liable for an amount which it required the 
master to receipt for, as an advancement, under protest, not- 
withstanding provision of charter party that charterer’s respons- 
jbility should cease to exist on shipment of cargo and signing 
of bill of lading.—Ibid. 


Indorsement on Bill of Lading Held Subject to Explanation: 


Under charter party requiring owner to make advances to 
‘be indorsed on bill a vin. and to be deducted from the amount 
of freight, and entitling charterer to dispatch money and address 
commission, to be indorsed on bill of lading as advancements, 
owner could show, as between owner and charterer, that indorse- 
ment on bill of lading was merely a receipt subject to explana- 
tion, and that it was signed under protest in contemplation of 
a future adjustment of the difference existing between the 
parties.—Ibid. 
Bill of Lading Both Receipt and Contract: 
(Circuit Court of Appeals, Second Circuit.) The bill of lading 
is both a receipt and a contract—Hyman-Michaels Co. vs. Fox 
et al., 298 Fed. Rep. 440. 
Defense of Restraint of Prices Unconscionable: on 
(Circuit Court of Appeals, Ninth Circuit.) Where shipping 
companies had full knowledge of restraint imposed by foreign 
government and space available, and shippers had no such 
knowledge, and transported goods to be shipped to point of 
embarkment at great expense, defense of prices is unconscion- 
able, and cannot be sustained in action for damages for breach 
of contract.—Rotterdamsche Lloyd et al. vs. Gosho Co., Inc., 
298 Fed. Rep. 448. , 
Restraint of Prices Clause Relates to Future Restraints: 
Restraint of prices clause relates to future restraints, not 
to restraints already existing.—Ibid. 


Shipper, Induced to Hold Cotton, Entitled to Recover Demurrage, 
Interest on Value, and Additional Charges for Transporta- 
tion Through Another Carrier: 

Where shipper was induced to hold cotton ready for ship- 
Ment on representations of transportation companies that they 
would be able to ship on vessels presently leaving port, he was 
entitled, on breach of contract, to recover demurrage, interest 
on value of goods during delay, and additional charges for trans- 
portation through another carrier.—Ibid. 
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Interest Established by Local Law Applied in Determining Dam- 
ages for Delay in Shipment: 
Courts of admiralty will apply rate of interest established 
by local law in determining damages during period of delay in 
shipment of goods.—Ibid. 


WRONG ON LAW AND FACTS 


The Trafic World Washington Bureau 


Asserting that the findings and orders of the Commission, 
in No. 14476, Northwestern Coal Dock Operators’ Association 
vs. Chicago & Alton et al.; No. 14142, Illinois Coal Traffic 
Bureau vs. Chicago & North Western et al.; and No. 14477, C. 
Reiss Coal Co. vs. Ahnapee & Western et al., the Illinois Coal 
Traffic Bureau, an intervener in the cases brought by the dock 
operators, has asked for a re-opening of the proceedings and 
for the postponement of the effective date of the orders. The 
applicant desires to submit further testimony to show that the 
conditions upon which the Commission relied as ground for a 
part of its findings no longer exist. It also desires to point out 
wherein the Commission departed from the law and rule con- 
cerning the principles as laid down by it in respect of group 
rates and the relationship of one group to all others, such as 
the Illinois and Indiana coal groups. 

The primary obect of the applicant seems to be to prevent 
an increase in rates from the Illinois fields to the northwest, 
where coals from the Appalachian territory and those from 
Illinois and Indiana come into competition. The applicant as- 
serts that an increase in the rates on coal from Illinois to 
northwestern destinations is not desired by the carriers serving 
the Illinois fields because they know their financial condition 
is not such as to warrent any increase and that an increase 
means nothing to them other than a loss of tonnage; that the 
effect of an increase would be to increase the depression in the 
Illinois fields and an increase of the economically disastrous 
situation in the northwest, without any basic evidence or finding 
as to the propriety of an increase in these rates. It asserts 
that after finding no legal discrimination existent in St, Paul 
territory or in Madison territory, by excluding these destinations 
from its order, the Commission is trying to force the carriers, 
by indirection, to violate its own findings and orders or place 
themselves in violation of the fourth section. — 

Another assertion made in the petition is that the prin- 
ciples upon which the Commission proposes to justify its con- 
clusions as to the existence of illegal discrimination ignores 
the decision of the Supreme Court in Illinois Central vs. U. S. 
257, U. S. 247, as well as decisions of the Commission in other 
group rate cases; that the record does not support or sub- 
stantiate the finding as to the carrier situation and that there 
is nothing in the record upon which the Commission, legally, 
could predicate its conclusions under the decision of the Su- 
preme Court in B. & O. vs. U. S., decided March 3, 1924. 


The Illinois operators allege the Commission improperly 
excluded testimony tendered by the interveners in reference 
to the situation as to rates and commercial conditions in the 
Appalachian fields, wherein the dock coal originates, which was 
proper from. a comparative standpoint and essential to give the 
Commission a proper basic knowledge as to the effect of the 
rate situation in the northwest in the alleged limiting of the 
commercial ability of the dock operators; asserting that simi- 
lar evidence having been permitted by Chairman Hall in refer- 
ence to the Illinois situation in the Lake Cargo cases, although 
the rates in that proceeding were limited to Lake Erie docks. 
In conclusion, F. H. Harwood, the traffic manager and R. W. 
Ropiequet, authors of the petition for further hearing say: 





Throughout the hearing consumers vigorously protested any ad- 
vances in rates. No one supposed that such an advance would be 
possible. It was generally recognized, and has been so declared by 
the highest authority in the land that there should be reductions in 
the rates on basic commodities rather than advances. The destina- 
tion territory, it is well known, is in the throes of most severe 
economic depression. For the purpose of removing this, it has even 
been proposed that freight rates on farm products be reduced to 
the cost of transportation. Much of the coal which moves into the 
territory is used by public utilities and the increased cost must 
necessarily be reflected in increased cost to the consumers of the 
products of these utilities. Its effect, therefore, will be territorial- 
wide and felt in every hamlet of the destination territory. The car- 
riers whose rates the Commission proposes to advance have not 
asked for any advances. Their financial situation would not justify 
such advances. The Commission has not found that there is any 
necessity or propriety of advancing these rates, because of trans- 
portation necessities or the return therefrom. If there is anything 
established of record, it is that these carriers realize that the increase 
in rates will deprive them of tonnage and lessen their net earnings. 
For this reason they have not supported any advance. 

The only suggestion that is offered in support of the advance is 
that this would result_in the deflection of tonnage from southern 
Illinois to the docks. Western coal is to be supplanted by Eastern 
coal for consumption in Western territory. The consumer is not to 
benefit, but_to be taxed 28 cents a ton additionally in order to in- 
crease the Eastern coal tonnage. It is obvious that the reasoning of 
the Commission that this increase is required in order to permit the 
docks to enjoy what the Commission deems they are entitled to 
must necessarily spell that the docks cannot secure this unless the 
costs increase. In other words, the consumer is to be penalized by 
an addition in his cost of a basic commodity in order to permit a 
certain coal interest to increase its tonnage. Under the economic 
situation existing in the Northwest, we submit there is no justifica- 
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tion for tha infliction of this additional burden upon this already 
severely depressed territory. It is evoncomically unsound. It can 
but serve to increase the burdens of the people and the consequent 
distress. In order to justify -~ such result an extremely strong case 
of unjust discrimination must be presented. We have demonstrated 
that this it not the fact in this case. We urge that the economic 
necessity of the Eastern coal fields in their desire to dump upon the 
Western territory their surplus products does not justify the undue 
burdening of the Western consumers as is proposed herein. - 


ILLINOIS FIGHTS COMMISSION 


The Illinois Commerce Commission has adopted a reso- 
lution opposing the order of the Interstate Commerce Commis- 
sion in Docket 14476, the Lake Dock coal case, in which the 
carriers are directed to readjust coal rates from points of 
origin in Illinois to destinations in Wisconsin and Minnesota, 
in relationship to the rates on coal from the lake docks. 

The Illinois commission says that, whereas the carriers 
were directed to publish material increases in rates before 
September; whereas, the adjustment must necessarily reduce 
the ability of Illinois coal to compete with dock coal in the 
destination territory, thus increasing the present depressed 
mining conditions in Illinois; whereas, large numbers of per- 
sons of the state depend on the prosperity of the mining in- 
dustry; therefore, every legal step possible should be taken 
to protect the interests of the people and the industries of the 
state, and to this end, the Attorney General, of Illinois, is re- 
quested to take such action, either by injunction or otherwise, 
as in his judgment may be necessary to protect the interests of 
the people of Illinois. 


PITTSBURGH ABSORPTION 


Fhe Trafic World Washington Bureau 


Inquiry into the absorption situation at Pittsburgh was 
brought about by a pot and kettle argument between representa- 
tives of the Pittsburgh & Lake Erie and the Pennsylvania after 
the Commission had initiated the case, formal docket No. 15462, 
which, when originated, provided for an inquiry into allegations 
that the Pittsburgh & Lake Erie was absorbing line-haul 
charges of the Pennsylvania, by offering to absorb the charges 
of the Pennsylvania from various points in the Pittsburgh dis- 
trict to Monongahela Transfer. . 

After that phase of the matter was under consideration the 
allegation was made that absorption of line-haul charges in and 
around Pittsburgh was more nearly the rule than the exception, 
and that the effect sought was the practical elimination of the 
very large measure of control the Pennsylvania has in the 
Pittsburgh district by reason of its great terminals. 

Under the rulings of the Commission, one carrier may not 
absorb the line-haul charges of another. Absorption, broadly 
speaking, is limited to switching charges. The Pennsylvania, 
instead of publishing switching charges between industries and 
municipalities within the Pittsburgh industrial district, pub- 
lishes point to point rates for distances not any greater, and 
in many instances shorter, than distances covered by switch- 
ing rates in other industrial centers. The point to point rates, 
therefore, are not switching charges, and under the Commis- 
sion’s rulings they may not be absorbed. The tariff publication 
of the Pittsburgh & Lake Erie is alleged to contravene, in form 
at least, the substance of the conference and formal docket 
rulings of the Commission on the subject of the absorption of 
the line-haul charges of one carrier by another. In the efforts 
of carriers, particularly in Pennsylvania, to preserve the ad- 
vantages accruing to themselves by reason of their being first 
comers in many important industrial centers they have re- 
frained from establishing switching charges or providing for 
reciprocal switching with as great liberality as has been ob- 
served in other parts of the country. The Commission, several 
times, has had to deal with allegations of disregard of the law 
in the failure to establish switching charges or reciprocal 
switching, as well as a number of instances in which absorp- 
tion of line-haul charges was alleged. 

No phase of the reasonableness of the arrangements in the 
Pittsburgh industrial district is to be considered in the irauiry 
which has been ordered. The lawfulness of the absorption 
alone is to be considered. In other words, the Commission is 
not anxious, at this time, to be called upon to determine whether 
the charges that have been established meet the standard of 
the law concerning justness and reasonableness. It is con- 
cerned only with the question whether the absorptions, for 
which provisions have been made, are lawufl. 


EXPORT STEEL RATES 


The Trafic World New York Bureau 


Representatives of the Jones & Laughlin Steel Corporation, 
the Carnegie Steel Company and other Pittsburgh steel mills 
have filed requests with the Joint Executive Traffic Committee 
of the eastern railroads for hearings on proposed freight rate 
reductions on their products when intended for export. No 
date has been set for a hearing, as the committee will conduct 
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the usual preliminary investigation before deciding on the 
petition. 

The steel companies contend that competition in foreign 
markets is becoming keener with reviving trade prospects, 
The depreciated currencies of several of the competing coun- 
tries are handicaps which the American producers have to 
overcome. The Pittsburgh companies seek a reduction from 
the present rate of 28% cents a hundredweight to 17% cents. 
Before the war the rate on steel for export was 9% cents. 

In deciding such proposals the railroads usually contend 
that reductions or increases must be considered in view of 
their possible effects on other freight on the same or similar 
kind, and on traffic in general. One theory is that lower rates 
will stimulate greater traffic and thereby compensate the car- 
riers for the reductions, but as a matter of practice, frequently 
no greater traffic results, and if it does it is insufficient to 
provide proportionately greater revenues large enough to afford 
the same profit from operations, a railroad spokesman explained. 


DESTINATION GROUP RATES 


The Trafic World Washington Bureau 


The Standard Oil Company (California) is not satisfied with 
the Commission’s decision in No. 14729, Standard Oil Company 
(California) vs. Atchison, Topeka & Santa Fe et al., 89 I. C. C. 
427, and has filed a petition for a rehearing. That is the case 
in which the Commission entered an order of dismissal finding 
there was nothing wrong with rates on iron, oil well pipe, used 
for casing, from Pittsburgh and other group B points to Taft, 
Calif., although the transcontinental rates applied to other 
points within the geographical limits of the group in which 
Taft is situated, were not applied. The order of dismissal 
made it unnecessary for the Commission to pass on the ques- 
tion whether destinations group rates were subject to the rule 
applied in the Swift and Pioneer lumber cases (see Traffic 
World, May 31, p. 1383). 

Taft is on a branch line. Points where-there is carrier 
competition, within the destination group, are given the group 
rates. The examiner, in the instant case, said that, inasmuch 
as the complainant was a shipper to both competitive and non- 
‘competitive points, there could have been no undue prejudice, 
because, if the complainant were unduly prejudiced at one 
ee would have to be someone at another unduly pre- 
erred. 

W. O. Banks, attorney for the complainant, said that the 
Standard, in its oil field operations in the vicinity of Taft, was 
in active competition with other oil producers receiving ship- 
ments of pipe at main-line transcontinental rates at points on the 
Pacific Electric, such as Des Moines and Newport Beach, and 
the mere fact that the complainant also received shipments at 
those points, did not alter the fact that oil producers in south- 
ern California oil fields, who did not operate in the fields in 
the vicinity of Taft, were receiving the shipments of pipe at 
points on the short line, Pacific Electric, at the main-line or 
blanketed transcontinental rates, resulting in undue prejudice 
against Taft. 


The petition for rehearing says the petitioner believes the 
Commission erred in not applying, in this case, the principle 
enunciated in the Swift and Pioneer lumber cases, 61 I. C. C. 
485, and 64 I. C. C. 485, approved by the Supreme Court of the 
United States, that “where defendants have established, as it 
this case, group or blanket rates extending over such a wide 
territory to points on their lines, and to points on connecting 
short lines, the competition between the complainant at Taft 
and the oil producers in southern California on the short line, 
Pacific Electric Railway, must be recognized by the carriers 
to the extent of giving Taft, which is within the general geo- 
graphical limits of the blanket, the main-line group or trans- 
continental rate on pipe, regardless of whether there is or is 
not carrier competition.” 

The company further believes the finding that the rate was 
not unreasonable was erroneous because the carriers, in the 
exercise of their right to initiate rates and adopt such policy 
of rate-making as to them seemed wise, adopted the policy 
of blanketing rates over a very wide territory to points on their 
lines, and to points on connecting short-line railroads, and fail- 
ing to grant such group or blanket rates to Taft, located on 
their jointly owned line, did result in the maintenance of an 
unreasonable rate to Taft. 

Mr. Banks reviewed many cases bearing on the point, all 
leading him to the conclusion that the Commission should, in 
this case; have applied the principle enunciated by it in the 
Swift lumber case. 


COLORADO GOES TO COURT 
The Trafic World Washington Burea 


The Commission has been served with a “complaint and 
petition” filed by the “sovereign state of Colorado” in the dis 
trict court at Denver asking for an injunction to present the 
operation of its certificate of convenience and necessity per- 
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mitting the Colorado & Southern to abandon the operation and 
remove the rails and structures of its Buena Vista-Romley 
Branch, 29% miles long, which has no connection with the 
Colorado & Southern, but only with the Denver & Rio Grande 
Western. Unless enjoined, the order of the Commission will 
become effective August 11. The state alleges, through its 
attorney general, that the Commission had no power or author- 
ity to grant such a certificate authorizing the Colorado & South- 
ern to abandon the operation and remove the physical property. 
The petition points out that the Commission made no finding 
of the value of the property and no finding that the Colorado 
& Southern was not making a fair, lawful and reasonable return 
on the value of the property devoted to intrastate business. 
The order is alleged to be in excess of the power and authority 
vested in the Commission and based wholly on conjecture. It 
would violate the rights of the complainant and invade rights 
reserved in the Constitution, among which is the right to regu- 
late intrastate business, the complainant declares. - 

A further allegation is that the Commission, in effect, has 
undertaken to pass on contract rights and take property from 
the state in violation of the fifth amendment. The order and 
certificates are alleged to be arbitrary, illegal, void and beyond 
the power of the Commission to make, and violative of the con- 
tract and constitutional rights of the complaining state. 

The petition alleges that continued operation of the branch 
by the Colorado & Southern would not cripple that carrier or 
make that road unable to perform its duty as a common Car- 
rier, which is contrary to the finding of the Commission. 

Among the facts found by the Commission in its report 
were that in a given period the gross revenue of the branch 
amounted to $88,000, while the taxes on the branch totaled 
$156,000. It was upon that showing, in part, that the Com- 
mission authorized the Colorado & Southern to abandon the 
branch which became disconnected with the parent line when 
floods washed away a considerable stretch of line that had been 
built in the days of the gold-mining boom to connect the gold 
mines with a small coal field. 


ERIE-NICKEL PLATE MERGER 
The Trafic World New York Bureau 


That plans for a greater Nickel Plate System are nearing 
fruition, was the opinion expressed by securities interests, fol- 
lowing a conference in New York of George F. Baker with 
O. P. and M. J. Van Sweringen, July 30. 

It is understood the main topic of discussion was the 
merger of the Erie Railroad with the lines now controlled by 
the Van Sweringens. ; 

It was established, a few weeks ago, that those interests 
now virtually dominate the Pere Marquette. Besides that road 
and the Erie, the enlarged system will also include the Clover 
Leaf, the present Nickel Plate and the Chesapeake & Ohio. 

That the main steps toward a merger of the Erie with 
the Van Sweringen roads have already been taken is under- 
stood. Those interests have been reported as the largest buy- 
ers of Erie shares for several months past in the open market. 
The actual domination, and possibly the control, of the Erie 
has been looked upon as held by Mr. Baker and his associates. 

The absence of Mr. Baker from New York had made an 
early closing of merger negotiations impossible. He reached 
there July, 30 and quick moves were then made toward a 
closing of a deal. 

It is understood that the plans for the merger have now 
reached such a stage that announcement of terms of exchange 
of Erie shares for those of the merger company may be forth- 
coming within the next few weeks. 


PROTEST PROPOSED ACQUISITION 
The Trafic World Washington Bureau 


Benjamin F. Yoakum has submitted to the Commission a 
petition asking permission to intervene in the case involving the 
application of the Missouri Pacific for authority to acquire con- 
trol of the New Orleans, Texas & Mexico by purchase of its 
capital stock. Mr. Yoakum says he owns property immediately 
adjacent to the lines of the N. O., T. & M., that he is a shipper 
over its lines and that he is interested in the development of 
the territory served by those lines. 

The petitioner alleges there is no excuse or valid reason 
that can be given, viewed from the standpoint of the interests 
of the people in the territory served by the N. O., T. & M., why 
authority should be given the Missouri Pacific to acquire the 
property, while on the other hand there are “abundant and 
controlling reasons” why the application should be denied. He 
says the Missouri Pacific’s predominating interest would be to 
direct all possible traffic through northern gateways in order 
that it might enjoy the long haul and a liberal division of 
through rates; that if the Commission approves the application 
it will be authorizing a destructive instead of a constructive 
policy; that consolidation of the properties will result in a 
System so unwiedly and so cumbersome in its operation that 
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the principles of successful railroad operation and service to 
the public will be flagrantly violated. 

The proposal of the Missouri Pacific to pay for the stock 
of the N. O., T. & M., with joint collateral bonds of the two 
companies, Mr. Yoakum says, is an element of great possible 
danger because the default of either would seriously cripple, 
if not bankrupt, both, thereby making it impossible for the 
N. O., T. & M., to serve the people of Texas and Louisiana. 


PROPOSED SOUTHWESTERN LINE 


The Trafic World Washington Bureau 


The Colorado, Columbus & Mexican Railroad Company has 
applied to the Commission for authority to construct approxi- 
mately 200 miles of railroad from Farmington, New Mex., up 
the valley of the Animas river to the Colorado state line, thence 
northwesternly to Cortez, thence up the drainage of the Dolores 
river to where said river enters Utah, passing near or through 
Dolores, Arkman, Dove Creek, Red Rock and Paradox. At 
Gateway the applicant said the road would swing almost directly 
northeast, crossing the Gunnison river near Whitewater, thence 
swinging back up the valley of the Gunnison, and enter Grand 
Junction, Colo. 

“We have some flattering assurance of the moral support 
of both the Santa Fe and the Missouri Pacific systems; outside 
of that there is no other agreement,” the applicant said. 

The territory to be served by the proposed line is rich in 
natural resources, the applicant said. The company will finance 
the road by issuing its first mortgage bonds in the amount of 


$38,000 per mile, the bonds to run for 20 years and bear 5 per 
cent interest. 


EASTERN CONSOLIDATION GROUPS 


The Trafic World New York Bureau 


Executives of the four chief trunk lines, operating east of 
the Mississippi and west of the Hudson River, gre discussing 
the grouping of the roads in the eastern section of the country. 
The conferences have been attended by Samuel Rea, president 
of the Pennsylvania, Patrick Crowley, president of the New 
York Central; Daniel Willard, president of the Baltimore & 
Ohio, and representatives of the Van Sweringens, of the Nickel 
Plate. 

That the regrouping, which is expected to be submitted 
to the Interstate, Commerce Commission, will provide for four 
instead of nine systems, exclusive of New England roads, is 
the general impression among those who maintain close touch 
with developments. With this as a basis, the problem of fit- 
ting other and smaller lines into one system or another is 
being studied by these four executives and their advisers. 
Bankers who are naturally interested in the work of the roads 
which they represent, indicate that thus far the parleys have 
dealt purely with the traffic side of the consolidations. 

Terms under which the roads can be fitted into the four 
large systems are not yet being considered, it is understood, 
the discussions now centering on what groupings would permit 
of a fair equalization of the flow of traffic east of the Missis- 
sippi and west of the Hudson Rivers. 








ABANDONMENT APPLICATIONS 


The Chicago, Rock Island & Pacific Railway Company has 
applied to the Commission for authority to abandon its line 
from West Davenport to Stockton, Ia., a total distance of 16.28 
miles. The applicant said the line had neither present nor 
prospective traffic sufficient to pay operating expenses, and 
that its removal would not occasion any hardships to the pub- 
lic and would relieve applicant from the burden of its deficit. 
It said the territory could be served by stations on the main 
line of its railroad, which parallels the line it desires to aban- 
don. 

The Boston & Maine Railroad has applied for authority to 
abandon operation of the Suncook Valley Railroad and of the 
Suncook Valley extension branch of the Boston & Maine. The 
Suncook Valley embraces approximately 17 miles of track in 
Merrimack county, New Hampshire, and the extension branch 
embraces approximately 4 miles of track in Merrimack and 
Belknap counties. The applicant said the demand for service 
had been so small that operation of the lines had resulted in 
material loss, and that the prospects were that this condition 
would not be improved. The Suncook Valley Railroad is op- 
erated by the Boston & Maine under a lease terminable on 30 
days’ notice. The extension branch is owned by the applicant. 


ABANDONMENT OF BRANCH LINE 


The Boston & Maine has been authorized by the Commis- 
sion to abandon a branch line of railroad extending from Old 
Orchard to Camp Ellis, 3.83 miles, all in Saco, York county, 
Me. The line was built originally to serve certain summer 
resorts. Its operation has resulted in material losses. The 
applicant said that, under the excise tax system in Maine, the 
tax exceeded $6,000 a year—more than the present gross reve- 
nues. The Boston & Maine proposes to sell the property to 
the Old Orchard Transportation Company for $10,000. 
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DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Chicago held a memorial meeting, July 
30, as a tribute of respect to the late Frederick A. Butterworth, 
former vice-president of the club, who died, June 17. Members 
of the club, August 2, inspected the Milwaukee’s new electric 
locomotive, used in passenger train service in the Cascade 
Mountains. . 





The Transportation Club of St. Paul’s baseball team won a 
game from Watertown, Minn., July 27. The club’s kittenball 
team beat the Minneapolis Traffic Club’s team, July 26. 

The Traffic Club of Minneapolis will hold its annual fishing 
and athletic outing, August 16 and 17, at Howard Lake, Minn. 
A horse-shoe pitching tournament, a tennis tournament, a base- 
ball gome and other sports have been arranged, and a number 
of fishing parties planned. 

The Traffic Club of Memphis held its annual barbecue, at 
Carrigan’s Farm, on Pidgeon Roost road, August 2. 
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E. J. Carland has been made general agent of the Chicago 
& Northwestern, at Kansas City. H. W. Truelson has been ap- 
pointed traveling agenf there. R. C. Kerr has been made divi- 
sion freight passenger agent, at Green Bay, Wis. W. L. Colburn 
has been appointed general agent, freight department, at Mil- 
waukee. Edgar F. Woode has retired from service of the C., St. 
P., M. O., as general baggage agent, and that position has been 
abolished. Hiram M. Pearce, general traffic manager of the 
same line, has also retired. 

Henry D. Corbett, formerly in the service of the Burlington, 
the Milwaukeé, the Alton and at the time of his retirement, in 
1915, with the Central States Fast Freight Line, died July 24, at 
Malden, Mass. 

Fred Meyers has been appointed superintendent of the Chi- 
cago terminal division, of the Wabash. 

R. L. Coleman has been made traveling freight agent of the 
Louisiana & Arkansas and the Mississippi Central, at Dallas. 

R, B. Wuersch has been appointed traveling freight agent 
of the L. & N., at Atlanta, Ga. J. D. Buehler has been made 
traveling freight agent, at Chicago. 

R. B. Mann has been appointed superintendent of trans- 
portation of the B. & O., at Cincinnati, following the retirement 
of G. D. Brooks from that office. S. U. Hooper has been made 
superintendent of the Akron division. H. G. Kruse has been 
made superintendent of the Chicago division, and J. E, Fahy 
has been appointed superintendent of the Newark division, at 
Newark, O. E. A. Ferguson has been made division freight 
agent at New York. 

The Federated Metals Corporation has begun organization 
of its new traffic department, at New York. The plan of 
organization is along the lines of that of the Steel Corporation. 
The traffic managers in the offices of the various consolidated 
companies have been retained and their work will be co- 
ordinated and directed from the central office. Ernie Anderson, 
commerce attorney has been retained and the new organization 
will be perfected and operated under his direction. 

L. F. Daspit has been appointed traffic manager of the 
Brown Paper Mill, Inc., and the Star Salt Corp., the first located 
at Monroe, the second at Lafayette, La. 

J, A. Sonnhalter has been made division freight agent of the 
Pennsylvania, at Wheeling, W. Va. 

L. F. Moore has been appointed general traffic agent of the 
Missouri & North Arkansas at Chicago. 
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GREAT LAKES BOARD TO MEET 

The Great Lakes Shippers’ Regional Advisory Board will 
hold its eighth regular meeting at Detroit, August 12. Among 
subjects on the docket for consideration at the meeting are 
the proposed distribution of “Buy and Ship Early” stickers, 
cleaning and repairing of box cars, the abolition of the present 
by-laws and the consideration of new ones, the loading of cars 
10 per cent above their marked capacity, and the elimination 
of refrigerator car delay. 


R. R. A. PERSONEL REDUCED 


A reduction of 2,038 in the number of employes and $448.,- 
743.96 in the monthly payroll have been effected by the Rail- 
road Administration since the end of the federal control, ac- 
cording to official figures obtained this week. 

At the end of federal control—March 1, 1920—The Railroad 
Administration had 2,612 employes and a monthly payroll of 
$570,078.68. July 1, 1923, there were 1,015 employes and a 
monthly payroll of $216,159.06. July 1, 1924, there were 574 em- 
ployes and a monthly payroll of $121,334.72. 
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Officials explained that approximately 365 of the present 
employes were in the field and that the remainder were in the 
Washington office. The majority of the employes in the field 
are attached to the comptroller’s office and are checking the 
trustee accounts of the different railroads. Of the 574 em- 
ployes, 415 are in the comptroller’s department. 


BURKE ELECTED TRUSTEE 


The board of trustees of the Fleet Corporation has elected 
David A. Burke, general comptroller, trustee of the corporation 
to succeed Joseph E. Sheedy, who was recently appointed as 
European director. 


TRAFFIC LEAGUE CHANGES 


P. M. Ripley, traffic manager of the American Sugar Re- 
fining. Company, New York, has been appointed chairman of 
the National Industrial Traffic League’s special committee to 
co-operate with the railroad traffic executives. He succeeds 
W. A. Chandler, manager of the transportation department of 
the Merchants’ Association of New York, who resigned when 
that organization’s resignation from membership in the League 
was tendered. 

W. A. Curtin, secretary of the Portland (Ore.) Traffic and 
Transportation Bureau, has been appointed a member of the 
board of directors, taking the place of C. O. Bergan, traffic man- 
ager of the Spokane Merchants’ Association, who resigned. 


SHIPPER-CARRIER CO-OPERATION 


“We should not demand at this time a general freight rate 
reduction,” said Stephen D. Rice, president of the Rice-Pyke 
Corporation, general traffic managers, of Syracuse, N. Y., in an 
address before the National Association of Dairy Supply Houses 
at Atlantic City, on the subject of shippers co-operating with 
carriers. “There are many rates out of line and any shipper 
who finds he is placed at a disadvantage by reason of location 
or otherwise, will find by a careful study and a survey made 
of his conditions—properly brought before the carriers—that 
relief may be granted. Adjustments are being made every day.” 

“You men may be more or less familiar with these facts,” 
Mr. Rice continued, “but I am reminding you in order that you 
may not overlook the importance of keeping this great main 
connection between buyer and seller in proper repair. It this 
is done, then we may demand service. We are looking for 
service these days, and we will all have to agree that, as a 
general proposition, the service of the transportation lines has 
been good in the last year. Every factor in the economic 
progress of our country points to greater production, greater 
wealth and higher standards of living; consequently, greater 
consumption, necessitating more and better’ transportation. 
There are ample grounds for the prediction that within twenty 
years we shall demand twice the amount of freight carried 
today.” 

Mr. Rice urged co-operation on the part of the shipper in 
moving shipments as far in advance of needs as possible. Con- 
sideration given to packing is another way the shipper may 
assist, and it is to his advantage to see that his products are 
packed and described in accordance with the classification, he 
continued. He advised shippers to see that the correct rates 
were applied on their shipments and gave illustrations of proper 
description of shipments of various commodities. He said it 
was evident the carriers could not maintain their present serv- 
ice and at the same time develop their facilities to meet the 
nation’s needs if their earnings were to be so restricted that 
it would be impossible for them to maintain a credit which 
would attract investors. 


SUMMARY OF ACCIDENTS 


In the four months ended with April, 1,912 persons were 
killed and 16,289 persons were injured in train and train-service 
accidents, according to statistics compiled by the Bureau of 
Statistics of the Commission from carriers’ reports. As the 
result of accidents at highway grade crossings, 608 were killed 
and 1,877 injured. There were 725 killed and 692 injured as 
the result of being struck or run over by trains not at grade 
crossings. In April there were 144 killed and 373 injured in 
accidents at highway grade crossings. 


MODIFIED PROCEDURE DOCKET 


Commissioner Meyer has notified those concerned that No. 
16042, Sylva Tanning Company vs. Southern et al., has been 
suggested for handling on the modified procedure docket. He 
has asked those not making the suggestion whether placing 
the case on that docket would be satisfactory to them. 

It has been decided to withdraw No. 15971, Spokane Mer- 
chants’ Association vs. American Railway Express Company from 
the modified procedure docket. The case will be set for hearing, 
under the formal docket procedure, in the regular course. 
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THE TRAFFIC WORLD 


Freight Routing 


Sixteenth of a Series of Articles on the Subject of Routing of Freight, Written for The Traffic 
World by J. D. Collier 


In previous articles we have discussed the possibility of 
obtaining the greatest advantages and savings through the rout- 
ing of less than carload merchandise by means of pool cars 
and spot stocks, either operated by the individual shipper him- 
self or through the cooperation of a number of shippers. The 
transportation problem is recognized as being one of the most 
difficult confronting the merchant today, and no doubt this is 
true on account of the fact that there are so few intermediate 
services or sources of knowledge outside of his own company and 
the transportation company with whom he deals. That the prob- 
lem is not more difficult is due, to a great extent, to the activ- 
ities of a comparatively few concerns, who recognize the im- 
portance of transportation, and to the wonderful cooperation 
of the carriers themselves. The fact that many advantages ob- 
tained by one shipper apply to all has, without doubt, created 
considerable tendency among them to “let George do it.” Aside 
from the activities of the carriers, most of the advantages ob- 
tained can be attributed to the activity of “George.” This does 
not necessarily justify the situation, as it frequently happens 
that many do not know what has been done nor are they suf- 
ficiently informed to take advantage of the possibilities afforded 
them. 

As a further explanation of this situation, a study of the 
presentation of many classification matters would prove most 
interesting. As a rule but a very small percentage of the in- 
terested manufacturers, dealers, etc., interested in the article to 
be considered, are either aware that the subject is before the 
Classification Committee, or if they are, they fail to attend the 
proceedings. This is true, regardless of whether or not the 
change would reduce or increase the rate paid for transportation, 
make or destroy the possibility of consolidated cars with the 
many advantages to be had through this method of forwarding. 


'|The writer is convinced that the equity of the classification at 


the present time is due almost entirely to the activity of the 
Classification Committee itself; to their study of the articles, 
their nature and uses, rather than to the information given them 
by the interested shippers. Even with this condition existing, 
the possibility of obtaining the many advantages of consolidated 
or pool cars exists to a greater extent than the present use of 
this advantageous method of forwarding would indicate. 


In this activity we have perhaps a most important inter- 
mediate factor, between the shipper and the carrier, known as 
the forwarding company. As the intermediate activities between 
the shippers and carriers are very few and far between, it be- 
hooves the wide-awake traffic man to investigate all facilities 
open to him. It is possible, if the business justifies, to make his 
own pool cars. If the business in a certain territory justifies, 
a spot stock should be carried or, if through the cooperation with 
other shippers, pool cars can be made, this situation should be 
taken advantage of. However, in many instances the volume of 
the individual or associated shippers is insufficient to allow them 
to take advantage of this possibility. On account of this situaton, 
outsde companies cooperating with a number of industries, ac- 
cording to the number of commodities classified similarly, have 
been able to offer a service which affords the less-than-carload 
shipper a carload movement at a saving in freight rates. These 
companies are many, and differ to a certain extent in their 
method of operating, but, in general, they justify their existence 
by the service they offer and by the transportation savings they 
make possible. 


As a matter of information, this activity is not new. In 
fact, it is one of the oldest activities connected with transporta- 
tion, although it has, no doubt, become more generally known 
since the recent war times. Freight forwarders or forwarding 
merchants, as they were originally known, have been identified 
with the forwarding of merchandise since this activity was first 
commercialized. The same is also true in European countries. 
Their activities today are somewhat similar to the original ac- 
tivities, although the advantages to the shipper are umch greater. 
Their business originated in the days of stage coaches, wag- 
goners, canal boats and sailing vessels. The original benefit 
of this activity was due to the uncertain time of arrival and 
departure of such instrumentalities and transportation facilities 
as then existed. Shipments were forwarded to them to be held 
at certain warehouse buildings or wharves until the arrival and 
departure of the particular vehicle of transportation to be used. 
For this service a charge was made which had no relation to 
the transportation charges. However, the cost made was con- 
sistent with the service performed, which was a matter of great 
convenience to the shipper as well as to the connecting carrier. 


This activity was further enlarged due to the fact that many 
connecting carriers had no reciprocal arrangements for handling 


business, it being necessary to forward a shipment part way, 
to be transferred and forwarded via another carrier at that point. 
At times it was necessary to do this two or three times en route 
from point of origin to destination. By reason of fact, freight 
forwarders or forwarding merchants established depositories, 
such as warehouses and wharves, at points where the traffic jus- 
tified. At many points the traffic was not sufficient to sustain 
such an enterprise independent of other business, consequently 
the duties of forwarding were performed in connection with 
other business pursuits. At the most -important points where 
the business justified an independent activity of this kind, the 
real forwarding company, as we understand it today, came into 
being. 


Eventually the carriers recognized the advantages of these 


establishments to such an extent that they either established di tK / 


receiving stations themselves or brought out the existing forward- 
ing facilities, which were the forerunners of the wonderful re- 
ceiving and delivering freight houses we know today. The/ 
duties which the forwarders at that time undertook to perform, 
consisted, as a rule, of receiving goods from the public and de- 
livering them to the carriers with the necessary instructions 
for the forwarding of the merchandise, or were those of receiving 
merchandise at junction points from one carrier and holding until 
the carrier outbound from the same junction point could accept 
and transport further on to destination. It developed, conse- 
quently, that such utilities afforded convenience and, in most 
instances, necessary places for the carrier or public to store 
wares and merchandise pending the possibilities of reforwarding. 
Consequently this activity was conducted in a dual capacity; 
namely, warehousemen and forwarders. They were termed 
forwarders when the only duty whic ey were to perform con- 
sisted of receiving the goods at their warehouse or wharf and 
delivering them to the carrier for carriage, as directed, or when 
goods were delivered to them by a carrier to again be delivered 
to a carrier for further forwarding, or to be held until called for 
by consignee if at destination, the goods having been delivered 
by the inbound carrier. If the only activity was to hold the mer- 
chandise, the term “warehouse” was used. ; The spirit of con- 
centration and control, as well as the many advantages of this 
system, being recognized by the carriers themselves, the activity 
was eventually controlled by the transportation companies. 


However, in the development of transportation, when- a 
different rate was permitted on carloads or large quantities as 
compared to smaller shipments, the activities of the freight for- 
warding materially enlarged, and in the course of its evolution 
its sphere of activity has been almost entirely predicated on the 
possibility of obtaining the rate based on the shipping of carloads 
consisting of consolidated shipments from several shippers con- 
signed to one destination. Today the business of such com- 
panies consist principally of assembling less-than-carload ship- 
ments of commodities entitled to the same carload rate, either 
through a similar classification or the rule in the classification 
providing for the mixture if classified differently in carloads, or 
by the provisions contained in commodity lists. These com- 
panies, who are experts in this knowledge, hold shipments in 
warehouses or other convenient places, until a carload has been 
assembled, and then forwarded such goods in accordance with 
the instructions given and the requirements necessary so as to 
obtain a low rate for the shipper, thus giving them the advantage 
of carload movement. 


In some cases the forwarder charges only a reasonable 
_charge for the assembling, warehousing and loading service, giv- 
ing the owner or owners the full benefit of the carload rate. 
In other cases, however, the forwarder agrees to pay all charges 
of the carriage, incidental drayage and warehousing, sometimes 
including insurance, and charges the shipper a lump sum or a 
certain amount per hundred pounds. and finds his profit in the 
difference between the carload and less-than-carload rate. In 
some instances it is predicated on a percentage of this dif- 
ference. In either instance, however. it is obvious that the ship- 
per is given a lower rate than would apply if the shipment was 
forwarded individually, and without doubt gets better service 
through the forwarding of the shipment as a straight carload. 


Manufacturers of many classes of merchandise have availed 
themselves of this class of service to such an extent that, at the 
present time, the largest percentage of second-hand household 
goods, new furniture, second-hand automobiles, machinery. and 
many other classes of merchandise are shipped in consolidated 
or pool cars. Here is an illustration of the advantage: A ship- 
ment from Chicago to Los Angeles. of machinery, rated second 
class in carloads. if shipped individually, would be charged for 
at the rate of $4.43 per hundred pounds, whereas the same ship-. 
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ment could be delivered to a forwarding company which would 
transport it to destination, in a through car, for $2.60 per hun- 
dred pounds, resulting in a saving of $1.83 per hundred pounds. 
When we consider the value of some pieces of machinery weigh- 
ing 500 pounds, and realize the possibility of a $9.00 saving in 
freight rate, the advantages of this service can be readily rec- 
ognized. _ 

There is another phase of this business which has recently 
béen developed, between points where the difference in freight 
rate does not justify a lower charge by the forwarding company 
than would be made by the railroad if shipped as an individual 
shipment. Such as between New York and Chicago, Cleveland 
and St. Louis, etc. In this instance, however, the fowarding com- 
pany, through the volume handled and their efficiency in oper- 
ation, are able to forward in carloads and make direct or store 
door delivery at destination to the customer at the same price as 
the railroad would charge on the less-than-carload shipment. 

During the recent war times, the business of freight forward- 
ing was an important factor to the less than carload shipper, for 
by taking advantage of these facilities he was able to be rep- 
resented at many of the various large centers which were sub- 
ject to great congestion. Since that time shippers have recog- 
nized, to a great extent the advantages of the forwarding com- 
panies. It might be well to say at this time that like all business 
during the war, a number of concerns sprung up which had no 
right to their existence, but they have gradually fallen by the 
wayside. 

If the. service can be used, there is no better vehicle of 
transportation than the, forwarding company. However, forward- 
ing companies should be carefully selected, as the rule holds 
good that there is nothing worse than a poor forwarding com- 
pany. As the shipper must realize that when his merchandise is 
delivered to an outside party to be forwarded in transportation, 
while it is being transported he loses all title to it and his only 
possibility of redress depends entirely upon the reliability of the 
company whose receipt he holds. Many concerns in the past 
have released merchandise worth thousands of dollars to unreli- 
able forwarding companies, of no standing, for a slight reduction 
in rate, overlooking other companies fully responsible for this 
amount or greater for the saving of a few cents in freight rate. 

The business of the forwarding companies is predicated on 
a close study of the average tonnage of various classified mer- 
chandise from and to given points. However, this has been de- 
veloped to such a definite degree that today regular service 
can be had via various companies between almost all important 
points, such as New York, Philadelphia and Boston, and Cleve- 
land, Detroit, Chicago, St. Louis, Kansas City, Omaha, and from 
and to prominent eastern seaboard cities as well as central Mis- 
sissippi Valley points and the Pacific Coast. In the develop- 
ment of sales territories, the competent traffic man who co- 
operates fully with his company, should consider the make up of 
his own pool cars if the sales seem to justify. Later in the de- 
velopment of this territory a spot stock should be kept at some 
reliable warehouse which also handles a forwarding business, 
and later, if development still justify, an assembly plant or 
branch factory should be established. All these steps should be 
predicated on the rate structure or classification of the particular 
commodity in question. In the meantime, a traffic man should 
have interested himself in these factors for the benefit of his 
company. At the same time, however, if sufficient volume does 
not exist so that he can as an individual obtain these benefits 
through the cooperation of other merchants, he should not 
overlook the possibilities of dealing with a high grade responsi- 
ble forwarding company until such time as the volume will 
permit to obtain the same results individually. 


The Trafic World Ottawa Burean 


The denial of J. Shamberg, cattle shipper of New York, 
that he is exercising a control of cattle shipments from Atlantic 
ports to the United Kingdom in a manner calculated to destroy 
the cattle raising industry in Canada, does not satisfy the 
Agricultural Inquiry Committee of the Ontario legislature. 

This body instituted an inquiry into the prevailing con- 
ditions in the cattle export business several weeks ago, and has 
concluded that Mr. Shamberg is one of the chief causes of the 
present high rates charged for ocean shipment of cattle. In pre- 
war days the rate per head was invariably less than $10 and 
sometimes as low as $7. Since the war the rates which soared 
as high as $40 per head have come down gradually until they 
are now at $20. 

Meantime the embargo which the British government had 
placed on the importation of Canadian cattle for feeding pur- 
poses, was taken off, in 1921. Before this embargo was removed 
the only kind of cattle which could be shipped were fats, ready 
for slaughter at the port of discharge. 

The position of the Canadian cattle raisers is said to be 
very precarious as a result of the heavy tariff placed against 
export into the United States by the Republican government. 
Whereas, before this tariff was set up, Canada exported to the 
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United States about 350,000 head of cattle annually, since iis 
enactment there has been practically no exports at all. This 
has left the Canadian producers without a market. Consequently 
every effort was made to open the United Kingdom, and success 
was attained in having the embargo removed. Since then the 
Canadian cattle shippers claim that the only barrier to heavy 
exports is the very high rate for ocean shipment. In 1923, the 
total cattle exported to the United Kingdom was 55,000 head. 
This, in comparison with previous shipments to the United 
States, indicates the number of beasts for which no market 
could be found. This year the exports are running about 6,000 
more than last. 

The Ontario legislature is not the only body which is en- 
deavoring to probe the high rate situation. The federal govern- 
ment has been working steadily on the problem. At the present 
time a commission is in England endeavoring to collect data 
from the British shipping companies. No report has been 
received however as yet. 

The Ontario committee is still at work taking evidence and 
far from being satisfied with the statement of Mr. Shamberg, 
has issued the following summary of the situation: 


The cattle carrying trade is confined to three of the regular 
lines: The White Star-Dominion, Anchor-Donaldson, and Manches- 
ter liners. These lines run to Birkenhead, Glasgow and Manchester 
and have sufficient tonnage to take care of more cattle than Canada 
is likely to offer at an arbitrary $20 minimum rate. They may con- 
sider it unnecessary to make any reductions as long as the business 
retains any life. Exporters cannot ship to other ports than those 
served by the lines mentioned and so palpable is the destructive 
effect of the $20 rate that ships often sail either without cattle or 
with half loads. 

At the center of the shipping combine is the International Mer- 
cantile Marine, ostensibly an American company engaged only in 
operating American ships out of American ports to European ports. 
The North Atlantic eastbound freight conference represents all lines 
and fixes freight rates, except for cattle, in which specific business 
Mr. Shamberg, of New York, is the strong man. He exercises con- 
trol of all the space on the White Star-Dominion line. 


Major P. A. Curry, manager of the White Star-Dominion 
line, has denied the truth of the statement that Mr. Shamberg 


controls the cattle spaces on the boats operated by this com- 
pany. 


CANADIAN CARGO INSURANCE 


The Trafic World Ottawa Bureau 


After tearing evidence in Canada on the discrimination 
in insurance rates charged on the British-North American 
routes, the imperial shipping committee, in an interum report 
made public here last week, announced several concessions 
to the Canadian shippers. 

The grievance is of long standing. - Marine insurance com- 
panies have insisted in the past that the greater risks of nav- 
igation in the St. Lawrence and the North Atlantic justified a 
higher insurance premium than that charged on shipping from 
the United States ports on the Atlantic seaboard. 

The rates of insurance for the St. Lawrence route in the 
past have been greater than the more southern routes, by 1 per 
cent between May 1 and Oct. 1, and by 2% percent during the 
remaining months of navigation. Now it is announced that the 
mediation of the imperial shipping committee has succeeded in 
obtaining an extension of the summer rate until the end of 
October in each year. For the time being this concession is 
to cover only the hulls and machinery. The committee, how- 
ever, is hopeful that the same rate will be extended to cargoes 
in the near future. 

The underwriters, on the other hand, have stipulated that 
the aids to navigation must not, be removed on the British 
North Atlantic routes before October 31, and the assurance 
of the Canadian government is required on this point. Within 
24 hours of receiving the report the government had given the 
necessary undertaking so that the rate reductions should go 
into effect next October 1. 

While realizing that: the reductions in premiums are worth 
considerable money to Canadian shipping interests the govern- 
ment officials at Ottawa are not satisfied that the situation is 
as good as it should be. 


CROWS NEST PASS RATES 


The Trafic World Ottawa Bureau 


Complaints of discrimination in rates, as a result of the 
re-inforcement of the Crows Nest Pass freight rate agreement, 
continued to pour into the capitol by the score until toward the 
end of the present week when the Board of Railway commis- 
sioners, following a special conference, announced that a hearing 
would take place in the immediate future. 

Not since the Federal government authorized a sweeping 
increase in rate tariffs in 1917 has there been anything approach- 
ing the present disturbed state of public oppinion. 

Events marched rapidly to the conclusion. In the first place 
the railway commissioners endeavored to turn the problem of 
rate discrimination over to the government. Letters were sent 
by the commissioner, Hon. F. B. Carvell, to the various com- 
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plainants suggesting that they make their representations direct 
to the premier or the minister of railways. Both these members 
of the government were away on vacation, however, and the need 
for quick action became so imperative that Mr. Carvell, finally, 
became convinced that the better method would be to call a 
special hearing of the board to hear argument on both sides. 

His assurance of action have served to mollify somewhat 
the indignation of the various business men throughout the 
Dominion who are finding it next to impossible to market their 
goods owing to the variation in rates. Mr. Carvell, although he 
has not made the announcement definitely, expects to fix the 
hearing sometime in September. It will not be possible to hold 
it earlier on account of the fact that the itinerary of the com- 
mission calls for a prolonged tour in Quebec and the Maritime 
provinces. It will be held as soon after the return of the com- 
missioners as is possible. 

Meantime the railways have been requested to submit a 
defence of the present rate schedules within not more than 15 
days. Opposed to the railways will be arrayed a galaxy of legal 
talent representing eastern manufacturers and western consum- 
ers. The province of Manitoba is the first in the ring with the 
appointment of H. J. Symington, K.C. It is possible that Sas- 
katchewan and Alberta will join in nominating Mr. Symington 
as their legal representative at the hearing. 

The railways have announced already their determination 
to fight the issue to the highest tribunal in the British Empire— 
the judicial section of the Privy Council—and a prolonged period 
of litigation is in sight before general freight tariffs in Canada 
will return to normalcy. Their concern is understandable since 
the reductions in rates made effective by the Crow’s Nest Pass 
agreement, even with their limited application, will reduce rail- 
way receipts by about $10,000,000 per annum. 


CANADIAN CAR LOADINGS 


The Trafic World Ottawa Bureau 

Car loadings in Canada, for the week ended July 19, were 

less than those of the previous week by 1,928 cars. Grain load- 

ing in the western division fell off 884 cars, but showed little 

change in the east. Compared with the corresponding week of 
1923 the car loadings were heavier by 709 cars. 


For the Week Ended 
July July July 











5, 12, 19, 
Cars. Cars. Cars. 
Grain and erain products... ......-seceseesves 6,796 5,839 4,936 
OO EE Re ee ee re ee 1,740 2,053 2,000 
NO eo eh ui or5iGy hace eyecare manic oielaies Oise. eisiaue iaieloimeke 4,529 5,029 4,793 
I ie Gracin apne aakrave loadin ia: a-Sin son ane ale acetwieianeusteters 81 27 230 
RIN Digs Sone binsig's) > 4, uicie SO ie bear elenew Sasa ee 3,577 3,864 4,030 
I iia la a ap asele ar avd: si 5icayeh stay Nia lai a ai ap evvatln eye 1,869 2,007 1,798 
IN 9 0s Ov) tiie aise locale dey eee Wale ore 1,415 1,790 1,666 
Other Terest PEOGGCts... ... 6. ccciacecewsooge 2,200 2,503 2,357 
aie lea an alS aoeao AWS aS SS TICS COC 1,605 1,441 1,516 
mere, Be Cs Bis. cc caccck wad sonmiawwcawen 13,668 16,070 15,378 
bn ee errr eee 11,366 12,576 12,812 
po ee, a ey ee arr 48,946 53,450 51,522 
Total cars received from connections........ 28,981 25,241 28,394 
Total cars loaded for corresponding week 
I oss hasscos Sib aia acolo oslo are Sica a Dos owe acai 48,595 51,997 50,813 
Cumulative loading to. Gate—19 76. onc k sc cccesovsccweecsos 1,555,149 
pre ee ene ere es 1,438,661 


Eastern Canada. Western Canada. 
For the Week Ended 
July July July July July July 
5, 12, 19, 5, 12, 19, 
Cars. Cars. Cars. Cars. Cars. Cars. 
Grain and Grain prod- 








MIQUE x cisce avana ocre.siarduete 2,172 2,013 1,994 4,624 3,826 2,942 
Live @6GGK .okcccecee 979 1,187 991 761 916 1,009 
OE ie Ae ere 3,967 4,361 4,090 562 668 703 
ee eee 178 278 228 3 ae 2 
ee ee 2,697 2,874 2,928 880 990 1,108 
EULPWOOE ocicevecewtwss 1,732 1,820 1,699 137 187 99 
Pulp and paper....... 1,364 1,722 1,556 51 68 110 
— forest products. 1,005 1,264 1,232 1,195 1,239 1,125 

rciteuah wee caves miele wl atone 1,177 970 1,054 428 471 462 
ESET L. C. L..10,282 12,213 11,455 3,386 3,857 3,923 
Miscellaneous .... ae 8,883 9,746 10, 052 2,483 2,830 2,760 


—_[—__————— i | 


Total cars loaded.34,436 38,398 37,279 14,510 15,052 14,243 
Total cars received 
from connections.....26,533 238,430 26,216 2,448 1,811 2,178 
Total cars loaded for 
corresponding week 
EGER” 2. os stanceewross 36,869 39,032 37,086 11,726 12,965 13,727 


REVIVAL OF OLD AGREEMENTS 


The Trafic World Ottawa Bureau 


As if the return of the Crow’s Nest Pass agreement was 
not sufficient for one year, there are strong evidences that some 
of the other rate agreements entered into by railways in return 
for subsidies, will be invoked in the immediate future. 

One of these is the agreement between the Manitoba govern- 
ment and the old Canadian Northern railway. This pact stipu- 
lated a very low rate on the carrying of wheat from all points 
in Manitoba to the head of the Great Lakes. The agreement 
was outlawed by the federal government during the war, and the 
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federal legislation was contested in the courts by the Manitoba 
government. However the litigation was dropped when the 
Federal government, in 1919, put through an amendment to the 
Railway act definitely setting aside all such agreements for a 
period of three years. Subsequently this suspensory legislation 
was renewed for another two years, but was permitted to 
expire this July. 

The Canadian Northern railway, in the meantime, has 
become a part of the Canadian National railways and the federal 
government has assumed the entire responsibility for its 
finances. 

With the lapsing of the legislation, the hopes of the Mani- 
toba producers to obtain the lower grain rate stipulated in the 
agreement have been renewed and the Manitoba government, 
in an announcement made this week, has recommenced the 
litigation. At the present time the case is before the Supreme 
Court of Canada and the hearing probably will take place at 
the autumn session. 


BOARD MAKES INVESTIGATION TRIP 


This week the Board of Railway Commissioners will leave 
to conduct an investigation of traffic problems in Quebec and 
the Maritime provinces. The various railways concerned in the 
tour are the Quebec, the Oriental and Atlantic and the Quebec 
and Western railways. The last named railway operates a line 
about 200 miles in extent, from Matapedia to Gaspé, and there 
have been many complaints about the service and the rates 
from the residents of the district thus served. One of the diffi- 
culties seems to be that the owners of the two last named rail- 
ways live in Europe and appear not to be in very close touch 
with their Canadian affairs. The people desire both to be taken 
over by the Canadian National railways. 


CANADIAN RAIL EARNINGS 


Gross earnings of both Canadian railways, for the week 
ended July 21, 1924, show a decrease in comparison with the cor- 
responding week of 1923. 

The gross earnings of the Canadian Pacific were $3,134,000, 
as compared with $3,254,000 for the corresponding period in 
1923. This was a decrease of $120,000, or 3.6 per cent. The 
gross earnings for the month up to July 21, show a reduction of 
$303,000 in comparison with the corresponding period in July, 
1923. 

The gross earnings of the Canadian National railways were 
$4,451,237, being a decrease of $195,412 as compared with the 
corresponding week of 1923. 


INCREASE FOR CONDUCTORS DENIED 


Following negotiations which have extended over more than 
a year, both Canadian railway companies have declined to in- 
crease the wages paid to conductors. Notification to this effect 
has been sént to the Brotherhood of Conductors and Trainmen. 
The negotiations resulted from an increase of 5 per cent granted 
to conductors by some of the railways in the United States. 


CANADIAN NATIONAL BOARD RE-ORGANIZATION 


Re-organization of the board of directors of the Canadian 
National railways is expected to take place within the next few 
weeks. There are several vacancies on the board, the last being 
caused by the resignation of James Stewart, of Winnipeg, but . 
it is not probable that these will be filled until the government 
and Sir Henry Thornton have completed their plans for the 
complete recasting of the board. One of the defects which has 
been discovered in the board as it has existed up to the present 
time, is that the directors are scattered from one end of the 
Dominion to the other. This makes it almost impossible to 
have a meeting of the board on short notice. Sir Henry has 
suggested that a small executive of the board be created, every 
member of which would be within a few hours of the head 
offices of the railway at Montreal The government has ac- 
ceded to this request and the change in policy was announced 
during the session just ended. This will not mean that the 
other representatives who live at distant points will be dropped 
from the board, but that a nucleous of strong men will be ap- 
pointed, which can be called together over the long distance 
telephone. 





CHANGE IN DOCKET 
Hearing in I. and S. No. 2169, Lumber from St. Louis, Mo., 


to Arkansas points, assigned for August 2, at Fort Smith, Ark., 
before Examiner Armstrong, was cancelled. 


GUARANTY CERTIFICATE 
The Commission has certified to the Secretary of the Treas- 
ury that the Delaware, Lackawanna & Western is entitled to 
a balance under the guaranty section of the transportation act 
of $45,304. The amount originally due the carrier was $7,169,- 
804, but prior payments reduced the amount due as a balance 
to the sum hereinbefore mentioned. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any — question relating to the law 
of interstate transportation of freight. traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


Tariff Interpretation—Conflicting Rates vs. Specific and General 
Descriptions 


Tennessee.— Question: Would thank you to advise if you 
have any record of a formal or informal opinion of the Interstate 
Commerce Commission, in regard to the application of sheet 
iron rates on stove pipe iron, as per the following tariff pro- 
visions: 

Item 705, of Agent Jones’ Tariff 15-M, contains a rate on 
stove mixture, with minimum of 24,000 pounds, subject to Rule 
34 of the Classification. This item specifies stove pipe, side 
seams not closed, nested. As you know, this material is nothing 
but sheet iron cut in shape for making pipe, shipped flat, nested, 
and crated, billed by shippers as “crates sheet iron, cut in 
shape for stove pipe, nested flat, and crated.” 


Item 440 of the above tariff contains rate on sheet iron, 
with classification minimum of 36,000 pounds. It would seem, 
considering the actual article shipped, and not the use to which 
it is finally put, that the tariff really contains two rates, one 
higher with a lower minimum, the other lower with a higher 
minimum, and that the shipper should have the benefit of the 
lowest available basis. In addition, it would appear that stove 
pipe iron is about in the same catagory as tank iron, in that 
knocked down tanks can be shipped as tank iron, at the rate 
under Item 440, whereas if billed as knocked down tanks the 
higher rate would apply. 


Answer: In the interpretation of tariffs, the rule is that, if 
two descriptions can be found, each of which is common to an 
article, directly conflicting in every particular with each other, 
the lower rating is that to apply. See Ohio Foundry Co. vs. 
P. C. C. & St. L, 19 I. C. C. 65; St. Louis Blast Furnace Co. 
vs. Virginia Ry Co., 24 I. C. C. 360; United Verde Copper Co. 
vs. P. Co., 48 I. C. C. 663; National Elevator Co. vs. M. & St. P., 
246 Fed. 588. 


If, however, it is found that, even though two descriptions 
will fit an article, one of the descriptions is more specific 
than the other, this removes the element of conflict, and the 
rating which is the more specific will apply, whether higher or 
lower. See Colorado Culvert & Flume Co. vs. A. T. & S. F., 83 
I. C. C. 267; U. S. Industrial Alcohol Co. vs. Southern Ry., 68 
I. C. C. 389; Highland Park Mfg. Co. vs. Southern Ry.,.26 I. C. C. 
67; Augusta Veneer Co. vs. Southern Ry. Co., 41 I. C. C. 414. 

If the shipments in question actually consist of “stove pipe, 
side seams not closed, nested,” which is a question of fact, the 
rate provided for in Item 705 of Jones’ Tariff 15-M is in our 
opinion, the rate to apply. 

Routing and Misrouting—Conflict Between Rate and Route 
Specified by Shipper in Bill of Lading 

Maryland.—Question: X carrier issued bill of lading cover- 
ing shipment calling for Y delivery at a station located on Y 
carrier, in destination city. Bill of lading showed a rate pub- 
lished by X carrier to their stations only in destination city. 
There are no published through rates for Y delivery and no 
switching arrangements between X and Y carriers in destin- 
ation city. 

X carrier claims the proper rate is the rate published 
by them, which applies to point of interchange in destination 
city, plus Y’s local from point of interchange to destination 
station. I would appreciate your opinion as to the correct rate 
applying on this shipment. 

Answer: Inasmuch as the rate shown in the bill of lading 
was not applicable to a station on carrier X, at the destination 
shown in the bill of lading, there was no conflict between the 
rate and the route specified in the bill of lading, within the 
ordinary construction of Conference Ruling 474 (C). 


Nevertheless, if a lower rate was applicable via a route 
other than that specified in the bill of lading, under the findings 
of the Commission in Union Saw Mill Co. vs. St. L. M. & S. Ry 
Co., 40 I. C. C. 661, the duty of the carrier was to direct the 
shipper’s attention to the conflict so that the shipper could 
have taken advantage of the lower rate. 

If, however, there was no route over which a lower rate 
applied, the rate claimed by the carrier, is, in our opinion, the 
rate to apply. 
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Interest On Overcharge Barred from Under Wolf Case But 
By Amendment to Paragraph 3 of Section 16 of the Act 
Tennessee.—Question: As you know Senate Bill S-2704 

extended the statutory period for the filing of overcharge claims 

from two years to three, Ruling 464 of the opinions of the 

Commission has to do with the collection of interest on such 

claims. 

Now comes a certain carrier advising that they will not pay 
interest on claims covering overcharges that, occurred more 
than two years back, and that were originally barred by the 
two year statutory limit, alleging that it was not the fault of 
the carrier that these claims could not be paid. 

It is our contention that the claimant was out the use of his 
money for this period and is legally due interest from the 
carrier for use of this money, furthermore Rule 464 referred to 
above is still effective, and nothing is contained in the recent 
amendment to the Interstate Commerce Act that will uphold the 
carriers in this contention. 

Will you kindly advise us concerning this? 

Answer: While we do not locate decisions of the courts in 
point, it is our opinion that when Congress, by enacting into 
law the provisions of Senate Bill S-2704, extended the period of 
limitation within which a claim for overcharge could be paid 
by a carrier, filed with the Commission or suit brought therein 
in court, it did not intend to limit, as to shipments affected 
by the retroactive effect of the law, the payment of interest to 
only two years from the date of the delivery of such shipments. 
The carrier, by withholding the payment of the claim for the 
two year period, has withheld, without lawful excuse, money 
which rightfully belonged to the shipper. The carrier’s act 
or omission, and not that of the shipper, is the proximate cause 
of the accrual of the interest on such claims, it being the 
duty of a carrier to refund immediately any overcharge, whether 
a demand has been presented by the shipper or not.—Tyson & 
Jones Buggy Co. vs. A. & A. Ry. Co., 17 I. C. C. 330. 

Freight Charges—Liability of Consignee Where Acting in Agency 

Capacity for Consignor 

lowa.—Question: Referring to page 46 of July 5th issue of 
The Traffic World and your answer to “Illinois” under the 
heading ‘“Freight—Liability of Consignee Where Acting in 
Agency Capacity for Consignor’ it is noted that your corre- 
spondent asks the question “Is there—any other way in which 
consignee can protect himself against such bills?” to which 
you do not make direct response. 


On the assumption that the question is propounded by one- 


who is accustomed to handling goods for others on consignment, 
would suggest the following method of accomplishing the de- 
sired result. 

Insist upon all consignments being made to shipper’s order 
using an “order notify” bill of lading. The shipper, therefore, 
becomes both consignor and consignee. The Factor of Com- 
mission man is shown as the party to be notified. When the 
factor surrenders the bill of lading to the carrier at destination 
he should enter his endorsement thereon in the following man- 
ner: “In accepting this shipment Jones & Co. are acting as an 
agent for the shipper and assumes no liability other than that of 
a factor.” 

This endorsement serves notice upon the carrier of the 
status of the one accepting the shipment and, in the event it 
fails to collect all of its charges at time of delivery, it is barred 
from collecting the balance due from anyone other than the 
consignee or owner as provided in the conditions on the back 
of the bill of lading. 


In this manner, only, can a factor protect himself against 
payment of balance due the carrier on shipments he has handled 
for others. The writer has successfully handled many shipments 
in this manner with the result that he has resisted the demands 
of carriers and forced them to collect their charges from the 
consignee or owner, except in cases where he has had in his 
possession funds belonging to his principal, in which. case he 
has, as agent for the owner, paid the balance due and deducted 
same from later account of sales. 

In the York & Whitney case referred to the shipments 
moved on “Straight” bill of lading in which York & Whitney’s 
name appeared as the consignee, hence the court could do 
nothing else but decide the case against them. 

Answer: Unless it be held that the order notify party, by 
accepting delivery of a shipment and paying the charges de- 
manded at the time of delivery thereof, becomes, in fact, the 
consignee of the shipment, regardless of the notice to the 
carrier respecting his acceptance as agent for the shipper, the 
above described method of handling shipments consigned to a 
factor or commission merchant should be effective, if it be put 
into effect, in preventing losses due to the collection, by the 
carrier, of undercharges from that party, after he has made a 
settlement with his principal, as was true in the York & Whitney 
case, 255 U. S. 406. 

Damage—Litigation of Liability—Released or Declared Valuation 

Missouri.—Question: On October 15, 1923, there was shipped 
from X, Connecticut over the A Railroad a lot of household 
goods consigned to this point. The bill of lading was routed 
simply B Railway. The shipment was carried to New York 
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City and handed to the C Railway Company, which carried 
it to Chicago and from Chicago to St. Louis, at which point 
they gave it to the C Railway and, by this continuous round 
about way in handling, the shipment was badly damaged to the 
extent of $276.86. The bill of lading was made out by the 
agent at point of origin and shows release of 10 cents per lb. 
value. 

The shipper, also at the suggestion of the agent, took out 
an insurance policy which the agent assured him would cover 
any loss or damage, but careful examination of the policy shows 
it covered wreckage or shipment being wrecked only. Further- 
more, the shipper states that his attention was never called to 
the release value of 10 cents per pound in fact he never heard 
of any such provision, and the only thing he inquired of the 
agent was which was the cheapest way to send the shipment. 
The agent told him to ship it less than carload lot, unless he 
had enough to make a carload which would be cheaper but, 
only having 5,860 pounds, he shipped it less than carload. 

We have called the attention of the C Railway to the fact 
that we believe the courts, and Commission, also, have held that 
where the shipper was not made aware of the released valuation 
and not allowed to accept the one he wanted, the release in the 
bill of lading will not hold, but, regardless of this the C Railway 
stands “pat” and states that the second Cummins amendment 
protects them, even if the shipper was not advised of the 10 
cent valuation, which he was signing. 

Answer: The Interstate Commerce Commission has held 
that whenever a shipment is tendered a carrier upon which its 
tariffs provide for the application of alternative rates dependent 
upon the value thereof, the duty rests upon the agent of the 
carrier to call the attention of the shipper to the different 
rates and secure his signature to a proper bill of lading. See 
F. S. Harmon & Co. vs. Northern Pacific Ry. Co., 33 I. C. C. 370. 
This relates, however, only to the matter of the applicable rate. 

In the instant case the question is whether the acceptance 
of and signing by the shipper of a bill of lading prepared by 
the carrier’s agent, containing a released or declared valuation, 
inserted by the carrier’s agent without the shipper’s attention 
being specially directed thereto, constitutes an assent thereto 
on the part of the shipper and thereby limits his recovery in 
case of loss or damage, to an amount corresponding to the 
value stated in the bill of lading. In El Paso & S. W. R. Co. 
vs. Keeble, 258 S. W. 859, it was so held. 

We do not locate decisions of the federal courts, including 
the Supreme Court of the United States, covering facts entirely 
similar, although the latter court has held with respect to 
shipments moving by express, that, under the terms of the 
express receipt and the express clasification, the mere accept- 
ance of the express receipt by the shipper binds him to the 
terms thereof respecting the released value of his shipment. 
See American Railway Express Co. vs. A. J .Lindenberg, 260 
U. S. 584 and American Express Co. vs. United States Horse 
Shoe Company, 244 U. S. 990. 

However, the express receipt contains, within itself, a limi- 
tation of liability regardless of any statement of value by the 
shipper, so that, as we see it, there is a distinction between a 
shipment moving by express and one moving by freight, by 
reason of the difference in the wording as respects the limita- 
tion of the carrier’s liability thereunder, so that in order to bind 
the shipper to the limitation inserted by the carrier’s agent in a 
bill of lading, as in the instant case, we must consider that the 
shipper by signing the bill of lading has assented to or ratified 
the carrier’s act in inserting the limited valuation therein. 

Freight Charges—Liability of Consignee 

Massachusetts.—Question: Two cars of grain from a point 
in New York to a point in Massachusetts were billed to the 
order of a shipper on order bills of lading, notify their customer 
at destination. The bills of lading were marked prepaid in the 
proper column and also carried notations that the charges on 
the shipments will be collected from the shipper and should, 
therefore, be considered to be fully prepaid, such notation be- 
ing signed by the railroad agent at shipping point. Drafts were 
made, with bills of lading attached, and taken up by the cus- 
tomer, by which procedure you will see that paymwnt of drafts 
covered the cost of the grain only, the shipper paying the 


Before the cars arrived, the checks tendered by the shipper 
for prepayment were dishonored, shippers becoming financially 
involved and the railroad agent at shipping point wired agent 
at destination to collect the freight charges. The drafts were 
paid, however, before any knowledge came to the customer that 
shipment was not actually prepaid, so he could do nothing 
except comply with the railroad’s requirement and pay the 
-reight before he could get the cars, which payment was made 
in a few days after he found that he could not get the car other- 
beta There was also a few days’ demurrage, which he refused 
O pay. 

We have looked up several cases bearing on this, but find 
nothing exactly in point, such as: P. C. C. R. R. vs. Fink, 250 
U. S. 577; N. Y. C. vs. York & Whitney, 256 U. S. 406 and 281 
Federal 891, etc. These cases all seem to point to the fact 
that consignee can be held for the freight, but the instant case 
seems to differ, in that the customer ought to be protected 
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when accepting negotiable bills of lading, setting forth that 
charges were prepaid and possibly that the railroad at shipping 
point having accepted checks would be considered as having re- 
ceived payment on the account, their action then to be on the 
checks against the shipper, not against the consignee. It is, 
of course, true that the customer was informed before he re- 
ceived the goods that the charges had not in fact been paid. 
but it was then too late to recuperate against the shipper, as 
full payment had been made on the drafts. 

If you have any information as to cases which you can 
give us which would tend to make the carrier at destination 
liable to refund the freight paid by the customer, it would be 
greatly appreciated. 

Answer: “In our answer to Minnesota, on page 1366 of the 
May 24, 1924, Traffic World under the caption “Freight Charges 
—Liability of Consignee for Freight Charges Supposed to Have 
Been Prepaid” we discussed the conflict between certain deci- 
sions of the courts on this question. 

It appears, however, in the instant case, that while the bill 
of lading contained provisions showing that charges on the ship- 
ment had been prepaid, the carrier prior to delivery thereof de- 
manded payment of the charges from you, by reason of the dis- 
honoring of the shipper’s check in prepayment of the charges. 
While the mere consignment of a shipment to a named consignee 
does not obligate the consignee to pay the freight charges 
thereon, it has been held in numerous cases that by the accept- 
ance of the goods he becomes liable for the charges thereon. 
See American Ry. Express Co. vs. Heilburn, 198 N. Y. S. 801. 
The instant case, as we see it, is no exception to the general 


- rule. The cases cited by you are not exactly in point, nor do 


we know of any case in point. 
Shipments in Bond—Reconsignment 

Minnesota.—Question: After reading the question and your 
answer published in “Questions and Answers” column, page 1488 
in The Traffic World, June 7, under heading “Liability of Carrier 
for Delays in Shipments Reconsigned, but Held for Clearance of 
Duties by U. S. Customs’ Requirements,’ I am convinced that 
the consignee’s recourse is against carriers and not against the 
shipper. 

My conclusions are drawn from these facts: The car was 
shipped May 6, originally consigned to Blank & Co., Chicago, 
Ill., moving in bond to that point. The same day, May 4, the 
bill of lading was exchanged by the Canadian Pacific Railway 
for a new one, showing the Growers’ Sales Agency, Louisville, 
Ky., notify Blank at Louisville, changing both the consignee 
and destination. . 

Upon issuance of the exchange bill of lading, the Canadian 
Pacific Railway was duty bound to effect change of billing prior 
to arrival of car at port of entry. Having failed to accomplish 
this, they should have so informed the shipper, so that he could 
have protected his interest. 

After the car passed the port of entry, and the immediate 
transportation entry had been issued, it passed from the control 


ALBANY, WN. Y. | 


Natural distributing point for New York and 
New England. Warehouses for eve-y need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 

















COLUMBUS 





MERCHANDISE WAREHOUSES 
Lecated best to serve as your warehouse Pool car distribution—stere deer delivery. 


TheitlLlLe COTTER WAREHOUSE Company 


Executive Offices: 40 West 3rd Street 
MANSFIELD, OHIO 






TOLEDO 
SYRACUSE, N. Y. 


Flagg Storage Warehouse 
TWO FIREPROOF WAREHOUSES 


MANSFIELD 


Storage of General Merchandise and Household Goods 
EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding 


Correspondence Solicited. 100 Townsend St., SYRACUSE, N. Y. 











250 THE TRAFFIC WORLD 


of the railroad to the control of the customs division of the 
United States government, and any change in billing, made 
subsequent to the issuance of the immediate transportation 
entry, would not be recognized by the customs except under 
instructions of the Treasury Department. Therefore, carrier 
was without authority to make any change in the billing, and 
if a change was made, as I assume it was, the carrier, of course, 
should have assumed the responsibility of notifying the ultimate 
consignee that shipment was being held at Chicago for clearance. 


In view of the facts involved, it is my contention that car- 
riers are liable in this particular instance on three accounts: 
First, for having exchanged the bill of lading, and failed to make 
the diversion prior to arrival of car at port of exit; second, for 
having changed billing after car had passed port of entry, and 
was moving under control of the U. S. customs division; and, 
third, for having failed to notify the consignee at Louisville that 
the car was being held at Chicago for clearance. 


In drawing my conclusions (I am, of course, assuming that 
carriers, aS well as shippers and consignee, were familiar with 
the customs’ regulations), I contend that both shippers and 
consignees were deprived of the opportunity of arranging clear- 
ance and averting delay at Chicago because of the failure of 
the Canadian Pacific Railway to notify shipper that the change 
in consignee and destination had not been effected before the 
car reached the border; also because the carrier’s agent at 
Chicago failed to notify the consignee at Louisville that the ship- 
ment was being held there for clearance. 


Answer: Your position is well taken, in our opinion. It 
brings to our attention a fact in “Kentucky’s” statement of the 
case which we did not Gover in our answer, but which we could 
have covered had we taken due notice of it, although the ques- 
tion ran to the liability of the Soo Line, as “Kentucky” claimed 
the Soo Line was liable for failure to give him notice. The 
basis of your contention seems to be the act of the Canadian 
Pacific in exchanging bills of lading and then failing to effect 
diversion before car reached port of enttry, that is, the border 
point. We believe you will agree that no matter what the Soo 
Line or any other carrier did with the billing after the car 
crossed the international boundary, it would have no effect 
upon the rights of the parties, and that in calling for a recon- 
signment on May 6, the consignee and shipper being fully cog: 
nizant of the customs laws, would have to realize that if the 
car got beyond the border before reconsignment could be, or 
was, effected, the car belonged to the United States government 
until released in the ordinary manner. During the entire move- 
ment over the Soo Line tracks the car was under bond, was 
a United States shipment to all intents and purposes, and the 
commercial billing was, in a sense, divorced from the shipments. 

If the car was delivered to it in the United States, the Soo 
Line could accept no valid diversion instructions on such a ship- 
ment, and if it did accept such instructions, we know of nothing 
to compel it to act on them; it could not act on them; it had 
no duty to inform the shipper or anyone else that it could not 
act upon them. The Canadian Pacific could not expect it to act 
on them when it passed such instructions to the Soo Line. We 
do not know how the’‘shipment was routed, but if the car was 
delivered to the Soo Line in Canada, a different situation could 
well arise. In that event, the Canadian Pacific might well issue, 
and the Soo Line accept, valid instructions to reconsign, on con- 
dition, however, that the car could be stopped or destination 
changed before issuance of transportation entry into the United 
States. If the Canadian Pacific and the Soo Line either or both 
of them acting together, could have changed the destination and 
consignee of this car before it reached the border, and if their 
reconsigning tariffs held out the privilege of changing destina- 
tion, they had the duty to do so, if it could be done with the 
use of reasonable diligence to accomplish that end. 

There is one possible limitation on this duty, however, and 
that is, generally the reconsigning tariffs which hold out the 
privilege of reconsignment, attach a condition, that the duty to 
reconsign will not be absolute, that is, the carriers will not 
undertake to reconsign at all costs, but only will they use rea- 
sonable diligence to effect the diversion. We believe, however, 
that since you bring up the point of diversion before arrival at 
the border, there was evidence of negligence on the part of the 
Canadian lines in failing to accomplish the diversion before the 
shipment came within the jurisdiction of the United States. The 
exchange of bills of lading, generally, is a conditional one, that 
if by use of due diligence diversion can be accomplished, the 
new bill of lading will stand, otherwise the original billing con- 
trols. 

It naturally follows that if the shipper could prove failure 
of the Canadian lines to effect diversion through their negligence, 
that that was the proximate cause of the damage to the con- 
signee, but in proving negligence it would be necessary, we 
believe, to show that there would have been time to transmit 
the diversion instructions to the Soo Line (assuming that car- 
rier received the car in Canada), for that line to check up its 
records to see if it had received the car; and, if too late to 
catch it, to notify the Canadian Pacific, and for that line to 
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have notified the shipper, and for the shipper to have notified 

the consignee—all before the car reached the border. 

Tariff Interpretation—Routing of Lumber and Shingles from 
North Pacific Coast Territory to Texas Points Under Trans- 
continental Tariffs 
Texas.—Question: Shingles delivered to the C. M. & St. P. 

Ry., Montesano, Wash., destined to Conroe, Tex. Routed C. M. 

& St. P.-Omaha, Mo. Pac. Kansas City. 

Countiss-TCFB-tariff 18-F, I. C. C. 1125, carries through joint 
rates, but I am not able to check routing. 

Page 43 key to routing shows opposite shipping point 3-3E- 
3-F-3-J-3N. We now turn to page 102 and key to No. 8 reads 
via C. M. & St. P. 

Does this not carry our shipment through the western gate- 
way? 

We now refer to destination index 1157 and 4824. Please 
refer to note at top of page. “Rates apply only from shipping 
points opposite which are shown the same route numbers as 
are shown hereunder opposite to each rate.” Only the number 
3 appears opposite the rate which also appears opposite the 
shipping point—Montesano. 

Am I to understand that the number 3 carries this shipment 
through the western gateway and to final destination and if 
this reference to rote was not present opposite the rate on 
page 163, there would be no through specified routing, and as the 
note at top of page 163 makes a restriction to the application 
of the rate, there would not be a through rate on this movement? 

Please refer to index 4824-I-GN application. Numerical ref- 
erences opposite the rate do not show up opposite the shipping 
point on page 43. Is the rate of 93 cents applicable via IGN? 
I would say no. 

Please explain why two sets of numerical references are 
shown opposite the rates on page 312, that is, 22N, etc., and 
directly beneath routes A-B, ete. I notice the Santa Fe appli- 
cation index 1157, does not use the word routes, in the numer- 
ical reference opposite the rate. Why? 


Answer: With respect to routing to Conroe via the C. G. 
& S. F., we agree with your construction of the tariff, but in 
answer to your question we have to advise as follows: 


First, concerning the two sets of routing shown on page 
312 opposite Conroe, Index 4824, the first set of routing is rep- 
resented by routing key numbers, which numbers are explained 
on pages 102 to 115. This set of routing numbers, however, is 
limited to just those rates applying from the “Coast Group,” as 
you will note the dotted line across page 312 blanks out the 
other groups. Keys to routing from those groups, therefore, 
must be found in the second set of routing, which is rep®esented 
by the lettered routes, A, B, C, etc. Note, however, that these 
lettered routes appear in connection with rates from all groups 
of origin, and makes the additional routes from the coast group. 
They are simply the vehicles, or connecting links, for indicating 
opposite the point of destination, the routing “key numbers,” 
instead of inserting the routing key numbers, as was done in 
the first routing set. By referring to page 320, route “FF’” for 
example, you will note that it embodies some fifteen key num- 
bers, and when you consider that there are some fifteen route 
letters shown opposite index 4824, you will see the impractica- 
bility of setting down key numbers in the second set of routing 
in the same manner as employed in the first set. 


Routing key number 8 represents the C. M. & St. P. Rail- 
way; it is referred to opposite Montesano, the point of origin; 
it is referred to under route “FF” which appears opposite Con- 
roe on the I. & G. N., index 4824. This number “3” is the con- 
necting link between Montesano-Missouri River portion of the 
route, on the one hand, and the Missouri River portion south of 
Omaha covered by route “FF”, explained on page 320. By show- 
ing “FF” opposite index 4824, the tariff automatically shows 
routing key number 3 opposite thereto, and the construction is 
the same as that obtaining in connection with index 1157, Con- 
roe, on the G. C. & S. F. The 93-cent rate on shingles from 
Montesano to Conroe will, therefore, apply via the I. & G. N. 
as well as via the C.G. & S. F. 


Demurrage—Free Time Allowed—Cars Partly Loaded, Partly 
Unloaded and Switched to Another Point to Complete Un- 
loading of the Original Shipment 
New York.—Question: Referring to your answer to Virginia, 

question on page 46 of The Traffic World, July 5, 1924; in the 

way of constructive criticism and to avoid the dissemination of 
embarrassing erroneous information, we have to state that we 
cannot find ourselves in accord with your answer that National 

Car Demurrage Rule 2, Section A-3, reading as follows, is applic- 

able to the situation: 

“When a car held for * * * unloading is moved by railroad 

* * * power to another point in the same yard or industry to 

complete * * * unloading, only 48 hours’ free time will be al- 

lowed, except that when the railroad makes a charge for such 
movement the time incident thereto shall not be computed 
against the car.” 

A car of pickles was partly unloaded on a track used by 
consignee as a private siding. The party for whom the balance 
remaining in the car was intended arranged with the consignee 
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Preparing for the Trade of 
the Southwest Empire— 


With the completion of the wharves now under construction, there will 
be available in the Port of Houston 6,289 feet of public docking facili- 
ties with 1,026,455 sq. ft. of covered area, 338,242 sq. ft. of open area, 
berths for fifteen boats and shipside space for 827 railroad cars. 


These modern public facilities, with the many privately owned 
wharves along the ship channel, provide ample shipping and storage 
space for the rapidly growing trade of the Port and are daily attract- 
ing new capital and industry to Houston— 


THE DISTRIBUTING AND EXPORT CENTER OF THE SOUTHWEST 


Send for the ‘‘Port Houston Booklet.’’ It contains information of value to every business man. Address 
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Atlantic - Pacific Coast Ports 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 


WESTBOUND SAILINGS 


Baltimore NewYork Norfolk 
SANTA MALTA}...... Aug. 5 Aug. 9 Aug. 11 
SANTA BARBARA}{.... Aug. 9 Aug. 16 Aug. 18 
SANTA ROSATt....... Aug. 16 Aug. 23 Aug. 25 


THEREAFTER EVERY WEEK 


EASTBOUND SAILINGS 
San Francisco Los Angeles 
SANTA PAULA;.... Aug. 13 Aug. 15 
SANTA OLIVIA; .... Aug. 20 Aug. 22 
VENEZUELA*...... Aug. 30 Sept. 1 


THEREAFTER EVERY WEEK 


TAlso call direct at Philadelphia, Pa., Wilmington, Del., and Oakland, Calif. 
*Call at Manzanillo, San Jose de Guatemala, La Libertad, Corinto, Canal 
Zone, Havana (Eastbound), Baltimore (Eastbound), Norfolk and New York 


FARES to Los Angeles or San Francisco, FIRST CLASS, $250 and up 
PANAMA SERVICE 
Between San Francisco, Les Angeles, Mexico, Central America and Canal Zene 


S.S. CORINTO sails from San Francisco August 9 
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PACIFIC MAIL S. S. COMPANY 
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605 Central Bldg., Los Angeles, Calif. 
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Philadelphia....... 240 Bourse Bldg. oS ee Gwynne Bidg. 
Wilmington, Del., Marine Terminal 
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to have the car switched across town to his siding on the tracks 
of the same carrier; but before this decision was reached a part 
of the remaining pickles had been unloaded from the car and had 
to be reloaded. 

Demurrage Rule 2, Section A13 is inapplicable to this trans- 
action since it applies only to cars held for unloading and 
moved by railroad power “to another point in the same yard or 
industry,” to complete unloading. This car was not moved to 
another point in the same yard or industry, but was moved from 
one private track to another private track, neither of which were 
within the same yard or industry. it would seem that you have 
fallen into the error of confusing “the same yard” with “switch- 
ing limits.” There may be any number of delivery yards within 
the switching limits of destination, whereas the rule in question 
applies to movements within the same yards or within the con- 
fines of the same industry. 

In our judgment, the question is to be determined by the 


provisions of Demurrage Rule 2, Section B-4, which provides 
24 hours’ free time— 


“Except as otherwise provided in Rule 2, Section A, when cars 
are heid to complete loading, or to partly unload. 
NOTE.—When a car held for unloading is partly unloaded and 


partly reloaded, 48 hours’ free time will be allowed for the entire 
transaction.” 


There seems to be some justification for the carrier’s position 
that, in the case mentioned, the car was not “partly reloaded” 
merely by the restoration of a portion of the original lading 
which had been taken out of the car. In the Commission’s re- 
cent decision in No. 12921, Chestnutt Lumber Company vs. Di- 
rector General, as Agent, 89 I. C. C. 236, with respect to a car 
partly unloaded at destination, part of the original lading re- 
moved and replaced in the car, the Commission held that the 
car was held for reconsignment under Reconsignment Rule 
12 (just the same as if a part of the original lading had 
not removed and restored to the car) with respect to ship- 
ments that move to points beyond the original destination, 
Demurrage Rule 2-B-1 allowing only 24 hours for reconsignment. 
The point is the Commission did not hold that such cars 
were subject to the Note to Demurrage Rule 2, Section B-4, ap- 
plicable to cars held for unloading and partly unloaded and 
partly reloaded, which allows 48 hours for the entire trans- 
action, particularly as the Commission did hold that rule to apply 
to other cars partly unloaded and partly reloaded with substi- 
tuted lading taken from complainant’s stock. It would seem 
to follow that in the case mentioned, the situation stands the 
same as if the consignee had not removed a portion of the re- 
maining contents from the car and then replaced same inthe car, 
in which event he would have been entitled to but 24 hours to 
partly unload, as provided in Demurrage Rule 2, Section B-4. 

Answer: Apparently we are in accord with each other with 
respect to the fact that there was no “reloading element in- 
volved in this transaction, and our chief points of difference seem 
to be (1) in the total amount of free time allowed for making 
the car empty after it reaches its original billed destination, and 
(2) the construction to be placed upon the term “same yard” as 
used in Section A-3, of Rule 2. Naturally, the disposition of the 
second difference will or should result in a coincidence of our 
views as to the first. In our answer to Virginia we considered 
“same yard” as the destination terminal of the road-haul car- 
rier, and that this term is sufficiently broad to cover all private 
and public delivery tracks of the delivering carrier. We further 
take the view that, in view of there being an assessment of a 
switching charge for the extra movement, it can make no differ- 
ence, at least it should not, in the amount of time allowed for 
the total transaction of breaking bulk and unloading the last 
pound of freight from the car. 

What difference can it make to the carrier whether he 
switches the car 200 yards or five miles (if he is paid a reason- 
able switching charge for the service), in the total amount of 
time to be allowed for unloading? Why should the switching 
of the car to another point in the same yard (“Yard No. 3,” for 
instance), accord the 48 hours’ free time for the total trans- 
action and on another car switched past the Freight House, 
across L Street into Yard No. 4 (but possibly a shorter distance 
than the car which moved within the confines of Yard 3), curtail 
his free time allowance to 24 hours? 


We are not assuming that you are contending for 24 hours’ 
for the entire transaction for, as we read your comment, you 
are merely determining the amount of free time allowed for 
“partly unloading,” whereas we are trying to determine the 
amount of free time for the entire transaction, although no doubt 
Virginia’s question ran more to just how much time he was 
allowed for the partial unloading. Our answer was to the effect 
that the time could not be divided by tariff rule as between the 
unloading parties. Your construction allows the unloading con- 
signee at the first stop 24 hours, the same amount of time 
allowed the party who partly unloads a car stopping-in-transit-to 
partly-unload at a wayside station intermediate to final destin- 
ation under Rule 2, Section B-4; it also allows 48 hours for the 
ultimate consignee to make the car empty after the previous 
stop-over party has taken 24 hours for the partial unloading. 





Vol. XXXIV, No, 5 


As we understand your position, therefore, the car itself 
will be credited with 72 hours free time for unloading after 
arrival at original billed destination if, after partial unloading jp 
destination carrier’s Yard No. 3, it is switched from Yard No. 3 
to Yard No. 4, for completion of the unloading, but if the sub. 
sequent move is made to a point in Yard 3, or as you state “the 
same yard,” he will be restricted to 48 hours for the entire trans. 
action, under Rule 2, Section A-3. 

We cannot believe it was the intention of the framers of 
these rules to compel shippers to determine the amount of free 
time allowance on cars partly unloaded, then reswitched to q 
new location to complete the unloading, by first locating the 
boundaries of Yard No. 3, and Yard No. 4, etc., all within the 
one big yard of Road A, at Station XYZ. If these boundaries are 
not published in the tariff, how is a shipper to know when his 
car leaves one of these sub-divisions of the “Yard” of this sta- 
tion, and passes into another, upon the crossing of which line 
his free time allowance will vary? In Helena Traffic Bureau 
vs. Director General, 77 I. C. C. 197, the question involved was 
as to when a car passed out of “intra-terminal” into “inter- 
terminal” switching service at Helena and West Helena, Ark. 
After pointing out the practice of the carriers to switch cars 
between these two points, the Commission said: 


‘“‘The switching limits of Helena were not defined in the tariffs, 
However, it is not essential to the application of switching rates that 
this be done. Where, as in this instance, tariffs do not define the 
switching limits, such limits must be determined by the erea within 
which the carriers actually render the switching service..... he 
shipments were moved by switch engines from one track to another 
of the same road. West Helena is within the Helena ‘“‘yard’’ limits, 


and.... the movement clearly was a switching service within the 
switching limits of Helena.”’ 


There were two separate yards, so far as the operations of 
the carrier were concerned, one at Helena, the other at West 
Helena, and if there had been a tariff definition outlining the 
boundaries between the two, it would, no doubt, have been held to 
be “inter-terminal” service, from one yard to the other, but in 
the absence of such tariff definition, the whole situation was 
resolved into a single “yard,” the entire local tracks, public and 
private, of the station Helena. On principle, therefore, if the 
carriers could not, by reason of their local operations, impose 
upon shippers a dividing line between two towns, in separate 
“yards,” how would you go about compelling them to observe 
a dividing line between “Yard 3” and “Yard 4” within the same 
station? 

We believe that Rule 2, Section A-3 and “the same yard” 
cover the entire station situation, and that Rule 2, Section B-4 
does not cover the situation involved in Virginia’s question. 
Tariff Interpretation—Commodity Rates Governed by Classifica- 

tion Description 

Illinois—Question: Item 2935 Trans-Continental Tariff 4-T, 
I. C. C. No. 1130, R. H. Countiss Agent, covers a rate on Class 
A machinery and kindred articles listed under the heading of 
machinery in the Western Classification. 

Automobile engines are not provided for in the Classification, 
therefore internal combustion engines, page 271, item 12, would 


cover. Iron automobile engine parts are provided for on page 
426 Item 20. 


If automobile engines are entitled to the machinery rate, 
do you know of any reason why the auto engine parts could not 
be entitled to the same rate? 

Answer: Iron parts are specifically described in the Classi- 
fication and as such are not a part of the description “machinery” 
on page 271. The Classification does not contemplate classifying 
auto parts as machinery, and inasmuch as the Classification 
description governs the commodity rates, published in the 
Countiss Tariff, to the extent that the Commodity description in 
the tariff is not inconsistent with the use of the Classification 
description, the Classification description is imported into the 
commodity rate item. Item 2935, for example, makes reference 
to the class “A” description in the Classification, and this, of 
course, excludes auto engine parts. Because the engines come 
under machinery description in the classification and the parts 


do not, the commodity rate is applicable to the engines and not 
to the parts. 


Freight Charges—Time Within Which Must Be Paid 

Kansas.—Question: In the issue of The Traffic World, July 
5, 1924, you quote on page 42, under “Freight Charges,” a ques- 
tion from Ohio affecting the credit period for the collection of 
transportation charges under Interstate Commerce Commission 
Order Ex Parte No. 73. Your answer, of course, is correct 
relative to the definite statement in the order which names 2 
maximum credit that may be extended. 

I wish to call your special attention, however, to the entire 
report of the Interstate Commerce Commission under Ex Parte 
73 which recites Section III of the Interstate Commerce Act 
paragraph II. This excerpt is immediately followed by reference 
to General Order 25 issued by the Director General of Railroads, 
wherein a period of credit for the collection of transportation 
charges is limited to forty-eight hours. On page 596 of the same 
report you will notice they refer to the intention of Congress to 
retain the provisions of General Order 25 and in the last par- 
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agraph on that page they practically authorize the continuance of 
the credit rules established under General Order 25 by not pre- 
scribing prepair charges, passenger fares, baggage charges or 
forms of surety bonds, but leaving the carriers free to carry out 
these details. The Order as rendered, does place a maximum 
period of credit under bond. The instructions issued by the car- 
riers, July 1, 1920, included the requirements of General Order 
25 limiting the credit to forty-eight hours but if such rules would 
delay the delivery of freight or prompt release of equipment and 
an additional forty-eight hours of credit is required, a surety 
bond must be taken under this maximum period of credit. 

In the question from Ohio the writer claimed that the forty- 
eight hour credit arrangement was made by the carriers and was 
not the requirement of the law. 

I have received two communications relative to your answer 
to this question and feel that it may affect us quite seriously if 
all shippers demand ninety-six hours’ credit, as suggested in 
your answer to the question. 

I enclose copy of General Order No. 25, also copy of my in- 
structions to agents, dated July 1, 1920, and feel that your pub- 
lication should correct the answer so as to not disturb the estab- 
lished credit rules now in effect on a forty-eight hour basis, 
being ample time for the majority of patrons of railroads to pay 
their bills. 


Answer: So far as the Commission’s order in Ex Parte No. 
73 is concerned, there is nothing therein which justified the con- 
clusion that forty-eight hours may be allowed to all shippers 
within which to pay freight charges, with a further extension of 
forty-eight hours under certain circumstances. However, from 
which is said on page 596 of its report in the above docket it 
seems reasonably apparent, though not any too clearly, that the 
Commission intended to permit the carrier to put into effect 
rules based upon the provisions of General Order No. 25. It 
should be observed, though, that the Commission in its state- 
ment, respecting the extension of credit, quoted below, used the 
terms “of most shipments” and “upon certain freight traffic,” 
and not “all freight traffic.” The Commission’s statement, re- 
ferred to above, is as follows: 


“The intention of Congress to require by statute the enforcement 
of the provisions of General Order No. 25, as supplemented, in so far 
as they may be reasonably applied, is thus manifest. Those provisions 
have been in force for twenty-two months and the business methods 
of the shippers and carriers have been adjusted to conform thereto. 
The rules and regulations which we promulgate should contemplate 
the collection of transportation charges prior to, or contemporaneous 
with, the delivery of most shipments, and, while adhering to the 
principle of prompt payment of charges, should, upon certain freight 
traffic, give opportunity for the preparation of freight bills at destina- 
tion, weights to be ascertained after the carriers have relinquished 
possession of freight, and for the presentation of freight bills to the 
appropriate offices and employees of shippers. An order will be issued 
in accordance with these conclusions.” 


The Commission’s order should have embodied the conclu- 
sions reached on page 596 of its report, in accordance with the 
Commission’s statement on page 596 that its order would do so. 
This would have probably made the matter clear. 

Upon further consideration of the question, we believe that 
the carriers have, in view of the phraseology of the Commission’s 
report, disposed of the matter in the best manner. 


Tariff Interpretation—Establishment of Specific Commodity 

Rate Removes Application of Rates of General Description 

Ohio.—Question: Item 4600, Countiss’ tariff 1-W, provides 
specific carload commodity rates from defined territories to Rate 
Basis 3 points on “guards, bumper, automobile” and “rails, 
bumper, automobile,” carload minimum weight 40,000 pounds. 
Among other rates is one of $2.00 from Group C points, one of 
which is this city. Item 4595 of the same tariff names carload 
rate on “automobile parts (metal)” to destinations taking rate 
basis 1 and rate basis 2. In each case the rate from Group C 
points is $2.32. The carload minimum weight is 30,000 pounds. 
Automobile bumpers are carried in the Consolidated Classifica- 
tion under the heading “automobile parts.” (Page 426, Item 5.) 

Kindly advise if we have properly construed the tariff when 
it is our view that either one of the items may be used, depend- 
ent upon the amount of weight as to which item would provide 
the lowest charge. 


Answer: Inasmuch as Countiss’ Tariff is governed by the 
Western Classification, except where the tariff contains his own 
exclusive provisions, according to the Commission’s decision in 
the Grosjean Rice Milling Company vs. Director General, 89 
I. C. C. 395, we must take the view that “automobile parts 
(metal)” are only those parts which are specifically listed under 
the heading of “automobile parts” in the governing classifi- 
cation. This description in Item 4595 would be general in its 
terms and applicable to any or all articles which would fully re- 
spond thereto, were it not restricted by the Classification and, 
in that event, its application would be removed under the rule 
that the establishment of a specific commodity rate removes the 
application of commodity rates of generic description. U. 8. 
Industrial Alcohol Co. vs. Southern Railway, 66 I. C. C. 289; 
Augusta Veneer Co. vs. Southern Railway, 41 I. C. C. 414. In 
that event the specific commodity rate on “guards,” “bumpers,” 
etc., would apply (Item 4600). Before, however, this rule of 
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applying the specific commodity rate in lieu of the genera] 
commodity rate, may be applied, we must find that, in fact, one 
is generic in description and the other more specific. In your 
case, Item 4595 is specific in that it gets its list of articles 
from the Classification, while Item 4600 contains its own list of 
articles on which that rate will apply. It is immaterial where 
the list is published, however, so long as by cross reference, 
it is annexed to the rate, as the tariff does in this case by 
making reference to the Classification. 

In the Grosjean Rice Milling Company case, above cited, the 
trans-continental tariff carried a commodity rate on “Cereals 
and Cereal Products.” The Commission stated that it was first 
necessary to refer to the Classification to determine just what 
“Cereals and Cereal Products” contemplated. “Commodity tariffs 
must, of course, be read,” it said, “in the light of the governing 
classification.” 

Following this line of reasoning, our view is that Items 
4594 and 4600 both contain specific rates on automobile guards, 
rails, bumpers, etc., as they appear under “automobile parts” in 
the classification, and that you have a case of conflicting rates. 
If these rates were both established at the same time, according 
to the Commission in Jewel Tea Company, Inc., vs. P. R. R. Co, 
46 I. C. C. 314, the lower will apply; if not, that first established 
will obtain. 

A Correction 

The first paragraph of the answer to inquiry by “California” 
on page 144 of the Traffic World, July 19, should read as follows: 

“We know of nothing to prevent a carrier from publishing 
a commodity rate on an article which is not subject to Rule 34 
of the Classification, and establishing a Commodity minimum 
weight thereon subject to Rule 34. Your position seems to be 
that unless the commodity basic minimum is the same as that 
published in connection with class ratings, such commodity min- 
imum cannot be made subject to Rule 34. It is our experience 
to occasionally encounter commodity rates subject specifically to 
Rule 34, the basic minimum of which does not correspond to that 
provided in the classification in connection with class ratings. 
Your exception to our answer apparently is predicated on the 
premise that the various “rules” incorporated in Rule 34 can- 
not be referred to by a commodity tariff without also importing 
everything published in Rule 34 itself. In other words, Rule 
34, you contend, is a unit and none of its parts can be considered 
independently of the others. 

As indicated in our previous answer we consider “Rule 34” 
as the name of a “body of rules,” just as is Rules 40, 41, etc, 
apply to the general subject; the sections of these large rules, 
relate to and specifically cover individual situations. Sections 
1, 2, 3, and 4, of Rule 34 all relate to entirely distinct and sep- 
arate situations. Would a single shipment be subjéct to all of 
these rules at the same time?” , 


SUIT TO RECOVER MONEY 

The Attorney General has appointed O. P. M. Brown of the 
legal staff of the Shipping Board as a special assistant to the 
Attorney General in the litigation arising out of contracts for 
ships aggregating over $162,000,000 let to the Skinner & Eddy 
Corporation by the Fleet Corporation in 1917 and 1918. Some 
of the ships covered by these contracts were cancelled after 
the Armistice and were never built. 

The shipbuilders have sued the Fleet Corporation for a sum 
in excess of $9,000,000 for claims arising out of these contracts. 
The government maintains that it has already paid Skinner & 
Eddy about $130,000,000 for the ships that were completed and 
owes the shipbuilders nothing. On the contrary, after an exal- 
ination of the shipbuilders claims, the Shipping Board decided 
that Skinner & Eddy had been largely overpaid and it is now 
announced that a suit is to be brought in the name of the 
United States to recover over $7,000,000 from Skinner & Eddy 
Corporation, so that there is a difference between the ship- 
builders’ demands and the government’s contentions of avout 
$16,000,000. Mr. Brown will go to Seattle early in August to file 
the government’s suit, board officials said: 


THROUGH BILL OF LADING 
The Trafic World Washington Bureau 


Consul General D. C. Poole, Cape Town, has transmitted to 
the Department of Commerce a report relative to an earlier 
report of a decision of the supreme court of Cape Town, South 
Africa, to the effect that a through bill of lading was not 4 
proper bill of lading. The case was appealed to the appellate 
division of the supreme court of the Union of South Africa. 
Consul Poole’s summary of the later proceedings follows: 


The case arose from a purchase of flour in July, 1920, from a “<< 
in the United States by two merchants of Cape Town. A local bank 
had issued letters of credit, and the New York agency of this bess 
was to pay drafts on the Cape Town purchasers up to a stipulate 
amount, the drafts ‘‘to be accompanied by bill of lading and insuran¢? 
policy.” Drafts accompanied by through bills of lading and certifl- 
cates of insurance were, in due course, paid by the bank, but —— 
later dishonored by the defendant. The bank sold the flour. The sw 
was to recover the difference between the amount realized on the sale 
—the price of flour having fallen in the meantime—and the amount 
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POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE’ THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence, The 
TRAFFIC WORLD, 418 South Market, Street, Chicago, Il. 
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Majestic—World’s Largest Ship 


Ocean Freight 


Service 
= peypan stirs ae and MERCANTILE a LINE with 112 
mers, many sse t hi her 1 
service to United Kingdom and stinental ports. a 


For Coast to Coast shi its — th i ine. 
California 15 daye—— — — Panama Pacific Line. New York to 


J. D. ROTH, Western Freight Manager, 827 So. La Salle St., Chicago. 
F. C. BROWN, Western Passenger Manager, 127 So. State St., Chicago. 


POSITION WANTED—Young married man now employed desires 
connection as traffic manager or assistant, some industry or chamber 
of commerce. Six years’ industrial experience. Capable of organizing 
traffic department. Address, Box 685, care Traffic World, Chicago, Ill. 


WANTED—Man with some knowledge of railroad accounting and 
good stenographer for general office of short line railroad located in 
good Southern town. Must have reference. Good position for right 
man. Address, Box 687, care Traffic World, Chicago, IIl. 


EXPORT AND RATE MAN—LaSalle graduate (35), two years’ 
railroad experience checking rates from and to all points; many years 
in foreign trade; good Spanish, French and German, offers services. 
Address Box 683, care Traffic World, Chicago, Ill. 





POSITION WANTED—Traffic Manager or Assistant, 7 years 
railroad—5 years industrial. Well versed in routes, rates, claims. 
Prefer CFA territory. Married. Age 35. Graduate of I. C. S. Ad- 
dress “E. N. H,”’ care Traffic World, Chicago, Il. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 








Important Announcement!! 


A Practical Resident Training in 


Traffic Management 


Now offered by mail 








Merchandise Storage and Pool Car 
CiagsniKonsceys Distribution 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


2,000 CAR LOAD 
CAPACITY 


Others talk practical training—We have it. Write 
for new catalogue describing our unique method 


College of Advanced Traffic 


608 South Dearborn Street, CHICAGO 








Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 


OF a LL OF _N ETS. 


10S. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 





Kedney Warehouse Co. 


Serving New York 
han D and Pennsylvania F; rom the H ub 
Merc dise Storage and Distribution Elmira is the natural distributing center for these two densely 
populated States which have correspondingly great buying-power 
Served by Erie—Lackawanna—Pennsylvania—Lehigh Valley 


Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Corp'n, ELMIRA, N. Y. 


Minneapolis—St. Paul—Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 















DETROIT 


MANUFACTURERS WAREHOUSE CO. 


1716 West Lafayette Boulevard 


Commercial and Bonded Warehouse 


‘“*Let Us Solve Your Distribution Problem’”’ 
Centrally Located to All Railroads and Boat Line 


Petry Express & Storage Co. lnc. 
TRENTON, N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 


Member American Warehousemen’s Association 














































































































of the drafts. The defense was that a through bill of lading was not 
a proper bill of lading in the sense of the contract with the bank and 
that a certificate of insurance did not accord with the stipulation for 
a “policy of insurance:”’ 

The provincial supreme court decided that the law of the Province 
of the Cape of Good Hope should govern. Under this it was held to 
be clear that a ‘“‘through bill of lading’ was not a proper bill of lading 
and that a certificate of insurance was not a policy of insurance. The 
court decided, accordingly, for the defendant. 

The supreme court of the Union, in its recent decision, differed 
from the lower court on the question of the law to be applied. It 
held that as the contract was to be performed in the United States, 
the law and custom of the United States should govern. Evidence 
purporting to show that bills of lading and certificates of insurance 
were acceptable under the American law and custom in connection 
with transactions of the kind in question was duly introduced, but 
failed to convince the court, which arrived at the same decision as in 
the previous case. The attorneys for the bank are of the opinion 
that the documents which accompanied the drafts in this case were 
adequate under American law and custom and that, in another case, 
this could be proved. 


IMMIGRATION AND SHIPPING 


The Trafic World Washington Bureau 


That British shipping hopes to benefit by the situation aris- 
ing out of restriction by the United States of Japanese immi- 
gration is indicated by a statement appearing in a recent issue 
of the English weekly, “Fairplay,” which goes so far as to state 
that there is a possibility of the “anti-American” movement be- 
ing taken up by Canada, says the National Merchant Marine 
Association in a bulletin, continuing as follows: 


The anti-American feeling of this British publication was fre- 
quently and strongly evidenced when the shipping subsidy bill was 
before Congress. It new says: ‘ 

“Japanese feeling against America is approaching boiling-point, 
and it is evident that only the most careful and most diplomatic 
action will smooth over a situation bristling with warlike possibili- 
ties. The report that American goods are to be boycotted may not 
be without its effect on the shipping trade. The principal exports 
from America with which the tramp owner is chiefly concerned are 
lumber and grain. If the patriotism of the Japanese outweighs his 
self-interest, it may be all to the advantage of the Dominions. The 
recent greatly improved facilities at the port of Vancouver may be 
put to a most thorough test in the forthcoming season. There ap- 
pears still to be a large quantity of lumber in Japan unabsorbed, 
but it is only a question of time before there is a demand for more, 
and a cessation of shipments from Puget Sound would create a 
greatly increased export from Canadian ports further north. Last 
season an immense amount of wheat was imported from Australia, 
and in the coming season that Dominion is quite capable of coping 
with any improved demand. There seems to be no prospect at the 
moment of the anti-American feeling spreading to Canada, though 
this is a possibility.”’ 

The tone of the British paper indicates more than a hope that 
the “possibilities” it outlines will become realities. The same pub- 
lication states that the Democratic national convention, recently held, 
has “served to hold up the formation of the administraeion’s new 
shipping policy.’’ 





INSURED AND C. O. D. MAIL BY AIR 


Postmaster-General New has announced that, effective im- 
mediately, air mail service will be extended to insured and col- 
lect-on-delivery mail (third and fourth class matter exclusively), 


notwithstanding the parcels are sealed. The order continues as 
follows: 


The limit of weight and size of insured and collect-on-deliver 
parcels, at least for the present, will be the same as for other pred 
cels now acceptable for transportation by airplane service. 

The rates of postage on insured and collect-on-delivery parcels 
transmitted by air mail service will be the same as the rates of 
postage for other mail transmitted by airplane service. 

The insurance and collect-on-delivery fees and the limits of in- 
demnity involved will remain the same as are now fixed for regular 
transportation for insured and collect-on-delivery mail. 

When insured and collect-on-delivery parcels are accepted for 
transmission by air-mail service, the parcels and the senders’ re- 
ceipts and mailing office records shall be indorsed “Via air mail” 
and a separate record must be maintained of all insured and col- 
lect-on-delivery mail sent via air mail for readiness at any time 
when statistical information may be called for by the department. 


ADDITIONS TO EQUIPMENT 


Class One railroads during the first six months this year 
installed in service 70,874 freight cars, according to reports 
filed by the carriers with the Car Service Division of the Amer- 
ican Railway Association. 

This was a decrease of 8,366 cars compared with the number 
installed in service during the corresponding period in 1923 
for which time the total was 79,240. 

The railroads on July 1, 1924, had on order 60,315 freight 
se RNS with 96,855 on July 1, 1923 or a decrease of 

Class One railroads during the first half of 1924 also in- 
stalled 1,071 locomotives compared with 1,998 during the corre- 
sponding period the year before or a decrease of 927. They 
also had on order on July 1 this year 360 locomotives com- 
pared with 1,902 on the same date the year before or a decrease 
for this year of 1,542. 

: Of the 70,874 freight cars placed in service during the first 
six months in 1924, 12,319 were installed during the month of 
June. Freight cars placed in service during the month included 
4.607 box cars, 3,653 coal cars and 1,976 refrigerator cars in- 
cluding those installed by railroad owned private refrigerator 
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companies. The railroads also placed in service during the 
month 160 locomotives. 

These figures as to freight cars and locomotives placed in 
service or on order include new, rebuilt and leased equipment. 


SETTLEMENTS WITH CARRIERS 


The Railroad Administration reports the following final set- 
tlements, and has paid out and received from the several roads 
the following amounts: 


Lake Erie & Western Railroad Company, $700,000; Toledo, St. 
Louis & Western Railroad Company, $150,000; Waterloo, Cedar Falls 
& Northern Railway Company paid Director General, $500,000; At- 
lanta Terminal Company paid Director General, $5,000; Chesapeake 
& Ohio Railway Company paid Director General, $7,000,009; Texas & 
Pacific Railway Company paid Director General, $1,400,000; Hocking 
Valley Railway Company paid Director General, $700,000; Chartiers 
Southern Railway Company paid Director General, $1,200,000; Spring- 
field Electric Railway Company, $5,100; White Sulphur Springs & 
Yellowstone Park Railway Company, $3,000, and St. Louis & Hanni- 
bal Railroad Company, $1. 


The payment of these claims on final settlement is largely 
made up of balance of compensation due, but includes all other 
disputed items as between the railroad companies and the Rail- 
road Administration for the twenty-six months of federal con- 
trol. The Railroad Administration has effected final settlements 
with all but approximately six companies. 


TRUNK LINE RATE HEARING 


W. H. Chandler, manager of the Traffic Bureau of the Mer- 
chants’ Association of New York, in a statement outlining the 
purposes of the investigation ordered by the Interstate Com- 
merce Commission into interstate class railroad rates applica- 
ble in trunk line territory, said that the Merchants’ Associa- 
tion was preparing to take an active part in the hearing, which 
has aroused unusual interest in New York. 

Although the hearings will be held before fall, the carriers’ 
proposals for readjustment of the rates at issue will probably 
be distributed for the study of shippers before that date, said 
Mr. Chandler. He continued: 


This investigation has been instituted because in many instances 
the class rates within that part of official classification territory known 
as trunk line territory, between the latter territory and what are 
known as central and New England territories, and between central 
and New England territory, are higher for shorter than for longer 
distances over the same line or route, and applications for authority 
to continue these departures from the fourth section of the inter- 
state commerce act have been denied by the Commission because 
the relationship to the first class of the rates on the lower Classes 
varies greatly in many of the different class rate scales which are 
now in effect, and because of other similar reasons. : 

In spite of the fact that the class rates within centra] and New 
England territories have been fixed by the Commission and are not 
subject to the same criticism, the order of investigation has been 
made broad enough to cover these class rates, so that it may be 
possible to make such adjustments in them as may be properly linked 
to whatever class rates are prescribed as a result of the investiga- 
tion in other parts of the official territory. 

The order covers “interstate class rates and the charges result- 
ing therefrom.” This should not, however, be construed as includ- 
ing classification ratings or rules, exceptions to the classification, or 
minimum carload weights. While intrastate rates have not been in- 
cluded within the scope of the investigation, the Commission appre- 
ciates the desirability of harmony between the intrastate and the in- 
terstate rates, and will seek the advice and help of the state com- 
missions in carrying on the investigation. 





INDEMNITY ON PACKAGES TO MEXICO 


W. Irving Glover, Third Assistant Postmaster-General, has 
issued a ruling that indemnity is not payable for loss or rifling 
of registered parcels addressed to Mexico unless claim is filed 
at time addressee accepts article. The ruling follows: 


The Director General of Posts, Mexico City, Mexico, has ad- 
vised as follows in connection with international parcel-post pack- 
— received from foreign countries addressed for delivery in 

exico: 

‘I can not proceed to induce the addressees to compare the 
contents of their parcels except by means of what they received in 
weight and through the distinctive articles carried on the customs 
declaration and in such cases they are invited to make such revise. 

“Moreover, in case that the addressees desire to check the con- 
tents of their parcels before receiving them or at the time of their 
delivery in the presence of the postal employees, the mail service 
does not object to such operation since it is in that manner that 
may be determined at once the irregularities or shortages which 
might have been committed with the articles during the course of 
their transit; but when the parcels have been received in entire 
conformity by the addressees, whether the contents were checked 
or not, it is impossible to admit subsequently reclamations for 
shortage. a 

“The offices of the Mexican service grant all the necessary facili- 
ties to the addressees for the inspection of the parcels’ contents, in 
the presence of the postal employes and of the custom representa- 
tives, who have c harge of the deliveries, in all cases where any 
maltreatment is suspected, viz., when the packing or difference in 
weight would tend to show that anv loss of or damage to_merchan- 
dise, contained in the packages, had occurred; with the object that 
the necessary remarks may be made and that the customary act 
pa A be drawn for any future investigation, which the case may 
require.”’ 

The postal administration of the United States therefore de- 
clines to pay indemnity for damage to or rifling of registered par- 
cels post packages addressed to Mexico unless it clearly appears that 
the damage or rifling occurred while the article was in the custody 
of the United States Postal Service, or, if this can not be shown. 
that the rifling or damage occurred in the Mexican postal service 
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GRAND RAPIDS, MICH. 


Most Up-to-Date Warehouse 
in Michigan 


Concrete Construction. 
Absolutely Fireproof. Sprinkler Risk. 
Lowest Warehouse Insurance Rate in State. 


Track Capacity, 25 Cars. 
Latest and Best Equipment for Handling. 





= 
« 


me 


a WET 


Ly FN Costs 
ae More: 


A why not enjoy the 


General Merchandise Storage ZA many attractions © 


Cartage Facilities. 
High Grade Service Guaranteed. 
Negotiable Warehouse Receipts Issued. 
Pool Car Distribution. 


Furniture Manufacturers Warehouse Co. : While in LOS ANGELES 
505-511 Fulton Street, West Grand Rapids, Mich. es Preset fa of the United States; men and women of inter- 
national fame have warmly praised the comfortable attention 





nd fine cuisine of this good hotel--Yet the rates here are mod- 
exese; the rooms large, beautifully furnished and a ey attractive 
in faét for these reasons than where comfort is sacrificed for saving in 
building costs--Best downtown location. 


HAROLD E. LATHROP, Manager 
You will enjoy every minute of your stay 


Space and Service | | % ¢MBaSSADOR. 





AGN 





. e . . . . “ . > 
Our location in the center of the industrial district cA Resort Hotel “ the ee of Los agg 7 

Los : is ideal for those wishing to know California at its be o other 

of Angeles enables us to give you the most hotel has so many and fete attractions. Open Air Plunges, Full 
; ‘ ~ ‘ Length and Miniature Golf Courses, Tennis Courts, Motion Picture 
economical and efficient service in every way. Theatre, Picnics and Parties for Guests, 35 Shops and the Famous 
“Cocoanut Grove’ for dancing--Tune in any night on K. F. I., wave 

We are operating 400,000 square feet of storage length 469, to hear the Cocoanut Grove Orchestra or Sunday concerts. 

> 


B. L. FRANK, Manager 
Write for Chef’s Booklet of California Recipes 


LOS ANGELES WAREHOUSE CO. | |@s aise 


316 Commercial Street Phone Trinity 9431 
LOS ANGELES, CALIFORNIA 


OMAHA, U.S.A. 


space and we guarantee satisfaction. 













INDUSTRIAL BRANCH 


FREIGHT TRAFFIC DEPARTMENT 


LOCATIONS FOR NEW INDUSTRIES. 
EMPTY FACTORIES AVAILABLE. 
ELECTRIC POWER RATES. 
WAREHOUSE SITES WITH SIDINGS. 
LABOR COSTS, Etc. 

FREIGHT RATES. 


BUSINESS AND INDUSTRIAL 
OPPORTUNITIES PAMPHLETS 
(Western Lines) 





The perfect combination of our warehouses 
handling’all lines of merchandise, automobiles 
and ‘machinery. Capacity 330,000 square 
feet. For freight rates, storage and distribu- 
tion charges on any commodity write 


THE TERMINAL WAREHOUSE CO. 


OR 
MERCANTILE STORAGE WAREHOUSE CO. 
OMAHA, NEBRASKA 


MANUFACTURERS, WHOLESALERS and others who are 
thinking of opening branch factories in Canada to take care 
of CANADIAN and EXPORT business should apply to this 
Department for all information in connection with above. 


EASTERN LINES WESTERN LINES 
G. W. CURTIS, JOHN F. SWEETING, 
Industrial Commissioner, Industrial Agent, 
Windsor Station, Montreal. C.P.R. Station, Winnipeg. 


W. L. BURNIE, E. J. SEMMENS, 
Industrial Agent, Travelling Industrial Agent, 
C.P.R. Bidg., Toronto C.P.R. Station, Vancouver. 
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and responsibility therefor is assumed by the Mexican postal ad- 
ministration. 


INTERLOCKING DIRECTORATES, ETC. 


L. Warrington Baldwin has been authorized to hold the 
position of director of the Texas & Pacific Railway Company in 
addition to positions previously authorized. 

Frank S. McClung has been authorized to hold the positions 
of purchasing agent of the Denison & Pacific Suburban Railway 
Company, Texas & Pacific Railway Company, Texas Pacific- 
Missouri Pacific Terminal Railroad of New Orleans, and Weath- 
erford, Mineral Wells & Northwestern Railway Company. 

Messrs. G. B. Barrett, Walter Blanchard, Hinton Booth, 
A. A. Dorman, W. H. Goff, J. M. Hull, Jr., M. T. Lanigan, J. F. 
Lewis, H. W. Purvis, and S. W. Saye have been authorized to 
hold various positions with the Georgia & Florida Railway, 
J. S. Williams, receiver, and the Statesboro Northern Railway. 


PETITIONS FOR REHEARING, ETC. 


The defendants in No. 14616, Jacobs, Malcolm & Burtt vs. 
Great Northern Ry. et al., have asked the Commission for a 
rehearing. 

The Director-General of Railroads has asked for rehearing 
in No. 13806, Meyer-Vasquez Produce Company vs. Director- 
General. 

The Minneapolis Street Railway Company and the St. Paul 
Street Railway Company have filed a joint petition with the 
Commission asking for the reopening of No. 14476, the Lake 
Dock Coal cases. 

The Hydraulic Press Brick Company has asked for the re- 
opening and further hearing of the Dock Coal Cases, I. C. C. 
No. 14476, and consolidated cases. 

The complainant in No. 14719, Buxton-Smith Company vs. 
Santa Fe et al., has asked the Commission to grant a rehearing 
therein. 

The American Short Lines Railroad Association has filed 
a petition with the Commission asking for the reopening of 
I. and S. Nos. 1885 and 1938, brick and clay products from, to 
and between points in. southern territory, with respect to the 
fourth section relief involved. 

The Wisconsin Traffic Association, representing the paper 
industry of Wisconsin, through its attorney, C. R. Hillyer, has 
petitioned the Commission for the postponement of its orders in 
Nos. 14142 and 14477, Northwestern Coal Dock Operators et al. 
vs. C. & A. Ry. et al., and for rehearing therein. 

The Baltimore & Ohio Railroad Company and various other 
trunk lines have asked for the reopening of No. 11894, Indiana 
rates, fares and charges with respect to rates on bituminous 
coal between points in the State of Indiana. 

The complainant.in No. 13556, C. E. Grosjean Rice Milling 
Company vs. Director-General, has asked the Commission to 
reconsider its order. 

The complainants in No. 14573, M. G. Lewis et al. vs. Aber- 
deen & Rockfish R. R. et al., have petitioned for reconsideration 
of the Commission’s decision therein. 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 


Akron, O.—Traffic Study Club of Akron. H. L. Sovacool, 
Pres.; J. J. King, Secy. 

Akron (0.) Traffic Association. H. J. Zimmerman, Pres.; 
H. L. Sovacool, Secy. 

Atlanta—tTraffic Club of Atlanta. J. W. White, Pres.: 
T. B. Curtis, Secy.-Treas. 

Augusta (Ga.) Traffic Club. H. H. Stafford, Pres.; G. D. 
Bailey, Secy.-Treas. 

Baltimore—tTraffic Club of Baltimore. TT. E. Carson, Pres.; 
C. C. Kailer, Secy. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Birmingham (Ala.) Traffic and Transportation Club. G. H. 
Wilcox, Pres.; W. G. Kidd, Secy. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. G. W. Hammond, Pres.; W. M. Macomber, 
Secy.-Treas. 

Brooklyn—tTraffic Club of Brooklyn, Chamber of Commerce. 
R. D. Simons, Pres.; F. E. Grace, Secy.-Treas. 

Buffalo—Industrial Traffic Club of the Niagara Frontier. 
H. H. Marsales, Pres.; H. J. Bryant, Secy. 

Buffalo Transportation Club. W. S. Randolph, Pres.;*M. B. 
Mason, Secy. and Treas. 

Canton, O.—Stark County, Ohio, Traffic Club. A. J. Burns, 
Pres.; M. L. Underwood, Secy. 

. Chicago Traffic Club. G. A. Blair, Pres.; H. E. Mac Niven, 
ecy. 

Cincinnati—Traffic Club of the Chamber of Commerce. R. E. 
Smith, Chairman; C. G. Fredericks, Secy. 

q Cleveland Traffic Club. A. Z. Baker, Pres.; R. A. Morman, 
ecy. 
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HERE IS 
Real Traffic Service 


1. A staff of practical and legal traffic experts at 


your call for consultation on any matter that 
may bob up in your office at any time, 


2. A running report of progress in any matter 


before any government body in which you may 
be interested. This includes formal and informal 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills in Congress and_ similar 
matters. 


3. A careful watch kept and a report made on any 


development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 


4. A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 


5. An office in the city of Washington where you 
will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


As a matter of fact it is 
part of every subscrip- 
tion for the 


AFFIC WORL 


o—— TRAFFIC BULLETIN = 





which is, in itself the most com- 
plete and prompt traffic news 
service available. 


Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 
418 So. Market St., Chicago, Ill. 
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1,500,000 — FEET 


Mederm Firepreof Wear, nh. oo ® ie Los Angeles and at the Pert 
eles 
Free and U. 4 Sou Bonded Sterage 
Insurance Rate 18 Cents 
Storage — Forwarding — Distribution — Cartage 
Space Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cotton Pressed to High Density 
Special equipment for the proper handling of various commodities 
Steamer Space boeked when requested 


We can serve ay im some capacity and would suggest that you 
complete your file by requesting the rates for our specialized service. 


Bonded for $100,000.00 


UNION TERMINAL WAREHOUSE CORPORATION 
SHATTUCK & NIMMO WAREHOUSE COMPANY 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 





DENVER, COLORADO 


Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 
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Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco 
Seattle, Tacoma and Bellingham 


FROM 


Baltimore, Norfolk, Philadelphia 


and New York 
FORTNIGHTLY SAILINGS 
Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 


Moore and he Streets, New York Telephene Bowling Green 7394 
Baltimore, M Philadelphia, Pa. Pittsburgh, Pa. Chicago, Ill. 
39 South x Drexel Bidg. Oliver Bide. 333 S. Dearborn St. 
And at our Branch Offices at ports of call, etc. 





TRANSMARINE LINES 


Regularly Maintained WEEKLY Service 


Gulf Service 
BEAUMONT, TEXAS 


SERVING 
THE SOUTH AND SOUTHWEST 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
SATURDAY 


Intercoastal Service 


LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
TUESDAY 


Also sailings to other ports as inducement offers 


cage 1c. | ite at ake Claims 
DIRECT loading CAR to SHIP eliminates < Delays 


Lighterage 
Through Bills of Lading Issued 


TRANSMARINE LINES 


Port Newark Terminal General Offices: . 
Telephone Mulberry 4300 5 Nassau St., New York City 
Telephone Rector 0020 
General Agencies: 
Beaumont, Buffalo. Chicago, Cleveland, Dallas, Fort Worth, Los Angeles, Minneapolis 
Mobile, Pensacola, Pittsburgh, Port Newark, San Antonio, San Francisco 
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Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B. 
Darling, Chairman; P. F. McManus, Secy. 

Dayton, O.—Miami Valley Traffic Club. H. T. Ratliff, Pres.; 
M. T. Otto, Secy. 

Dallas Traffic Club. Julian Nance, Pres.; A. J. Stone, Secy.- 
Treas. 

Decatur (Ill.) Transportation Club. T. C. Burwell, Pres.; 
M. M. Cooper, Secy. : 

Des Moines Traffic Club. W. I. Laird, Pres.; E. J. Heck, 
Secy. 

Denver Traffic Club. F. B. Choate, pres.; C. B. Rader, Secy. 
and Treas. 

Denver Commercial Traffic Club. A. M. Hays, Pres.; C. J. 
Hotchkiss, Secy.-Treas. 

Detroit Transportation Club. P. G. Findlay, Pres.; G. W. 
Musson, Secy. 

Elmira (N. Y.) Traffic Club. L. T. Barnes, Pres.; M. J. Wil- 
son, Secy.-Treas. 

El Paso Traffic Club. B. F. Littleton, Pres.; C. W. Water- 
man, Secy.-Treas. 

Erie Traffic Club. F. L. Talcott, Pres.; M. W. Eismann, Secy. 

Evansville (Ind.) Transportation Club. H. P. Cornick, Pres.; 
W. H. Orr, Secy.-Treas. 

Flint (Mich.) Transportation Club. 
H. A. Griggs, Secy. 

Fort Wayne, Ind.—Traffic Transportation and Waterways 
Bureau of the Chamber of Commerce. V. W. Davies, Chairman; 
J. A. Curtin, Vice-Chairman. 

Fort Worth Trafic Club. F. G. Abbey, Pres.; I. S. McCon- 
nell, Secy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. H. C. Filson, 
Pres.; L. A. Martin, Secy. 

Freeport, I1l.—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. Edwin Stokoe, Pres.; V. Van 
Brocklin, Secy. 

Hartford Traffic Association of Hartford (Conn.) and Vi- 
cinity. W. P. Price, Pres.; O. R. Peterson, Secy. and Treas. 

Houston Traffic Club. S. G. Reed, Pres.; A. R. Canfield, 
Secy. 
Indianapolis—The Traffic Club of Indianapolis. F. A. Doeb- 
ber, Pres.; S. C. Farrington, Secy. 

Jackson (Mich.) Transportation Club. J. J. Lynch, Pres.; 
J.C. Holzworth, Secy. 

Jacksonville Traffic Club. E. C. Hulett, Pres.; R. F. Swice- 
good, Secy. 

Jamestown, N. Y.—Traffic Club of the Jamestown Chamber 
of Commerce. Archie Turk, Pres.; G. L. Hilliard, Secy. 

Jersey City Traffic Club. Warren Gordon, Pres.; J. J. Cul- 
lington, Secy. 


L. F. Burchart, Pres.; 


Kalamazoo Traffic Club. G. E. Hazen, Pres.; C. H. Wins- 
low, Secy. 
Kansas City Traffic Club. L. E. Ayer, Pres.; Peter J. 


Rose, Secy.-Treas. 

Lansing (Mich.) Traffic Club. W. G. Davis, Pres.; 
Colvin, Secy. aia 

Little Rock (Ark.) Traffic Club. R. M. McWilliams, Pres.; 
Cc. B. Bowling, Secy. and Treas. 

Los Angeles Transportation Club. O. A. Smith, Pres.; L. G. 
Wilson, Secy.-Treas. 


Louisville Transportation Club. A. M. Stevens, Pres.; W. T. 
Vandenburg, Secy. 

Mansfield (O.) Traffic Managers’ Division of the Manufac- 
turers’ Club. C. K. Smaltz, Chairman; W. T. Leonard, Secy. 

Marion (O.) Traffic Club. W. R. Aukland, Pres.; S. D. Ross, 
Secy. 

‘ieenehee Traffic Club. J. B. McGinnis, Pres.; H. H. Schutt, 
Secy. 

"centwankies Traffic Club. F. C. Bryan, Pres.; A. C. Uecke, 
Secy. and Treas. ; 

“‘aeemenedlin Traffic Club. A. A. D. Rahn, Pres.; W. W. Gib- 
son, Secy. 

Mobile Traffic and Transportation Club. H. E. Warren, 
Pres.; T. C. Schley, Secy. 

Nashville, Tenn.—The Traffic Club of Nashville. R. D. Her- 
bert, Pres.; Earl Roach, Secy. 

Newark Traffic Club. E. F. Neagle, Pres.; R. W. Tims, Secy. 

New England Traffic Club, Boston. A. P. Russell, Pres.; 
P. L. Stuart, Secy. 

New York Traffic Club. P. M. Ripley, Pres.; C. A. Swope, 
Secy. 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York Traffic Forum. E. H. Mayerhofer, Pres.; B. H. 
Thome, Secy. 

New York, N. Y.—American Commerce Association Traffic 
Club. S. E. Hughes, Pres.; F. N. Tillier, Secy. 

New York, N. Y.—Railway and Steamship Traffic Associa- 
tion. N. E. H. Allen, Pres.; H. V. Ferrer, Secy. 

Norfolk and Portsmouth (Va.) Traffic Club. J. C. Nelms, 
Pres.; E. E. Ellis, Secy. 


Cc. V. 
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Oklahoma City Traffic Club. L. W. Price, Pres.; L. M. 
Voss, Secy.-Treas. : 


Paris (Tex.) Traffic Club. J. K. Dirmeyer, Pres.; C. E. Cox, 
Secy.-Treas. 

Pennsacola (Fla.) Traffic and Transportation Club. A. I, 
Reinschmidt, Pres.; P. W. Reed, Secy. 

Peoria Transportation Club. O. F. Becker, Pres.; O. B. Eddy 
Secy.-Treas. 

Philadelphia Traffic Club. R. C. Smith, Pres.; W. H. Mont- 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia 
C. A. Bamberger, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. J. C. Moffett 
Pres.; C. H. Beard, Secy. 
ie Pittsburgh Traffic Club. J. M. Morris, Pres.; A. H. Orr, 

cy. 

Pittsburgh, The Traffic and Transportation Association of. 
H. A. Dietz, Pres.; E. J. Siemon, Secy. 

Port Huron, Mich.—St. Clair River District Transportation 
Club. W.H. Markle, Pres.; C. D. Tuer, Secy. 

Portland (Ore.) Industrial Traffic Club. Walter Rose, Pres.; 
Frank Kensinger, Secy. 

Portland (Ore.) Transportation Club. H. H. Keck, Pres.; 
F. O. Curtis, Secy.-Treas. 

Providence, R. I.—Traffic Club of the Providence Chamber 
of Commerce. A. E. Paddock, Chairman; E. C. Southwich, Secy, 

Richmond (Va.) Traffic Club. R. P. Saunders, Pres.; R. A. 
Saunders, Secy. 

Rochester, N. Y.—Traffic Council of the Rochester Chamber 
of Commerce. W. H. Hartwig, Chairman; F. W. Burton, Secy. 
‘ St. Louis Traffic Club. B. H. Daily, Pres.; S. E. Wilson, 

ecy. 
St. Paul Transportation Club. C. E. Elmquist, be 
Liggett, Secy. Pe =e 

San Antonio (Tex.) Traffic Club. Wallace Carnahan, Jr,, 

~_ R, L. Gohmert, Secy.-Treas. 
an Francisco Transportation Club. J. C. : 
H. G. Ilderton, Secy. ¥ , 

San Francisco—Pacific Traffic Association. W. O. Banks, 
Pres.; J. H. Todd, Secy. 

Seattle Transportation Club. R. C. Johnston, Pres.; A. R. 
Currie, Secy.-Treas. 

Seattle Transportation Club. Alpheus Byers, Pres.; R, A. 
Nichols, Secy.-Treas. 

Shreveport (La.) Traffic Club. J. N. Campbell, Pres.: H. L. 
Viser, Secy. . 

Sioux City Traffic Club. E. P. English, Pres.; L. V. Clark, 
Secy.-Treas. 

Springfield (Mass.) Traffic Club. H. A. Noble, Pres.; B. A. 
Hapgood, Secy.-Treas. 

Spokane Transportation Club. E. L. Cardle, Pres.; F. J. 
Greene, Secy.-Treas. 

Stark County (Ohio) Traffic Club. T. B. Ray, Pres.; L. D. 
Ellis, Secy. 

‘ Syracuse Traffic Club. N. D. Chapin, Pres.; F. M. Varah, 
ecy. 

Toledo Transportation Club. L. G. Macomber, Pres.; W. J. 
Chisholm, Secy. 

Trenton (N. J.) Traffic Club. J. G. Brady, Pres.; G. E. 
Mace, Secy. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Transportation Club of Tulsa. E. C, Kitching, 
Pres.; R. R. Trimble, Secy. 

Twin City Traffic Club (St. Joseph and Bepton Harbor 
(Mich.) B. S. Barnes, Pres.; G. E. Riley, Secy: 

Utica (N. Y.) Traffic Club. R. F. King, Pres.; C. E. Dar- 
rigrand, Secy. and Treas. 
® Waco Traffic Club. R. L. Goebel, Pres.; J. D, Hughett, Secy, 

reas. 

Washington Traffic Club. O. B. George, Pres.; R. F. Rich- 
ardson, Secy. 

Wheeling (W. Va.) Traffic Club. P. M. Neigh, Pres.; S. C. 
Williams, Secy. 

Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.; 
J. W. Chatham, Jr., Secy.-Treas. 

Wichita Traffic Club. F. E. Walling, Pres.; K. C. Parkhurst, 
Secy. 

Windsor, Ontario, Can——Border Cities Transportation Club. 
D. J. Bourke, Pres.; E. H. Cooper, Secy.-Treas. 

Worcester (Mass.) Traffic Association. F. A. Champagne, 
Pres.; J. H. Lane, Secy. 

York (Pa.) Traffic Club. S. B. Drenning, Pres.; G. E. Gart- 
man, Secy. 

Youngstown (Ohio) Traffic Club. C. P. Fairbanks, Pres.; 
P. B. Wait, Secy.-Treas. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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CIF] 
ULF LIN 


DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON — HOUSTON 


and 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 


Through bills of lading issued from Gulf Ports to Hawaii, Australia, New 
Zealand, Dutch East Indies, for Transshipment at San Francisco. 


Through bills of lading from Pacific Coast Ports to Mexico, Cuba, Porto 
Rico, West Indies, Central America, South America, Europe 


Rates quoted, bookings and other information furnished upon application. 





A WAREHOUSE STOCK within th » saves 


THE STEELE STEAMSHIP LINE, Incorporated to six days in deliveries to, SOUTHWESTERN TERRITORY 
GENERAL GULF AGENTS MERCHANDISE STORAGE AND FORWARDING 
424 Whitney Central Building, New Orleans, La. SPECIALIZING ON POOL CARS 


_Gsivetén, Fine 0 SeaneS,San Francie, Cal. New¥oree’y || ADAMS TRANSFER & STORAGE CO. 


228-36 WEST FOURTH STREET 


MEMPHIS, TENN. 


WHERE THE SOUTH BEGINS 
Home of the South’s 


LARGEST MERCHANDISE WAREHOUSES 


Not a Dissatisfied Customer 


STORAGE - MERCHANDISE - HAY - GRAIN - AUTOMOBILES 
POOL CAR DISTRIBUTION 


Reasonable Rates - Lowest Insurance - Prompt Service 


. Your warehousing and distribution 
M r. M anuf, acturer:- problems made easy in our Warehouses 


MEMPHIS TERMINAL CORPORATION 


MEMBER A. W. A. 
General Offices :—15th Floor, Central Bank Building 
MEMPHIS, TENN. 
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JOINT ISSUING TARIFF AGENTS 


Following is a list of tariff publishing agents, compiled from the 
files of the Interstate Commerce Commission. It will be published 
from time to time and subscribers are requested to inform us of any 
inaccuracies Or omissions noticed by them. The fact that a name is 
shown in this list does not necessarily indicate that the agent bearing 
that name is active, or even still living, but merely that there has 
never been occasion to reissue the tariff, 

The agents have been classified nat a to the types of, pub- 
lications or the association they represent. he names of some of 
these agents could be placed in several of these groups. This has 
been avoided and their names appear only under the group in which 
they are most frequently associated. 


CLASSIFICATIONS: 

Official Classification Committee, F. W. Smith, New York, 
mw. ¥. 

Southern Classification Committee, E. H. Dulaney, Atlanta 
Ga. 

Western Classification Committee, R. C. Fyfe, Chicago, Ill 
MAJOR FREIGHT ASSOCIATIONS: 

“Sitianta Freight Tariff Bureau (S. E. Frt. Assn.), J. H. 

Glenn, Atlanta, Ga. 

Canadian Freight Association (Eastern), G, C. Ransom, 
Montreal, Que. 

Canadian Freight Association (Western), F. W. Thompson, 
Winnipeg, Man. 

Central Freight Association Tariff Bureau, B. T. Jones, 
Chicago, Ill. 

Eastern Freight Tariff Bureau (N. E. & T. L.), H. Wilson, 
New York, N. Y. 

Louisville Freight Tariff Bureau (S. E. Miss. V. Assn.), 
F. L. Speiden, Louisville, Ky. 

“New England Freight Association Tariff Bureau, Frank 

Van Ummerson, Boston, Mass. 

North Pacific Coast Freight Tariff Bureau, S. J. Henry, 
Seattle, Wash. 

Pacific Freight Tariff Bureau, F. W. Gomph, San Francisco, 
Calif. 

Southwestern Freight Bureau, F. A. Leland, St, Louis, Mo. 

Transcontinental Freight Bureau, R. H. Countiss, Chicago, Ill. 

Trunk Line Tariff Bureau, H. Wilson, New York, N. Y. 

Western Trunk Line Committee, E. B. Boyd, Chicago, Ill. 


MINOR FREIGHT ASSOCIATIONS: 


“Atlantic Seaboard Freight Bureau (Coastwise Steamship 

Lines’ Tariff Bureau), Wm. J. Sedgman, New York, N. Y. 

Colorado and New Mexico Freight Bureau, H. A. Johnson, 
Denver, Colo. 

Colorado-Utah Freight Bureau, Fred Wild, Jr., Denver, Colo. 

Illinois Freight Association, C. W. Galligan, Chicago, Ill. 

New Orleans Freight Tariff Bureau (Gulf ports), W. P. 
Emerson, New Orleans, La. 


Richmond Freight Tariff Bureau (Associated Raiiways of 
Virginia and the Carolinas), J. Cottrell, Richmond, Va. 

Texas-Louisiana Freight T Bureau (Texas F. T. B.), 
A. C. Fonda, Dallas, Tex. 

Utah Freight Bureau, J. A. Reeves, Salt Lake City, Utah. 

Virginia Lines (Virginia ports and cities), A. P. Gilbert, 
Richmond, Va. 
LOCAL (SWITCHING AND TERMINAL TARIFFS): 

ha Standing Switching Committee, L. A. Lowrey, Chi- 
cago, Ill. 

Nashville Terminals, L. G. Waldrop, Nashville, Tenn. 

New York Dock, T. C. Morrison, Brooklyn, N. Y. 

Oregon, M. C. Strawn, Portland, Ore. 

Wood River District Lines, H. G. Powell, Alton, III. 


RAILWAY AND FAST FREIGHT DISPATCH LINES (BILLING 
BOOK; INDEX; SWITCHING AND TERMINAL TARIFFS): 
Blue Ridge Despatch (C. & O. Ry.), R. H. Vaughan, Cin- 

cinnati, O. 

Continental Line, Central State Dispatch (B. & O. R. R.), 
A. M. Schubert, Cincinnati, O. 

Empire Line (N. Y. C. R. R.), M. S. O’Connor, Cleveland, O. 

Kanawha Dispatch (C. & O. Ry.), T. Lewis, Cincinnati, O. 

Lackawanna Fast Freight Lines (L. S.-L. L.), (M. C-L. L.), 
(P. M.-L. L.), Nat. Duke, New York, N. Y. 

Lehigh Valley Route (eastbound), (L.S.-L. V.), (M. C.-L. V.), 
(P. M.-L. V.), T. Clem Beck, New York, N. Y. 

Louisiana Lines (S. P. Ry.), Chas. S. Fay, New Orleans, La. 

Merchants Despatch (N. Y. C. R. R.), (N. ¥. CG. R. R. & 
W.S. R. R.), (Can. Sou.), M. S. O’ Connor, Cleveland, O. 

Ontario Central Despatch (M. C. R. R.), J. B. Stewart, New 
York, N. Y. 

Pennsylvania System (Index), R. H. Smith, Pittsburgh, Pa. 

Star Union Line (Basing & Billing Book), R. H. Smith, 
Pittsburgh, Pa. 

MISCELLANEOUS PUBLICATIONS: 

American Short Line Railroads (Reconsigning and Diver- 
sion Rules; also Weighing and Reweighing of Carload Freight 
Rules for Certain Short Line Railroads), B. H. Henshall, Wash- 
ington, D. C. 
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Canadian Car Demurrage Rules, W. J. Collins, Montreal, Que. 

Central Electric Traffic Association, L. E. Earlywine, Indi. 
anapolis, Ind. 

Coal Tariffs (Ohio and Pennsylvania), F. V. Davis, Colum. 
bus, O. 

Electric Package Agency, J. Jordan, Cleveland, O. 

Explosives and Dangerous Articles, B. W. Dunn, New York, 
N.. ¥. 

National Perishable Freight Committee, R, C. Dearborn, 
Chicago, IIl. 

Official 
ington, D. C. 

Open and Prepay Station List, F. A. Leland, St. Louis, Mo, 

Pacific Car Demurrage Bureau, R. C. Mulholland, San Fran. 
cisco, Calif. 

Railway Equipment Register, G. P. Conard, New York, N. Y. 
Rail-Water Lines: 

Tank Car Gauge Book, E. B. Boyd, Chicago, IIl. 

Eastern and interior eastern points to southern points, 
J. B. Sweeny, Baltimore, Md. 

Mississippi Warrior Service, W. M. Hough, New Orleans, La. 

- Morgan Line (S. P. Co.), C. W. Owen, Houston, Tex. 

New York Harbor (inland marine and trans-marine corpo 
rations), L. Agnew Myers, Washington, D. C. 


Freight Tariff Directory, G. B. Guthrie, Wash- 


Digest of New Complaints 





No. 15746, Sub. No. 4. J. F. Duthie & Co. and Todd Dry Dock & Con- 
struction Co., Seattle, Wash., vs. James C. Davis. ' 

Unjust and unreasonable charges on shipments of engines from 
Hamilton, O., to Tacoma and Seattie, and from Buffalo to Seattle, 
between October 18, 1918, and February 19, 1919; also in viola- 
tion of section 6 of the interstate commerce law in that the 
through rates were higher than the aggregate of intermediates. 
Asks for reparation amounting to $3,000. 

No. 15975, Sub. No. 1. Hale-Halsell Co., McAlester, Okla., vs. Chi- 
cago, Rock Island & Pacific et al. 

Unjust and unreasonable rates on peanuts, C. L., from Suf- 
folk and Petersburg, Va., and other points to McAlester, Okla. 
Asks cease and desist order, just and reasonable rates and 
reparation. 

No. 16042. Sylva Tanning Co., Sylva, N. C., vs. Southern. 

Unjust, unreasonable, preferential or prejudicial rates and 
charges in violation of the long-and-short-haul clause, on coal 
from points in Virginia and Tennessee to Sylva, N. C. Asks 
cease and desist order, just and reasonable rates, and reparation. 

No. 16043. The C. A. Mauk Lumber Co., Toledo, Ohio, vs. Director 
General as agent. : 

Unjust and unreasonable charges on red cedar shingles from 
Stoltz Mill, B. C., and points in Washington to Toledo, Ohio, and 
subsequently reconsigned. Asks reparation. 

No. 16044. Bolz Cooperage Co., St. Louis, Mo., vs. Director General 
as agent. 

Unjust and unreasonable, discriminatory and prejudicial rates 
on elm hoops from points in Arkansas and Missouri to Havana, 
Cuba, via. Key West, Fla. Asks reparation. 

No. 16045. Fulton Bag & Cotton Mills, Atlanta, Ga., vs. Alabama & 
Vicksburg et al. 

Unjust, unreasonable, discriminatory, preferential and prejudicial 
rates on cotton bagging from points in Georgia and Tennessee to 
Dallas, Texas. Asks cease and desist order, just and reasonable 
rates, and reparation. 

No. 16046. B. C. Southworth & Son, Plymouth, Ind., vs. New York, 
New Haven & Hartford et al. 

Alleges collection of unreasonable charges on a carload of 
granite, partly polished and partly rough, from Quincy Adams, 
Mass., to Plymouth, Ind., November 27, 1918. Asks for reparation. 

No. 16047. The Commercial Traffic Managers of Philadelphia, Pa., 
vs. B. & O. et al. 

Allege that the charge of 50 cents per ton for loading and 
unloading at Philadelphia on all export, import and intercoastal 
traffic where the rate is less than 9 cents per 100 pounds or $1.80 
per ton, subjects the complainants to the payment of unjust, 
unreasonable, unjustly and discriminatory, and unduly prejudicial 
rates. Asks for just, reasonable, non-discriminatory and non- 
prejudicial rates, and reparation. 

No. 16048. The Iliff-Bruff Chemical Co. et al., Hoopeston, IIl., v5. 
Chicago & Eastern Illinois et al. 

Unjust, unreasonable, unjustly discriminatory and unduly 
prejudicial rates on coal from points in Indiana to Hoopeston. 
Ask for rates on coal from points in Indiana to Hoopeston. Asks 
for rates from Clinton and Coal Bluff, Ind., districts not exceeding 
70 cents, from Latta, Midland, Seifert, Riley, Paxton and Sullivan, 
Ind., districts not exceeding 95 cents, from Petersburg, $1.25, from 
Lincoln City, $1.40, and from Oakland City and Enos not exceed- 
ing $1.30, and reparation. 

No. 16049. Harrisonville Ice and Creamery Co., Harrisonville, Mo., 
vs. Santa Fe et al. 

Unjust and unreasonable, unjustly discriminatory and unduly 
prejudicial rates on petroleum fuel oil from Eldorado and Arkansas 
City, Kans., and from Brewstow, Blackwell and Tulsa, Okla., to 
Harrisonville. Asks for reasonable rates and reparation. 

No. 16050. Potash Reduction Co., Omaha, Nebr., vs. C. B. & Q. et al. 

Against a rate of $1.15 on alkali salts containing pnotash from 
Hoffland, Nebr., to Clark’s Grove, Minn., as excessive, unjust 
unreasonable and unduly prejudicial to the extent it exceeded the 
subsequently established rate of 42.5 cents, now, by reason of 
the reduction in July, 1922, 38.5 cents. Asks for a cease and 
desist order and reparation amounting to $643.11. 

No. 16051. Michigan Tanning & Extract Co., Manistee, Mich., vs. 
Carolina, Clinchfield & Ohio et al. 

Unjust, unreasonable, discriminatory and unduly prejudicial 
rates and charges on liquid chestnut tanning extract from Kings- 
port, Tenn., to Manistee, Mich. Asks for cease and desist order, 
just and reasonable rates, and reparation. 

No. 16052. Penn Seaboard Steel Corp., Philadelphia, Pa., vs. Penn- 
sylvania et al. E 
Unjust and unreasonable rate on steel billets, from New 
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MISSISSIPP} 


CHICAGO AND nno- 
FREIGHT YARTWes rr, 





a 
14 Buildings in Downtown Wholesale District for Merchandise Storage 


L. C. L. Shipments via all R. R. Lines without cartage. Insurance rates as low as 17 cents 


SECURITY WAREHOUSE CO., MINNEAPOLIS 


eneral BUFFALO, i. Y. 


rates 


= —_——. Spe) Letrkett Co rc. 


— all forms of warehouse serv- 
ce. 


—Stores automobiles and general mer- 
chandise. 


—Distributes pool cars without carting 
oe ty Abe Te : i oa \ 2 charges. 

» Pa., Were | rt o/s im a —Makes local deliveries. 

g ane |) MRED pes see |e : 4 — Issues negotiable and non-negotiable 
$1.88 ae “lye [oe a , warehouse receipts. 

njust, f Et > : -_ “ : " 

rdicial watt | i < rea —Has lowest insurance rate in Buffalo. 
n = 2 i hh itis ~ es ~ . - 

| 3 SS Peed Tal tks fe “ = 5 —Has storage-in-transit privileges. 


mauls ee, * ha : . —Only Government bonded public 
eston, Oh. Se eal f ee warehouse in Buffalo. 
' UH Pins, TTAR ; —Located on Erie and N. Y. C. R. R. 
— a ae AL : ., fit Hey ~ a We 125 Car spotting capacity. 
me TO ae EL 2 —Offers you the services of its Traffic 
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problems. 
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AND WAREHOUSES a ae 
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Castle, Del., to Richmond, Va. 
of $3.78 per gross ton. 

No, 16053. Jackson Paper Co., 
Southern et al. 

Unjust, unreasonable, unjustly discriminatory and unduly 
preferential rates on paper articles from Atlanta and Birmingham, 
Ala., to Jackson, Miss.; also in violation of the fourth section 
in that they exceeded rates to Vicksburg, a more distant point. 
Asks for a cease and desist order, just, reasonable and non- 
discriminatory rates, and reparation, * 

No, = The Texas Co., Houston, Texas, vs. Kansas City Southern 
et al. 

Unjust, unreasonable and unjustly discriminatory rates, also 
in violation of the fourth section, on asphalt in tank cars, from 
Port Neches, Tex., to Connolly, Morrollton and Galla, Ark. Asks 
for a cease and desist order, and reparation. 

No. 16055. West. Virginia Pulp & Paper Co., New York, Half Moon 
Light, Heat & Power Co., Mechanicville, N. Y¥.. Mechanicville 
Coal & Supply Co., Inc., Mechanicville, N. Y., Duffney Brick Co., 
Mechanicville, N. Y., W. A. Robinson, Mechanicville, and C. T. 
Robinson, Mechanicville, vs. Boston & Maine et al. . 

Unjust, unreasonable, unduly discriminatory and prejudicial 
rates on coke, anthracite and bituminous coal, from various pgjnts 
of origin to Mechanicville, by reason of the failure of carriers 
to absorb the full switching charge of the Boston & Maine. 
Ask for joint through rates, switching charges and switching 
absorption arrangements not higher than those contemporaneously 
in effect for delivery on the Delaware & Hudson at Mechanicville, 
and reparation. 

No, a Fort Smith Rim and Bow Co., Ft. Smith, Ark., vs. B. & O. 
et al. 

Unjust, unreasonable, unduly discriminatory and unduly pref- 
erential rates on wooden agricultural implement and vehicle ma- 
terial from Columbus, O., to Sherman and Stamford, Tex. Asks 
i cease and desist order and reparation to the basis of lumber 
rates. 

No. ~— Weldon, Williams and Lick, Ft. Smith, Ark., 
et al. 

Unjust and unreasonable charges on a printing press from 
Paterson, N. J., to Ft. Smith, in that they exceeded aggregate- 
of-intermediates. Asks for reparation. 

No. B ee Colorado Paper Co., et al., Pueblo, Colo., vs. Santa 

e et al. 

Unjust and unreasonable rates on building and roofing paper 
from various points of origin to Pueblo. Asks for a cease and 
desist order and reparation. 

No. 16059. Scott County Farm Bureau, Morton, Miss., vs. Alabama 
& Vicksburg et al. 

Unjust and unreasonable rates, in violation of the first and 
sixth sections of the interstate commerce law, on a carload of 
canned molasses from Morton to Blytheville, Ark., reconsigned 
from New Orleans. Asks for reparation. 

No. 16060. Western Import Co., San Francisco, 
Davis, Director-General, as agent. 

Alleges illegally assessed demurrage charges on imported beans 
at Seattle, Wash., in February, March and April, 1919, resulting in 
violations of sections 1 and 6 of the interstate commerce act 
and section 10 of the federal control act. Asks for reparation. 

No. 16061. The Washington Salvage Co., Washington, D. C., vs. The 
Pennsylvania et al. 

Against a fifth class rate of 38 cents per 100 pounds on three 
carloads of scrap iron shipped in October, 1922, from Norfolk, 
Va., to Washington, as in excess of the lawfully published rate 
of $3.78 per ton. Asks for reparation. 

No. 16062. The National Petroleum Association, 
O., vs. Chicago & Alton et al. 

Unjust and unreasonable rates on petroleum and its products 
from Coffeyville, Kans., and Tulsa, Okla., to various desinations 
in Indiana, Ohio, Michigan and Pennsylvania. Asks for a cease 
and desist order. and renaration. 

No. 16063. Becker, Moore & Co., Inc., North Tonawanda, N. Y., vs. 
New York Central et al. 

Unjust and unreasonable rates on wood flour from North 
Tonawanda to points in New Jersey and Pennsylvania, the alle- 
gation being that the rates are unreasonable to the extent they 
exceed 23 cents per 100 pounds. Asks for reasonable rates. 

No. 16064. Crown Willamette Paper Co., San Francisco, Calif., vs. 
Western Transportation Co. et al. ae: 

Unjust, unreasonable, unduly prejudicial and unjustly discrim- 
inatory rates on newsprint paper from its plants in Washington 
and Oregon to destinations in Texas, Colorado, Montana, Wyo- 
ming, Arizona, Nevada, Oregon and California, between July 5, 
ant —- 17, 1922. Asks for reparation amounting to 

19,392.05. 


No. 16065. Barnsdall Refining Co., Tulsa, Okla., Casden & Co., Tulsa, 


Asks for reparation to the basis 


Jackson, Miss., vs. Alabama Great 


vs. Erie 


Callf.. va. J. €. 


et al, Cleveland, 


Empire Refineries, Inc., Tulsa, Maryland Refining Co., Ponca 
City, Okla., Producers’ & Refiners’ Corporation, Denver, Colo., 
Shaffer Oil & Refining Co., Chicago, Ill., Tidal Refining Co., 


Tulsa, Okla., and Transcontinental Oil Co., Pittsburgh,’ Pa., vs. 
Louisiana & Arkansas et al. d 

Excessive, unjust, unreasonable, unjustly discriminatory and 
unduly preferential rates on petroleum and its products from 
points in Oklahoma, Arkansas, Kansas, Louisiana, Missouri and 
Texas to destinations in Missouri, Illinois, Indiana, Wisconsin, 
Iowa, Minnesota, North Dakota, South Dakota, Nebraska and 
the northern peninsula of Michigan, and other states. Asks for 
just, reasonable, non-discriminatory and non-prejudicial rates. 


No. 16066. North Texas Petroleum Traffic Bureau, Fort Worth, Tex., 
vs. Louisiana Railway & Navigation Co. et al. 

Unjustly discriminatory rates on petroleum products from the 
North Texas group to destinations in Missouri, Illinois, Indiana, 
Wisconsin, Iowa, Minnesota, North Dakota, South Dakota, 
Nebraska and the northern peninsula of Michigan, in that they 
are higher, mile for mile, that the rates maintained from points 
in Louisiana and South Texas to the same destinations. Asks for 
just, reasonable, non-discriminatory ,and non-prejudicial rates. 

No. 16068. P. Bronstein & Sons, Huntington, Ind., vs. Wabash. 

Alleges overcharges on carload freight from various points to 

. Indiana by reason of failu®te to observe weighing and reweighing 
*-rules and regulations. Asks for reparation. 

No. .1 .. J. W. Craig Grain Co., et al., Wichita, 

At@hison, Topeka & Santa Fe, et al. 
njust, unreasonable and unduly preferential charges on export 

grain shipped out through Galveston in comparison with Texas 

City and New Orleans where no extra switching charges were 

imposed. Asks for reparation. 

No. 16070. V. Eriksen and F. H. Lundblade, doing business as Fern- 
dale Iron Works Garage et al., Ferndale, and other points in Cali- 
fornia, vs. Ann Arbor et al. 

Unjust and unreasonable rates on freight and passenger auto- 


Kans., vs. 
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mobiles and parts thereof from transcontinental groups to desti- 
nations on the Northwestern Pacific north of Willits, Cal. Asks 
for such rates to all points on the Northwestern Pacific north of 
Willits as the Commission may deem reasonable and just, and 
reparation. 
No. 16071. W. D. Haas & Co., Alexandria, La., vs. Director General, 
as agent. 
Unjust and unreasonable charges on flat or uncompressed cot- 
ton by reason of the failure of the carrier to pay the full amount 
of the compression charge on shipments from country points, such 
as Pine Prairie, Mamou and Jonesboro, La., to various destina- 


tions. Asks for reparation. 
No. a St. Joseph Viscosity Oil Co., St. Joseph, Mo., vs. Santa Fe 
e ‘ ; 


Unjust, unreasonable, unjustly discriminatory, unduly prefer- 
ential and prejudicial rates on refined petroleum oil from points 
in Kansas to St. Joseph, Mo., to the extent that they exceeded 
from all Kansas shipping points 1944 cents prior to June 1, 1922, 
and 17% cents subsequent thereto, and unduly preferential and 
prejudicial in favor of refiners in the Kansas City switching dis- 
trict. Asks for just and reasonable rates and reparation on 
shipments since June 1, 1922. 

No. 16073. Minnesota Steel Co., Duluth, Minn., vs. Santa Fe et al. 

Unjust and unreasonable rates on fuel oil from Arkansas, Okla- 
homa and Texas refining points to Steelton, Minn., imposed on 
$8238.88. in 1922 and 1923. Asks for reparation amounting to 

No. 16074. Crescent Bed Co., Inc., New Orleans, La., vs. Alabama & 
Vicksburg et al. 

Unjust and unreasonable rates and minimum weights on metal 
beds from New Orleans to destinations in Louisiana, Mississippi, 
Alabama, Florida, Arkansas, Tennessee, Illinois and Wisconsin, 
and on helical springs from Chicago and Waukegan, IIl., to 
New Orleans; unjustly discriminatory rates and weights on metal 
beds from New Orleans to destinations in the states named 
which unduly prefer shippers of metal beds from Atlanta, Chi- 
cago and Kenosha. Asks for reasonable, just and non-discrim- 
inatory rates. 

16075. Missouri Casket Co., 
cific et al. 

Alleges rates on coffin stock in the white in excess of that 
permitted by the tariff. Asks for reparation. 

No. Beng amend Broom Factory, Deshler, Nebr., et al., vs. Santa 

e et al. 

Unjust, unreasonable and unlawful rates and charges on broom 
handles from points in Michigan and Wisconsin to Des Moines, 
Kansas City and Deshler, in that they were higher than those 
on lumber. Asks for just and proper rates, and reparation. 
16077. Adams & Kelly Co., et al., Omaha, Nebr., Council Bluffs, 
and Clinton, Iowa, vs. Santa Fe et al. 

Excessive, unjust and unreasonable rates on lumber from 
points in Oregon, Washington, Idaho, Montana and British Co- 
lumbia, to Omaha and other points in Nebraska, Iowa, South 
Dakota, Kansas and Missouri, taking Missouri River basis of rates, 
and points intermediate thereto taking the same rates or rates 
made with relation thereto. Asks for reparation on shipments 
moving between July 1, and September 11, 1922. 

No. Rs 3 prapeetar-Cates Milling Co., Independence, Mo., vs. Santa 

e et al. 

Unjust, unreasonable, unduly prejudicial and preferential rates 
and charges on wheat from points in Missouri, Kansas, Nebraska, 
Colorado and Oklahoma to Independence, there milled and the 
products forwarded to other destinations. Asks for just and 
reasonable rates and reparation. 

No. 16078, Sub. No. 1. Same vs. Santa Fe et al. 

Unjust, unreasonable and illegal rates and charges on grain 
from points in Kansas, Missouri and Oklahoma to Independence. 
Asks for a cease and desist order and reparation. 

No. 16079. Ryan Fruit Co., Inc., Seattle, Wash., et al., vs. James 
C. Davis, Atlantic Coast Lines et al. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential rates on grape fruit from points in Florida to Salt Lake 
City, Ogden, Pocatello and Butte, between April, 1918, and May 
3, 1924; also in violation of the aggregate of intermediates and 
short-haul clauses of section 4, and also in violation of section 
10 of the federal control act. Asks for a cease and desist order 
as to rates and weights, and reparation. 

No. 16080. Knoxville Iron Co., Knoxville, Tenn., vs. B. & O. et al. 

Unjust, unreasonable.and unduly prejudicial rates on less-than- 
carloads of manufactured iron articles, unduly preferential of 
Birmingham, Chattanooga, Atlanta and Pittsburgh. Asks for 
just and reasonable rates on bar iron, angle bars and channel 
bars, in carload and less-than-carload quantities, from Knoxville 
to points in Speiden’s, Glenn’s and Jones’ tariffs. 

No. hernggae ee River Sand Co., Tulsa, Okla., vs. Missouri- Kan- 
sas et al. 

Unreasonable, unduly prejudicial and unduly preferential rates 
on sand from Sand Springs, Okla., to destinations in Kansas and 
Missouri. Asks for just and reasonable rates. 

No. 16082. Jackson Traffic Bureau, Jackson, Miss., vs. Illinois Central 
and Gulf & Ship Island., 

Unjust, unreasonable and unjustly discriminatory rates on grain 

- and feed from Jackson, Miss., to stations on the Gulf & Ship 

Island, by reason of failure to accord transit at Jackson equiv- 
alent to that allowed at Gulfport, Miss. Asks for a cease and 
desist order, and such relief as the Commission deems the com- 
plainant entitled to receive. 


No. = 8 John Dower Lumber Co., Tacoma, Wash., vs. Northern 
‘acific. 

Unjust and unreasonable charges on a carload of balsam wool 
oe na to Tacoma in November, 1922. Asks for reP- 
ration. 

No. 16084. Pensacola Creosoting Co., Pensacola, Fla., vs. Central of 
Georgia and Louisville & Nashville. 

Alleges a rate of 20 cents on lumber from Gantt and Sports, 
Ala., to Pensacola applied on shipments in May, June, July, 
August, September and October, 1923, and in effect at the present 
time, was and is unreasonable. Asks for a reasonable rate, and 


No. Kansas City, Mo., vs. Union Pa- 


No. 


reparation. ’ 
No. seems. Copperweld Steel Co., Rankin, Pa., vs. Baltimore & Ohio 
et al. 


Unjust, unreasonable and excessive charges on copper clad steel 
scrap since 1922 from Rankin and Swissdale, Pa., to Norfolk and 
West Norfolk, Va. Asks for a rate of 22 cents and minimum 
of 36,000, and reparation. 

No. 16086. Eagle-Ottawa Leather Co., Chicago, Ill., vs. B. & O. et al. 

Unjust and unreasonable demurrage charges on shipments of 

leather from Whitehall, Mich., to points in Massachusetts, by 
reason of the cars being detained on account of embargoes in- 
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stead of returned to the shipper as requested, in April, 1923. 
Asks for reparation. 
No. 16087. The Capell Salt Co., Salt Lake City, Utah, vs. Chicago 
& Milwaukee et al. 
Unjust and unreasonable rates and charges on salt from Salduro, 
Sart = points in Montana. Asks for reparation amounting to 
1,548.49. 
No. 16088. The Arkansas Fertilizer Co:, Little Rock, Ark., vs. James 
C. Davis, Elgin, Joliet &.Eastern et al. 
Against a rate of 55 cents on sulphate of ammonia from Gary, 
Ind., to Little Rock, as unjust and unreasonable, in violatiort of 
section 1 of the interstate commerce act and section 10 of the 
federal control law, as applied to shipments in March, 1919. 
Asks for a cease and desist order, and reparation. 
No. 16089. The Coca-Coia Co., Atlanta, Ga., vs. Santa Fe et al. 
Unreasonable and unlawful rates and charges on 78 carloads of 
tight cooperage from St. Louis to Los Angeles in July, 1921, to 
the extent the rate exceeded $1.44%. Asks for reparation amount- 
ing to $8,000. 
No. 16090. Hartwell & Lester, Inc., New York, N. Y., vs. Delaware 
& Hudson et al. 
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Unjust, unreasonable, discriminatory, preferential and preju- 
dicial rates on anthracite coal from Providence, Pa., to Mata- 
wan, N. J., and reconsigned to Red Bank, N. J. Asks cease 
and desist order, just and reasonable rates and reparation. 

No. 16091. Ballman-Cummings Furniture Co. et al. Fort Smith, Ark,, 
vs. Chicago & Eastern Illinois et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
excelsior packing cushions, mats or pads, in carloads, from points 
in Wisconsin to Fort Smith, Ark. Asks cease and desist order, 
just and reasonable rates and reparation. 

No. 16092. The Western Auto Supply Agency of Los Angeles, Cal., 
vs. C. B. & Q. et al. 

Unjust and unreasonable rates on automobile heaters from 
Chicago, Ill., to San Francisco, Cal. Asks cease and desist or- 
der, just and reasonable rates, and reparation. 

No. 16093. The Western Auto Supply Agency of Los Angeles, Cal., 
vs. Santa Fe et al. 

Unjust and unreasonable rates on window cleaners from points 
in New York, Ohio, Michigan and Illinois to Los Angeles and 
San Francisco, Cal., and Seattle, Wash. Asks cease and desist 
order, just and reasonable rates, and reparation. 


_ Docket of the Commission 





Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


August 5—San Francisco, Cal.—Commissioner Lewis: 
a Quartz Company of California vs. Director- 
eneral. 


1. and S. No. 2040—Express weights on asparagus from Arizona 
and California. 
August 6—Washington, D. C.—Examiner Konigsberg: 
5604—Cotton Manufacturers Ass’n of South Carolina vs. C. C. & O. 
Ry. of S. C., Director General, et al. (further hearing solely 
for purpose of affording complainants opportunity to prove damage 
on shipments covered by the decision). 


August 11—Los Angeles, Cal.—Commissioner Iewis: 

14242—Consolidated Lumber Company vs. Director-General, and 
LA. & S&S. L. R. R. 

a Angeles Pressed Brick Company vs. Pacific Electric Ry. 
e ‘ 
August 12—Los Angeles, Cal.—Commissioner Lewis: 
15684—The Lumbermen’s Exchange vs. Southern Pacific et al. 

August 14—Washington, D. C.—Examiner Brown: 

* Finance No. 4083—In the matter of the application of the Balti- 
more & Eastern Railroad Co. for a certificate of public conven- 
ience and necessity authorizing it to acquire and operate a line 
of road for authority to issue its capital stock in the amount of 
$230,000, par value. 

* Finance No. 4084—In the matter of the application of the Balti- 
more, Chesapeake & Atlantic Railway Co. for approval and au- 
thorization of the acquisition of control by it of the Baltimore 
& Eastern R. R. Co. through the purchase of that company’s 
capital stock. ; 

“gee 19—Tawas City, Mich.—Public Utilities Comm. of Michigan; 
inance No. 3547—In the matter of the application of the Detroit 
&- Mackinac Ry. Co. for a certificate of public convenience and 
necessity authorizing it to abandon its line, Indian River Branch. 

Finance No. 3548—In the matter of the application of the Detroit 
Mackinac Ry. Co. for a certificate of public convenience and 
necessity authorizing it to abandon its Lincoln Branch, 

August 22—Washington, D. C.—Examiner Davis: 

* Finance No, 4220—In the matter of the application of the Bell Tele- 
phone Company of Pennsylvania and the Lehigh ‘Telephone Com- 
pany for a certificate of advantage and public interest. 

ee, ine Paul, Minn.—Commissioner Campbell and Examiner 

eeler: 

14785—In the matter of charges for passengers traveling in sleep- 
ing and parlor cars. 

11567—Order of the United Commercial Travelers of America vs. 
Pullman Company. 

September 2—Hays, Kansas—Public Utilities Commission of Kansas: 

Finance No. 3529—In the matter of the application of the Golden 
Belt Railroad of Kansas for a certificate of public convenience and 
necessity authorizing it to construct a line of railroad. 

September 2—Galveston, Texas—Examiner Money: 

* 15427—Iola Cement Mills Traffic Assn. et al. vs. A. & S. Ry. et al. 

* 15938—Oklahoma Portland Cement Co. vs. Santa Fe Ry. et al. 

* 15151—Oklahoma Portland Cement Co. et al. vs. D. & R. W. G. R. R. 

* 15923—Oklahoma Portland Cement Co. vs. A. & S. Ry. et al. 

September 3—Louisville, Ky.—Examiner Cheseldine: 

* 1. and S. No. 2196—Transit on lumber at Ohio River crossings and 
related points. 

September 3—Phoenix, Ariz.—Director Mahaffie: 

* Finance No. 4148—In the matter of the application of the Arizona 
Eastern Railroad Co. for a certificate of public convenience and 
necessity authorizing it to construct an extension to its line of 
railroad. y 

* Finance No. 4164—In the matter of the application of the South- 
ern Pacific Company to acquire control, by lease and stock own- 
ership of the El Paso & Southwestern Ry. System and of the 
Southern Pacific Company to issue certain securities. 

September 3.—Wichita, Kansas—Examiner Woodrow: 

* 1. & S. ‘No. 2177—(and first supplemental order)—Junk, in mixed 
carloads, in Western Trunk Line territory. 

September 3—St. Louis, Mo.—Examiner Copenhafer: 

* 13288 (and Sub. No. 1)—Mississippi Valley Iron Company vs. C. & 
N. W. Ry. et al. 

September 3—Buffalo, N. Y.—Examiner Gaddess: 


* 1, and S. No. 2187—Sand, Sherks, Ont., to New York and Penn- 
sylvania. 


Sept, 3—Washington, D. C.—Examiner Law: 
Finance No. 7—Excess income of Buffalo and Susquehanna. 
September 3—Washington, D. C.—Examiner Gibson: 
Val. Dkt. No. 192—In re tentative valuations of the properties of 
the New York, Ontario & Western Ry. Co. et al. 


Val. Dkt. No. 225—In re the tentative valuation of the property of 
Middletown & Unionville R. R. Co. 
September 3—Boston, Mass.—Examiner Beach: 
15885—Hunt-Spiller Manufacturing Corporation vs. Director General, 
* 15116—E. H. Kingman Company et al, vs. Cent. Vt. Ry. 
September 3—Buffalo, N. Y.—Examiner Healy: 
No. 8406—Jones & Laughlin Steel Co. vs. P. & L. E. R. R. et al. 


No. 8767 (and Sub. Nos. 1 and 2)—Seneca Iron & Steel Co. vs. South 
Buffalo Ry. Co. et ai. 


No. 9058 (and Sub. Nos. 1 and 2)—American Bridge Co. vs. Union 
Railroad Company et al. 
ae a & Esterbrook, et al. vs. Newburg & South Shore 
y. et al. 
No. 9271i—Hyman-Michaels Co. vs. Pennsylvania R. R. et al. 
September 4—Buffalo, N. Y.—Examiner Gaddess: 
* 16063—Becker, Moore & Co., Inc., vs. N. Y. C. R. R. et al. 
September 4—Washington, D. C.—Examiner Smith: 
* a Carolina Pine Association et al. vs. A. C. L. R. R. 
et al. 
* Fourth Section Order No. 8843—Lumber and forest products to 
points in Eastern Trunk Lire and New England territories. 
September 4—St. Louis, Mo.—Examiner Copenhafer: 
* 15761—Fifth and Ninth Districts Coal Traffic Bureau vs. C. R. I. & 
P. Ry. et al. 
September 4—Spokane, Wash.—Commissioner Campbell and Examiner 
Wilkins: 
14089—Spokane & Eastern Ry. & Power Co. et al. vs. Spokane, 
Portland & Seattle Ry. Co. et al. 
September 4.—Wichita, Kansas—Examiner Woodrow: 
* 15862—The Wichita Board of Commerce et al. vs. Director General, 
Santa Fe et al. 
* 15919—The Farmers Union Cooperative Business Association et al. 
vs. Mo. Pac. R. R, 
September 5—Cairo, Ill.—Examiner McGrath: F 
* |. and S. No. 2163—Routing of grain and its products from Cairo, 
Ill., to Ill. Cent. R. R. stations in Tennessee. 
September 5—Galesburg, Ill.—Examiner Shanafelt: 
* |. and S. No. 2190—Eastbound, transcontinental rates on insulators. 
September 5—Providence, R. I.—Examiner Beach: 
a ial  iabieein Paper Company et al. vs. Bangor & Aroostook 
. - Ct al. 
had Island Malleable Iron Works vs. N. Y. N. H. & H. 
September 6—Washington, D. C.—Examiner Smith: 


* 14389—The Grief Brothers Cooperage Company vs. Director-General, 
B. & 0. HR. R.-et al. 


September 6—Louisville, Ky.—Examiner Cheseldine: 

* 15925—Standard Oil Company (Kentucky) vs. A. & V. Ry. et al. 

September 6—Cleveland, O.—Examiner Gaddes: 

* 15876—The Columbia Steel Company et al. vs. B. & O. R. R. et al. 

September 8—Memphis, Tenn.—Examiner McGrath: 

* 14898—Memphis Freight Bureau for King-Haase Furniture Co. et 
al va. A. G. &. HB. R. ot ‘al. 

September 8—Chicago, Ill.—Examiner Shanafelt: 

* 1. and S. No. 2185—Furniture from Illinois and Wisconsin to Mil- 
waukee, Wis. 

September 8—Washington, D. C.—Examiner Smith: 

* 15825—Arthur H. Bryant vs. Mich. Central R. R. et al. 

September 8—Memphis. Tenn.—Examiner McGrath: 

* 15921—King Haase Furniture Company vs. B. & O. R. R. et al. 

September 8—Cleveland, O.—Examiner Gaddess: 

* 15936—The Glidden Company vs. Ill. Cent. R. R. 

* 15966—Canadian Oil Companies, Ltd., vs. L. & N. R. R. et al. 

September 8—Knoxville, Tenn.—Examiner Cheseldine: 

* 15941—Traffic Bureau of Knoxville et al. vs..A. C. L 


September 8—Kansas City, Mo.—Examiner Copenhafer: __ ; 
* |, and S. No. 2180—Hay and straw between Missouri River points 
and Mississippi valley. 


Sept. 8—Washington, D. C.—Examiner Pattison: 
Valuation No. 327—In re tentative valuation of the properties of 
the Great Northern Ry. Co. and Montana Eastern Ry. Co. 


September 8—Washington, D. C.—Assistant Director Burnside: 
Finance ‘No. 3908—Excess income of St. Louis & O’Fallon Ry. Co. 
Finance No. 4026—Excess income of Manufacturers’ Railway Com- 

pany. 


September 8—New York City, N. Y.—Examiner Beach: 
15813—-Joseph H. Steinhardt vs. Amer. Ry. Express Co. et al. 
September 8—Minneapolis, Minn.—Examiner Knowlton: 
* 1, and S. No. 2184—Brick and clay products between W. T. L. 
points, 


. R. R. et al. 
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WETZEL DROP FRONT TARIFF FILES 


= (PATENTED) 


“He Who Goes the Wrong Way 
Must Make His Journey Twice”’ 


Why go the wrong way 
on filing your tariffs? A 
Wetzel lasts a lifetime 
and there is no expense 
for maintenance. 


Write us for information. 


P. A. Wetzel Company 


A Stack of Wetzel Drop Front Tariff File Sections Manufacturers 


(Measuring outside 45 inches wide, 57% inches high and 13 inches deep) SPRINGFI ELD, ILLINOIS 
This outfit can be obtained with the same sized drawers throughout ‘ 


Start with any number of sections and build up as your requirements grow. 


Consult us regarding your 


WAREHOUSING 
STORAGE 
DISTRIBUTION 


Daily Deliveries by Zone System 
within ten mile radius 


Quincy Market Cold Storage and Warehouse Co. 


GEORGE S. LOVEJOY 


Manager General Storage Department 
178 Atlantic Avenue, ton, Mass. 


Total General Storage Capacity 
9,706,000 Cubic Feet 


Sg 


Wharfage and Dockage BATTERY 
WHARF 


Free Stores Has Direct 
Customs Bonded Stores 
Internal Revenue Bonded Stores Rellreed 
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September 8—Seattle, Wash.—Examiner Wilkins: 
* 15993—Pacific Coast Shippers’ Association, Inc., et al. vs: A. C. & 
Y. Ry. et al. 
September 8—New York City, N. Y.—Examiner Beach: 
* 15990—The Joint Council of the International Apple Shuppers’ 
Association et al. vs. Amer. Ry. Express Co. et al, 
September 9—Cleveland, O.—Examiner Gaddess: . 
* 16062—The National Petroleum Assn. e+ al. vs. C. & A. R. R. et al. 
September 9—Kansas City, Mo.—Examiner Copenhafer: : 
* 1. and S. No. 2193—Brick, between Oklahoma and Texas points. 
September 9—Kansas City, Mo.—Examiner Copenhafer: 
* 16024—George Boss vs. Mo. Pac. R. R 
September 9—Minneapolis, Minn.—Examiner Knowlton: 
* 15701—Minnesota Western Railroad Company vs. Santa Fe et al. 
September 9.—Oklahoma City, Okla.—Examiner Woodrow: 
* 13758—Ridenour-Baker Mercantile Co. et al. vs. Santa Fe et al. 
* 16031—The Oklahoma Publishing Company vs. Santa Fe et al. 
September 9—New York City, N. Y.—Examiner Beach: 
14103—Universal Paper Bag Company vs. Maine Central R, R. et al. 
September 16—Washington, D. C.—Examiner Smith: 
* 15929—Iowa Gate Company vs. B. & O. R. R. et al. 
September 10—Chattanooga, Tenn.—Examiner Cheseldine: 
* 1. and S. No. 2191—Glass bottles from Chattanooga, Tenn., to Mem- 
phis, Tenn. 
* I. and S. No. 2178—Paper boxes between Southeastern points. 
September 10—Estes Park, Colo.—Chairman Hall: 
15727—Oklahoma Portland Cement Company vs. 
Interurban et al. 
15744—Nebraska Cement Company vs. Arkansas Valley Interurban 


Arkansas Valley 


et al. 
15751—The Colorado Portland Cement Company et al. vs. Arkansas 
Valley Interurban Railway et al. 

September 10—New ¥ork City, N. Y.—Examiner Beach: 

* 15816—United Zinc Smelting Corporation vs, B. & O. R. R. et al. 

September 10—Cleveland, O.—Examiner Gaddess: : 

* |. and S. No. 2197—Restrictions in the combination rule on live stock. 

September 11—Jackson, Miss.—Examiner McGrath: 

* 13193—Ingram Day Lumber Company vs. G. & S. I. R. R. et al. 
Portions of fourth section application No. 484, filed by Gulf & Ship 
Island R. R., In re rates on lumber and related articles from sta- 
tions on G. & S. I. R. R. to Gulfport, Miss., Mobile, Ala., and New 
Orleans, La. 

September 11—Kansas City, Mo.—Examiner Copenhafer: 

* 16007—Harrisonville Brick & Tile Company vs. Santa Fe ¢t al. 

September lI—New York City, N. Y.—Examiner Beach: 

* 15819—Garrett and Company, Inc., vs. N. Y. C. R. R. et al. 


September 11—Washington, D. C.—Examiner Sullivan: 
Finance No. 1427—Deficit status of Indian Creek Valley Ry. 
— No. 533—Guaranty settlement with Indian Creek Valley 
y. 
September 11—Portland, Ore.—Examiner Wilkins: 
1. and S. No. 2167—Combination rule on lumber from points in 
the Northwest. 
September 12—Anderson, Indiana—Examiner Gaddess: 
* 14913—Municipal Electric & Water Depts., City of 
cC.Cc. C. & St. L. Ry. et al. 
September 12—Kansas City, Mo.—Examiner Copenhafer: 
* 16009—Blue Valley Ice & Storage Company vs. C. R. I. & P. Ry. et al. 
September 12—Kansas City, Mo.—Examiner Copenhafer: 
* 16008—Friderichsen Floor and Wail Tile Company vs. Santa Fe et al. 
September 12—Chicago, Ill.—Examiner Shanafelt: 
* 11105—United Chemical and Organic Products Co. vs. Director-Gen- 
eral, Indiana Harbor Belt R. R. et al. 


September 12—Jackson, Miss.—Examiner McGrath: 
* 16030—Jackson Paper Company vs. A. & V. Ry. et al. 
* 16053—Jackson Paper Company vs. A. G. S. R. R. et al. 


September 12—Atlanta, Ga.—Examiner Cheseldine: 
* 15743—Bona Allen, Inc., vs. B. & M. R. R. et al. 
* 15785—American Sumatra Tobacco Company vs, A. C. L. R. R. et al. 


September 12.—Portland, Ore.—Examiner Wilkins: 
15871—The Portland Linseed Oil Works, Inc., vs. Great Northern 


Ry. et al. 
es oe Portland Linseed Oil Works, Inc., vs. Great Northern 
y. e€ ° 


September 12—Milwaukee, Wis.—Examiner Knowlton: 
* “ae Milwaukee Vinegar Company vs, Director General, C. & 
% +. oe 


September 12—New York City, N. Y.—Examiner Beach: 
* 15722—American Graphite Company vs. D. & H. Co. et al. 
* 15861—Metal & Thermit Corporation vs. C. R. R. of N. J. et al. 


Sept. 12—Toms River, N. J.—Board of Public Utility Commission of 
New Jersey: 
Finance No. 3575—In the matter of the application of the Pennsyl- 
vania & Atlantic R. R. Co., for a certificate of public convenience 
and necessity authorizing it to abandon its Island Heights Branch. 


September 13—Jackson, Miss.—Examiner McGrath: 

* 15848 (and Sub. No. 1)—Mississippi Railroad Commission and Rush 
H. Knox, Attorney General, vs. A. & V. Ry. et al. Portions of 
fourth section application No. 373, filed jointly by Morgan’s La. & 
Tex. R. R. & S. S. Co, and Louisiana Western Ry., with respect 
to rates on salt from Louisiana points to Chicago, Cairo, Ill., Louis- 
ville, Ky., Cincinnati, O., St. Louis, Mo., Memphis, Tenn., and 
Helena, Ark., etc. 

September 13—Fort Worth, Texas—Examiner Woodrow: 

* I. and S. No. 2194—Cotton seed products from Texas to points in 
Kansas and Missouri. 

September 15—Kansas City, Mo.—Examiner Copenhafer: 

* 16032—Bliss Syrup Refining Company vs. Santa Fe et al. 


September 15—Jackson, Miss.—Examiner McGrath: . 

* 14980—Greenwood Chamber of Commerce et al. vs. A. & V. Ry. et al. 
Portions of fourth section application No. 2061, filed by Agent 
Tucker, In re rates on classes and commodities from points in C. 
F. A. territory to Mississippi points. 

September 15—Indianapolis, Ind.—Examiner Gaddess: 

* 15795—H. L. Cheney, trading as the Cheney Pulp and Paper Com- 
pany vs. A. C. & Y. Ry. et al. 

* ie ee Ey Coal Merchants Service Bureau, Inc., vs. B. & O. 

. et al. 


Anderson vs. 
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September 15—Chicago, Ill—Examiner Shanafelt: 
* 11224—Chicago Coal Merchants Association vs. 
Santa Fe Ry. et al. 


September 15—New York, N. Y.—Interstate Commerce Commission 
and Public Service Commission of New York: 
1. & S. No. 1933—Commutation fares between points on the N. Y.,, 
N. H. & H.R. R. 
September 15—Washington, D. C.—Examiner Law: 
Finance No. 3702—Excess income of the Detroit & Toledo Shore Line 
Railroad Company. 
September 15—Portland, Ore.—Examiner Wilkins: 
15644—Bissinger & Co. vs. Great Northern Ry. et al. 


September 15—Dallas, Tex.—Examiner Woodrow: 

* 15836—Cullum & Boren Company vs. N. Y. N. H. & H. R. R. et al. 
September 15—Nef York City, N. Y.—Examiner Beach: 

* 15799—The Triad Corporation vs. C. of Ga. Ry et al. 


September 15—Grand Rapids, Mich.—Examiner Knowlton: 

* 15933—Saugatuck Lumber & Coal Co. et al. vs. A. C. & Y. Ry. et al. 
September 16—Indianapolis, Ind.—Examiner Gaddess: 

* 16048—The Iliff-Bruff Chemical Co. et al. vs. C. & E. I. Ry. et al, 
September 16—New York City, N. Y.—Examiner Beach: 

* 15994—Colgate & Company vs. N. Y. C. R. R. et al. 


September 16—Detroit, Mich.—Examiner Knowlton: : 

* |. and S. No. 2188—Weighing and reweighing of carload freight at 
Detroit, Mich. 

September 16—Portland, Ore.—Examiner Wilkins: 

1. and S. No. 2186—Cattle and sheep between points in Idaho, Mon- 
tana, Oregon and Washington. 

15236—The Cattle & Horse Raisers’ Assn. of Oregon et al. vs. Nor, 
Pac. Ry. et al. 

September 17—Houston, Tex.—Examiner Woodrow: 

* 16054—The Texas Co. vs. K. C. S. Ry. et al. 

September 17—Kansas City, Mo.—Examiner Copenhafer: 

* =. Union Live Stock Commission Co, et al. vs. Santa 

e et al. 

September 17—Washington, D. C.—Examiner Smith: 

* 15771—Greenbrief & Eastern R. R. Co. vs. Sewell Valley R. R. et al. 

* 15771—(Sub. No. 1)—Sewell Valley R. R. Co. vs. C. & O. Ry. Co. 

September 17—Chicago, Ill.—Examiner Shanafelt: 

* 15895—E. E. Forbes & Sons Piano Company vs. A. G. S. R. R. et al, 

* 15898—Liquid Carbonic Company vs. C. & E. R. R. et al. 

September 17—Estes Park, Colo.—Chairman Hall and Exam. Money: 

14968—The Victor-American Fuel Company et al. vs. D & S. L. 
R. R. et al. 

September 17—Detroit, Mich.—Examiner Knowlton: 

* 15595—(and Sub. No. 1)—Chevrolet Motor Company of St. Louis 
et al. vs. B. & O. R. R. et al. 

September 17—New York City, N. Y.—Examiner Beach: 

* 16055—West Virginia Pulp & Paper Company et al. vs. Boston & 
Maine R. R. et al. 

September 18—Kansas City, Mo.—Examiner Copenhafer: 

* 12578—Iola Cement Mills Traffic Ass’n. et al vs. Director General, 
Santa Fe et al. 

September 18—Montgomery, Ala.—Examiner Cheseldine: 

* 15913—Teague Hardware Company et al. vs. C.. B. & Q. R. R. et al. 
Portions fourth section application No. 1606, filed by Agent Ful- 
ton, in re bale ties and fencing from Sterling, Ill., to Mobile, Ala.; 
also, canned goods from Milwaukee, Wis., etc., to Mobile, Ala. 

* 15928—Lobman, Moog & Company et al. vs. C. M. & St., P. Ry. et al. 

September 18—Chicago, Ill.—Examiner Shanafelt: 

* 15915—Griess Pfleger Tanning Company vs. E. J. & E. Ry. et al. 

September 18—New York City, N. Y.—Examiner Beach: 

* 14948—National Association of Waste Material Dealers, Inc., vs. 
D. ls & W. R. RB. 

September 18—Detroit, Mich.—Examiner Knowlton: 

* 15970—Detroit and Cleveland Navigation Company vs. 
Central R. R. et al. 


September 19—Chicago, Ill—Examiner Shanafelt: 

* 15973—Armour Fertilizer Works vs. Morgan’s La. & Tex R. R. & 
S. S. Co. et al. 

September 19—Cincinnati, Ohio—Examiner Gaddess: 

* 15724—Indian Refining Company, Inc. vs. L. & N. R. R. et al. 

* “es a — ter Gamble Distributing Company vs. Ann Arbor 

. a Ct. al. 

September 19—Little Rock, Ark.—Examiner Woodrow: 

* —_—e Jobbers & Manufacturers’ Assn. vs. Santa Fe Ry. 
et a 

September 20—New Orleans, La.—Examiner McGrath: 

* —e & Rosin Producers’ Association vs. A. & V. Ry: 
et a 

September 20—Chicago, Ill.—Examiner Shanafelt: 

* 15985—W. H. Barber Company vs. A. B. & A. Ry. et al. 

September 20—Little Rock, Ark.—Examiner Woodrow: 

* 13850 (Sub. No. 1)—Fort Smith, Subiaco and Rock Island R. R. Co. 
vs. A. & V. Ry. et al. 

September 20—Birmingham, Ala.—Examiner Cheseldine: 

* 1. and S. No. 2170—Lumber from Alabama, Mississippi and Tennes- 
see to Ohio and Mississippi River crossings and related points. 
Portions of fourth section applications 2045 et al., filed by IIL. 
Cent. R. R. and others, in re rates on lumber and forest products 
from stations in Alabama, Mississippi and Tennessee, to Cin- 
cinnati, O., Memphis, Tenn., and Cairo, Ill., etc. . 

September 22—Columbus, Ohio—Examiner Gaddess: 

* a Ohio Farm Bureau Federation et al. vs, A. & W. RY. 
et al. 


September 22—Birmingham, Ala.—Examiner Cheseldine: 
* |, and S. No. 2176—Lumber, Alabama to Eastern, New England and 
Canadian points. 


September 22—Chicago, Ill.—Examiner Shanafelt: 
* 15962—D. L. Alderman et al. vs. A. & V. Ry. et al. 


September 22—St. Joseph, Mo.—Examiner Copenhafer: 
* 16010—Seitz Packing Company et al. vs. Santa Fe et al. 


September 22—Washington, D. C.—Examiner Smith: 
* 15946—Gulf City Manufacturing Company, Inc vs. 
Northern R. R. et al. 
September 22—Philadelphia, Pa.—Examiner Beach: 
* so nnn Traffic Managers of Philadelphia vs. B. & 0. 
cee Ob, Bl. 


Director-General, 


Michigan 


Apalachicola 
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Service 


In 1923 the Great Northern Railway expended over 31 millions of dollars in a pro- 
gram of improvements designed to make this Company with its more than 8,000 miles 
of track the finest railway property in America. 


This money was spent 


For new giant oil burning passenger and freight locomotives, the largest of their 
class ever built. 


For new extra heavy 130 pound steel rails which were laid wherever extra strength 
was needed. 


For automatic block signals now in operation on 1852 miles of track, 400 miles on 
two important divisions being protected by the latest light type signals. 


For new rolling stock, freight cars, passenger coaches, refrigerator cars, ore cars, 


every variety of equipment and safety appliance, and for improvements to its physical 
property generally. 


By arrangement with the Pullman Company, eight complete new all steel ‘‘Oriental 
Limiteds’’ have been placed in service between Chicago, St. Paul and Minneapolis to 


Seattle, Tacoma and Portland via Spokane and Glacier National Park with two complete 
additional trains in reserve. 


Equipment formerly used on the ‘‘Oriental Limited’’ has been as- 
signed to the ‘‘Glacier Park Limited’’ which now carries compart- 
ment-observation car in addition to Pullman steel standard and 
tourist sleeping cars from St. Paul and Minneapolis to the Pacific 
Northwest via Glacier National Park. 

Pullman service has also been instituted on the Duluth Night 
Express between the Twin Cities and Duluth and on the Winnipeg 
Limited between St. Paul-Minneapolis and Winnipeg. 

Oil is used for locomotive fuel on over 1100 miles---the longest 
cinderless mileage of any railroad in the Northwest. 


During 1924 an additional one million dollars will be spent to ex- 
tend automatic block signals for automatic train control and other 
safety devices in addition to $1,200,000 for the maintenance of exist- 
ing equipment. 

Our patrons both passengers and shippers are assured that this 
company’s service will be maintained at the highest peak of efficien- 
cy, as we desire to merit your further patronage by continuing to be 


A Dependable Railway 
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FASTEST STEAMERS 
AND THE 1E ORIENT 


PLACING ASIA 
y\ me (0) 8) 5: vet 


E PIONEER TRANS-PACIFIC LINE. 


ECSTABLISHED 1867 


Unexcelled Freight Service 
NEXT SAILINGS 


Passengers and Express-Freight 


> From San Francisco to Honolulu, Yokohama, Kobe, 
Highest Shanghai, Hongkong and Manila Lowest 


Marine S. S. President Cleveland sails . 19 Insurance 
— S. S. President Pierce sails | 
Classification S. S. President Taft sails . 16 Rates 
S. S. President Wilson sails . 30 
S. S. President Lincoln sails .14 


and every 1 4 days thereafter 


Through Bills of Lading issued to and from all ports beyond port of call 


For rates and other information apply to any railroad agent, or to 


PACIFIC MAIL STEAMSHIP COMPANY 


508 California Street Central Bldg., 108 West Sixth St. 10 Hanover Square 
San Francisco, Cal. Los Angeles, Cal. New York City 
142 South Clark Street, Chicago, III. 


Managing Agent U. S. SHIPP ING BOARD 
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Freight Services 


AMERICAN MERCHANT LINE 


New York to London 
Weekly Sailings 


— London 
altimore 

to Hull 

Norfolk Leith 

2 Sailings a Month 

: : London 

Philadelphia to Hull 

Boston Leith 


2 Sailings a Month 


Operated by 
J. H. WINCHESTER & CO. (Inc.) 
17 Battery Place New York City 


COSMOPOLITAN LINES 


New York to Rotterdam 
A Sailing every 20 days 


Baltimore 
Norfolk t Havre 
Philadelphia 6 Dunkirk 
New York 

3 Sailings a Month 
Philadelphia t Bordeaux 
New York ” St. Nazaire 


A Sailing every 20 days 


Operated by 
COSMOPOLITAN SHIPPING CO. (Inc.) 
42 Broadway New York City 


ORIOLE LINES 


New York Be” 
Philadelphia to Dublin 
Norfolk Cardiff 
Baltimore Avonmouth 
2 Sailings a Month 
Baltimore 
Norfolk to Liverpool 
Boston Manchester 
New York 


A Sailing every 10 days 


Operated by 
CONSOLIDATED NAVIGATION CO. 
22 Light Street Baltimore, Md. 


UNITED STATES LINES 


New York to Southampton 
A Sailing every 3 Weeks 
New York 
to 


Plymouth, Cherbourg, 
Bremen 


Weekly Sailings 


Operated by 


UNITED STATES LINES 
45 Broadway New York City 


United States Shipping Board Fleet Corporation 


BLACK DIAMOND LINES 


Philadelphia 
eee Wank to Rotterdam 
A Sailing every 20 days 

Philadelphia 

Sieur Wests to Antwerp 

2 Sailings a Month 

Baltimore ~ Rotterdam 
Norfolk Antwerp 


2 Sailings a Month 


Operated by 
BLACK DIAMOND STEAMSHIP CORP. 
67 Exchange Place New York City 


EXPORT S. S. CORP. 


North Atlantic Ports 
to 
Constantinople, Malta, Greek Le- 


vant ports, Syria to Palestine Coast, 
North Africa (East of Bizerta) 


2 Sailings a Month 





Operated by 


THE EXPORT STEAMSHIP CORP. 
25 Broadway iNew York City 


ROGERS & WEBB 


Baltimore, Norfolk, 
Philadelphia, Boston 


to 





Hamburg and Bremen 
2 Sailings a Month 


Operated by 


ROGERS & WEBB 
110 State Street Boston, Mass. 





North Atlantic Ports to Europe and Africa 


BULL LINES 


North Atlantic Ports to 
Constantinople and Black Sea Ports 


2 Sailings a Month 


New York to 


Canary Islands and West African ports 
from Dakar to Belgian Congo and Por- 
tuguese Angola; also Azores, Madeira, 
St. Vincent as cargo offers. 


Monthly Sailings 








Operated by 


A. H. BULL & COMPANY 
40 West Street New York City 


MALLORY TRANSPORT 


South and East 

New York to African Ports 

Monthly Sailings 

North Atlantic Ports 

to Azores and Canary Islands, Por- 
tuguese, Spanish Atlantic, Spanish 
and French Mediterranean, West 
Coast of Italy, Adriatic ports; 
North Africa (West of Bizerta). 

3 Sailings Monthly 


Operated by 
MALLORY TRANSPORT LINES (Inc.) 
11 Broadway New York City 


SCANTIC LINE 


New York, Boston, 
Baltimore 
to 
Copenhagen and 
Helsingfors 
2 Sailings a Month 





Operated by 


MOORE & McCORMACK CO. (Inc.) 
5 Broadway New York City 








For sailing dates and general information call or write 
the operators or 


J. T. SMITH 


1417—1st Nat.Bank Bldg. 


Detroit, Mich. 


R. J. WHITMIRE 
314—2nd Ave., South 
Minneapolis, Minn. 


J. Ss. HOUSTON 
71-73 Porter Bldg. 
Memphis, Tenn. 





G. M. BUSH 
519-20 N. Y. Life Bldg. 
Kansas City, Mo. 


W. K. KUTNEWSKY 
921-922 Planters Bldg. 
St. Louis, Mo. 


T. PARK HAY 
827-8 Marquette Bldg. 
Chicago, III. 
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ame =a The Crate That Returns 


More Than Its Cost 


An automobile manufacturer once shipped 
his fenders in “home-made” crates. He had 
no trouble with breakage, though fenders 
were occasionally scratched. 
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But now he uses the Pioneer crate 
we designed for him. 
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Each crate weighs fifty-four pounds less. His 
average freight and express rate is $3.27 per 
hundred pounds. Most of his fenders are 
express shipments. The saving in transpor- 
tation charges alone is $1.77 per crate— 
more than the cost of the crate. 
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The expense of damaged fenders is done 
away with. He saves also on labor cost be- 
cause the Pioneers come to him three-fourths 
assembled. 


\ 


e 
\ 
\ \ . 


Perhaps we can do as much—or more—for 
you. Let our Engineering Service Depart- 
ment submit a report or recommendation 
on your shipping problem. There is no cost 
or obligation involved. But investigate Pio- 
neer economy today. It pays to do so. 


GENERAL BOX COMPANY 
506 North*Dearborn Street," Chicago, Illinois 


SEVENTEEN FACTORIES GIVE YOU CLOSE AT HAND SERVICE: 


Bogalusa, La. Cincinnati, Ohio East St. Louis, Ill; Illmo, Mo. Nashville, Tenn. Sheboygan, Wis. 
Brewton, Ala. Crawfordsville, Ind. Hattiesburg, Miss. Kansas City, Mo. New Orleans, La. Winchendon, Mass. 
Brooklyn, N.Y. Detroit, Mich. Houston, Tex. Louisville, Ky. Pearl River, La. 
























Boston, Mass., 40 Central St. 
Buffalo, N. Y., 409-410 Iroquois Bldg. 
Chicago, Ill., 707 Mer. Loan & Trust Bldg. 
940 Rookery Bldg. 
Chippewa Falls, Wis. 
Cincinnati, O., 409 Traction Bldg. 
Cleveland, O., 1040 Prospect Ave. 
Detroit, Mich., 311 Free Press Bldg. 
Duluth, Minn., 320 West Superior St. 
Grand Rapids, Mich., 414 Linquist Bldg. 
Indianapolis, Ind., 522 Merch. Bank Bldg. 
Kansas City, Mo., 738 Railway Ex. Bldg. 


THE TRAFFIC WORLD 


$82] FAST FREIGHT s 


MINNEAPOLIS, ST. PAUL & SAULT 
STE. MARIE RAILWAY CO. 





Le 


THIEF RIVER FALLS 


VIA THE 


BETWEEN 


AND 


AGENCIES 


Los Angeles, Cal., 605 So. Spring St. 
Memphis, Tenn., Porter Bldg. 
Milwaukee, Wis., 68 Wisconsin St. 


913 Majestic Bldg. 


Minneapolis, Minn., Soo Line Bldg., 5th St. 


Neenah, Wis. 


New York, N. 


and Marquette Ave. 
Y., Woolworth Bldg. 


Omaha, Neb., 1025 W. O. W. Bldg. 
Philadelphia, Pa., Tg Bidg., ust St. at 


SOO LINE 
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ALL POINTS 1n THE EAST ann SOUTH 


NORTHWEST, WESTERN CANADA 
~ NORTH PACIFIC COAST | 


To avoid delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLICATE. 
This document must be delivered raliroad agent at Initial point with the shipment and accompany same to Canadian port of entry. 


Pittsburgh, Pa., 340 Sixth Ave. 

Portland, Ore., 55 Third St. 

St. Louis, Mo., 2050 Railway Exch. Bldg. 
St. Paul, Minn., 1112 Merchants National 


Bank Bldg. 
San Francisco, Cal., 675 Market St. 


Sault Ste. Marie, Mich. 


Seattle, Wash., 608 2nd Ave. 
Spokane, Wash., 1006 Old Nat’l Bank Bidg. 


Superior, Wis. 
Waukesha, Wis. 


Winnipeg, Man., 603-604 Lombard Bldg. 


ROUTE YOUR FREIGHT-CARE SOO LINE 
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Thoroughly Good Trucks 


REAT business enterprises study and compare all 

trucks down to the last detail. The size of their 

transportation investment makes it imperative that they 
buy wisely and with a cautious eye to the future. 


Such corporations are buying International Motor 
Trucks in increasing numbers. Not only at the start, 
but when they buy more trucks they repeat on Inter- 
nationals. That is the most convincing evidence for 
any buyer. 


Transportation companies, public service companies, oil corpora- 
tions, leading packers, municipalities, retailers, wholesalers, build- 
ing and road contractors—and all other lines of industry requiring 
modern hauling equipment— are served by International fleets 
running up to many hundreds of trucks in the service of one user. 


International Speed Trucks are built to carry loads up to 2000 
pounds. Heavy-Duty Internationals are built in 3000, 4000, 6000, 
and 10,000-pound maximum capacities. Suitable bodies for every 
business. Motor coaches are furnished in a variety of chassis and 
styles of bodies to meet every passenger transportation need. 





Users Among the 


Railroads 


Chicago, Burlington & 
Quincy Ry. 

Atchison, Topeka & 
Santa Fe-Ry. 


Missouri, Kansas and 


Texas Ry. 
Pennsylvania System 


Minneapolis, St. Paul 
& S. Ste. Marie Ry. 


Southern Pacific Ry. 
Illinois Central Ry. 
Canadian Pacific Ry. 
Canadian National Ry. 


INTERNATIONAL HARVESTER COMPANY 


OF AMERICA 
606 So. MICHIGAN AVE. (INCORPORATED) 


CHICAGO, ILL. 
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Where they reach YY Where to reach them 





IDEALS 


The objects sought in publishing the map and subject matter appear- 
ing weekly on this page are: 





To promulgate information regarding this great transcontinental 
transportation machine and the magnificent territory traversed by its - 
lines, to promote understanding of the ideals and purposes which inspire 
and guide its management, and, the better to effect those purposes and 
achieve those ideals, to render more intimate the co-operation between the 
officers and employees of this company and the public we serve. Last, but 
not least, to familiarize our own field forces with the company’s standards 
and stimulate enthusiasm for their maintenance. 


This is a Southern Pacific page, but much that is said here applies 
to railroads in general as well as to the Southern Pacific in particular. To 
cherish ideals is one thing. To live up to them under the strains and 
stresses of everyday life is another. But we believe the whole railroad 
fraternity is striving for better standards, that loyalty and devotion are 
increasing, and that the business is steadily advancing to a higher plane. 
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